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Success and failure 


Last weekend, the instigators of Renault’s massive onslaught at 
Le Mans learned a lesson they should have known: money 
alone cannot buy victory at the Sarthe. Conservative estimates 
put this year’s Renault investment in the 24 Hours at half a 
million pounds, and it has to be said that the money went 
largely to waste. Victory at Le Mans was everything to Renault 
this year, and the fact that they dominated the first half of the 
race, and led comfortably with 6} hours to go, was no 
consolation whatsoever. 

It was good for motor racing that Renault chose to reaffirm 
the value of Le Mans to the mass production motor manufactur- 
er; bad that such an enormous financial commitment failed so 
thoroughly to achieve the incalculable prestige which comes 
from victory there. Half a million pounds is a lot of money, 
even to Renault, and there are fears that a return to the Sarthe 
by the firm will be opposed by many in the Renault boardroom. 

Our sympathy, then, to Gerard Larrousse and his colleagues 
in Renault Sport; but our warmest congratulations to Manfred 
Jantke’s more thrifty Martini-Porsche team, nonetheless. In 
particular, all AUTOSPORT readers will rightly expect us to 
express their admiration for Jacky Ickx, who last weekend 
emulated the previously unique feat of his compatriot Olivier 
Gendebien by achieving his fourth victory at Le Mans. 

Like Gendebien—who won in 1958 and in 1960-61-62, each 
time in a Ferrari—Ickx scored his fourth triumph on the end of 
a hat-trick, having won in 1969 for Ford, in 1975 for Gulf- 
Mirage, and in 1976 and 1977 for Martini-Porsche. His previous 
wins—particularly in 1969—have been notable for rare driving 
skill, and last Saturday night, as he strove to put the delayed 
Porsche into a challenging position, he left no doubt that he can 
still claim to be one of the world’s finest sports car drivers. It 
was a remarkable performance and—even if it was achieved 
only after the failure of the leading Alpine—the victory was 
completely merited. It was sweet, too, for Jurgen Barth and 
Hurley Haywood, especially for the American, who came over 
for his first race in Europe and ended up the victor at Le Mans! 

Notwithstanding the failures of many of the fastest cars, the 
event was once again outstandingly successful, and the future of 
the “‘allcomers” format at the Sarthe seems secure. It is a pity 
that this classic motor race merited such limited space in the 
eyes of the British news media, for the radio and television 
coverage, while expertly undertaken, was absurdly sparse. Le 
Mans deserves better treatment, and on this occasion it was also 
led for over 17 hours by a British driver. When will the. Sports 
Editors wake up? 


cover picture 


Top: The works Martini-Porsche 936 speeds towards victory in last 
weekend’s Le Mans 24 Hours, the only event planned for this model in 
1977. The Porsche triumph—achieved after the embarrassing failure of 
the Alpine-Renault team—marked a hat-trick of Le Mans wins for Jacky 
Ickx, who also became only the second man to have won this classic race 
four times. Report: page 10. Photo: David Winter. 


Bottom: Ari Vatanen charges the Gandy Brakes Ford Escort RS1800 
towards a finely judged victory in the Lombard-Esso Scottish Rally over 
the works Triumph TR7 of Tony Pond and the Ford of last year’s winner, 
Russell Brookes. Report: page 40. Photo: Hugh Bishop. 


next week 


Our full report of the eighth round of the World Championship, the 
Swedish Grand Prix at Anderstorp—The European Formula 2 Champion- 
ship moves to Mugello in Italy—Report of the popular Donegal Rally in 
Eire—More BP-Formula 3 Championship action from Thruxton—The full 
story of the St Jovite CanAm* . 


* These items were correct at the time of going to press 
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Redman: serious 


ut out of 


As you will read elsewhere in this issue, 
Brian Redman was the victim of a 
horrifying accident at St Jovite last 
Friday, during qualifying for the first 
round of the CanAm Championship. 
At the wheel of the Haas/Hall Lola 
T333CS, Redman was the early pace- 
setter last Friday, and at the time of his 
accident had lapped Ssecs faster than 
any other driver. The actual spot where 
the disaster occurred was the scene of 
many shunts during CanAm races in the 
‘sixties, Paul Hawkins, Hugh Dibley 
and Jackie Oliver all having major 
accidents there. The problems occur as 


Brian: three months in traction. 


—— 


Oliver for 


Jackie Oliver gets to drive the Shadow 
DN8 FI car again this weekend—the 
second time he has done so this season. 
The team’s brilliant young recruit, Ric- 
cardo Patrese, will be driving the Tri- 
vellato Chevron in the Mugello round 
of the European F2 Championship on 
Sunday, the Italian having made it clear 


Privateer 


The latest position regarding non- 
FICA entries for Grands Prix is a little 
uncertain. On Tuesday morning. Peter 
Gaydon of Motor Race Consultants 
told us he had heard nothing from the 
CSI, who supposedly had been discuss- 
ing the problem in Paris the day before. 
“Anyway. I’ve packed all my lot off 
(Lunger, Hayje, Kosarowitsky, Purley 
and Rebaque), and I’m sure they’ll get 


danger 


the cars crest a rise, the steering getting 


light at well over 150mph. The air | 


seems to get under the cars, lifting them 
clear of the ground. Just occasionally, a 
point of no return is reached and the car 
becomes completely airborne. Just an 
hour before Brian crashed, Elliot 
Forbes-Robinson (in Paul Newman’s 
Lola) took off, thé car performing a 
complete somersault in mid-air and 
landing on its wheels! 

But Redman was not so lucky, his car 
coming down on its tail, and sliding 
down the road, backwards and upside 
down for a considerable distance. It 
seems that the roll-over bar proved to 
be of relatively little use. It took a long 
time to free Brian from the wreckage, 
following which he was taken to hospi- 
tal unconscious and apparently critical- 
ly injured. The following day, however, 
the hospital was able to issue a state- 
ment to the effect that Brian, although 
very seriously hurt, was off the critical 
list and out of danger, which is wonder- 
ful news. 

Brian’s major injuries are two broken 
vertebrae and broken ribs, shoulder 
and elbow, as well as severe concus- 
sion. The doctors are confident, howev- 
er, that there is no brain damage nor 
are there any internal injuries. It seems, 
however, that Redman will have to stay 
in traction for at least three months. He 
is in the Royal Victoria Hospital in 
Montreal at present, and every enthusi- 
ast in the country will wish him the best 
of everything for a complete recovery. 


Sweden 


from the outset that, for this season, F2 
comes first. 

Oliver, of course, admirably stepped 
into the breech earlier in the year, 
driving the only Shadow at the Race of 
Champions, only days after the death of 
team leader Tom Pryce at Kyalami. 


problems 


a run at Anderstorp,” he said, “but, 
just to be on the safe side, I’ve already 
briefed solicitors in Sweden, should any 
problems arise. And I’ve sent a telex to 
the organisers, letting them know we 
are definitely coming.” Some time 
soon, the CSI must break with tradition 
and actually make a decision; for the 
privateers to go through this before 
every race is farcical. 


Guy’s new G6 Lola 


Lola Cars have built a new T296 2-litre 
sports car for the Group 6 World Sports 
Car Championship series which will be 
driven by Guy Edwards, who is due to 
test the car at Silverstone next week. 
The new car, sponsored by Ed- 
wards’s enthusiastic backers Ultramar 
and Rizla, will feature the familiar blue- 
and-yellow Ultramar decor and will be 
entered officially by the factory under 
the banner Ultramar-Rizla Team Lola. 
Power comes from the very torquey 
295bhp Swindon BDX engine, and the 
car will run on Goodyear tyres. Later in 
the year, the team will run a develop- 
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ment chassis in preparation for the 
construction of the 1978 2-litre Lola 
sports car. 

The Ultramar-Rizla Lola will make 
its debut at Jarama on July 3, when Ray 
Mallock will share the driving, and will 
stay over in the Iberian Peninsula for 
the Estoril round of this poorly support- 
ed series in Portugal the following 
week, when Chris Craft will get to co- 
drive the car. Thereafter, the team 
plans to contest all remaining rounds of 
the G6 championship, in which the 2- 
litre Osella-BMW of Giorgio Francia 
has so far been very competitive. 


Tyrrell is confident about the future. 


Tyrrell 
research 


For this weekend’s Swedish Grand 
Prix, the Elf-Tyrrells will be back in 
their 1977-style bodywork. This was 


used, if you recall, from the very begin- - 


ning of the year after some stunning 
testing times by Patrick Depailler at 
Paul Ricard towards the end of last 
year. Despite that, however, and the 
FNCB-backed Research and Develop- 
ment programme headed by Karl 
Kempf, the results, by Tyrrell’s stan- 
dards, were very disappointing. Finally, 
at Jarama, Depailler appeared in a 
1976-style car, Ronnie Peterson’s P34 
being converted to that specification for 
Monaco. 

“In retrospect, it was a mistake to 
start the year with the new shape,” says 
Ken Tyrrell. “We didn’t have time to 
pay enough attention to the cooling in 
that configuration and because we 
needed the bodies in a hurry, they came 
out rather heavier than we had antici- 
pated. The new body is a lot faster in a 
straight line, but so far has carried a 30- 
pound weight penalty.” (Bear in mind, 
of course, that the P34’s six-wheel lay- 
out is already intrinsically a good deal 
heavier than a four-wheeler, so an extra 
30lb is something they can well do 
without.) Ken goes on to say. however, 
that the team hopes to have the first of 
its new lightweight bodies at Dijon. 

Despite the team’s lack of success so 
far this season, Tyrrell feels strongly 
that Karl Kempf and his computers 
have been of great assistance to them. 
The American’s arrival, of course, has 
coincided with the first really lean spell 
in Tyrrell F1 fortunes for nearly 10 
years, and cynics have been heard re- 
cently to question the benefits of com- 
puterised motor racing. ““When we 
made the decision to go ahead with our 
research using Karl’s electronic instru- 
mentation on a test car and a computer 
to interpret the data gathered, we knew 
it would be a two-year programme. 
Now, half-way through the first year we 
have begun the first test sessions with 
the equipment mounted on the car and 
the results have been extremely encour- 
aging. In my opinion, this is the way all 
teams will have to go in the future.” 

Not being an engineer himself, Ken 
admits that he was a little sceptical 
about the project but Derek Gardner 
thought it was the way to go. Having 
seen the results of the first tests, Tyrrell 
says he has no doubts that they have 
done the right thing. 


@ As one of the biggest events on the 
saloon car racing calendar draws near 
(the Spa 24 Hours classic on July 23/24) 
we hear that there will be no fewer than 
twelve 530i BMW Group 1 cars at the 
famous Belgian circuit. 


Testing in 
Sweden... 


Pleasing news for James Hunt fans is 
that the World Champion proved fas- 
test of all during unofficial testing at 
Anderstorp last week, getting the M26 
round in 1m 24.9s, half a second 
quicker than Mario Andretti’s pole 
time last year. The two Ferraris of 
Lauda and Reutemann were next up, 
both in the mid-25s, although track 
conditions may account for’some of this 
deficit, the Italian team being in Swe- 
den a week before the others. 

Also present were Wolf, Ligier, Lo- 
tus and Shadow. Jody Scheckter got 
Walter’s car round in 1m 26.1s, and 
Gunnar Nilsson did 1m 26.3s with the 
JPS 78. Mario Andretti did not take 
part in the session. Other times were 
1m 27.3s by Alan Jones in the Shadow 
DN&8 and 1m 27.5s by Jochen Mass, still 
in the now venerable McLaren M23. 

On the tyre front, Bert Baldwin tells 
us that Goodyear will have four differ- 
ent fronts and two different rears from 
which to choose this weekend. 


...andin 
Holland 


Testing at Zandvoort last week, imme- 
diately after the Belgian Grand Prix, 
were Ferrari, Ligier and Copersucar- 
Fittipaldi. Carlos Reutemann proved 
fastest of the session with the Ferrari, 
followed by Lauda and Fittipaldi, the 
Brazilian lapping in the same time as 
the Austrian, which bodes well for 
Emerson’s prospects for the rest of the 
year. Apparently the Ligier was some 
way off the pace. 


Larry again 


Good news for all the many fans of 
Larry Perkins is that the likeable Aus- 
tralian will once again be driving the 
Formula 1 Durex Surtees TS19 this 
weekend at Anderstorp. John Surtees 
pointed out, however, that Larry was 
still driving for him on a race-to-race 
basis, and confirmed that he did intend 
to give Tony Trimmer a test in the 
works car at some stage. 


Fuji now 
confirmed 


It has finally been confirmed this week 
that the Japanese Grand Prix will defi- 
nitely take place at Fuji on October 23. 
The financial and organisational prob- 
lems have been overcome by the setting 
up of a new organising committee, 
made up of the Japanese Automobile 
Federation, the Tokyo Broadcasting 
System and the Fuji representatives 
themselves. We can only hope that the 
weather is rather less inclement this 
year. 

As well as that, after all the doubts 
and speculation, it seems that the 
French Grand Prix, on July 3, will 
definitely be run at Dijon and not at 
Paul Ricard. 


@ On Radio Thames Valley’s sports 
interview programme next Monday, 
one of the guests will be Stephen South. 
The programme goes out at 7pm. 
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Johncock—serious injuries. 


Johncock 
badly hurt 


The news from the States over the 
weekend was altogether bleak. As well 
as Brian Redman’s distressing accident 
at St Jovite, there was also a disaster in 
the Milwaukee USAC race, in which 
reigning USAC Champion Gordon 
Johncock was badly injured. 

Johncock was running second to 
Johnny Rutherford when the accident 
occurred. It seems that as he was lap- 
ping backmarker Clark Templeman, 
the two cars touched wheels. John- 
cock’s Wildcat hit the wall, flipped, 
rode along the wall, finally coming to 
rest in the middle of the track. Appar- 
ently it took a long time to get Gordie 
out of the wreckage after which he was 
taken to hospital with head and back 
injuries. As we went to press, hospital 
bulletins described his condition as 
“satisfactory.” 

Together with A. J. Foyt, Johncock 
was, of course, very much the star of 
the recent Indianapolis 500, and has 
long been one of the leading lights of 
USAC Championship racing. We wish 
him a complete and quick recovery. 


Tom’s G2 530i 


At the Niirburgring G2 race, on July 
10, Tom Walkinshaw, Richard Lloyd 
and Gilbert Greenall will share a new 
BMW 530i, built by Bill Shaw. At the 
Ring, in fact, the car will run virtually in 
G1 spec, although it will have G2 cams, 
for instance. 

Two weeks after, of course, comes 
the Spa 24 Hours, where the car must 
run in Gl form, but thereafter the car 
will be converted to full G2 specifica- 
tion, complete with wider wheels and 
different bodywork, and it is hoped to 
run the three drivers in all subsequent 
rounds of the ETC. Sponsorship comes 
from Grunhalle Lager. 


DN4 non-starts 


Jatnic Oliver was a non-starter in the 
first round of the Citicorp CanAm 
Championship at St Jovite last week- 
end. Don Nichols, apparently, demand- 
ed ‘appearance money” for his Shadow 
DN4, giving the organisers the choice 
of either Oliver or Gilles Villeneuve as 
driver, but the demand was refused 
point-blank. 

Now Don says he will not run the car 
at any of the other rounds unless ap- 
pearance money is paid. The team’s 
other car, sponsored by CB Radio and 
driven by Randy Lewis, did run, 
however. 
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Le Mans 


B fatality 


For the British Dorset Racing Associ- 
ation team, the Le Mans weekend was 
one they will wish to forget. In addition 
to the many difficulties involved in the 
actual racing programme, the team’s 
effort at the Sarthe was marred by 


» tragedy when one of their mechanics 


lost his life in rather curious 
circumstances. 

He was 28-year-old Frenchman Fran- 
¢cois Dufour, who had been with the 
team for some time and who was work- 
ing for them at Le Mans in the role of 
general assistant cum interpreter. Fran- 
gois, a former Winfield pupil who had 
done some motor racing himself, was 
an enthusiastic and popular member of 
the team; he was single, and lived in 
London. > 

The accident which led to his death 
came as a bitter shock to the Dorset 
team. We are informed that the team 
requested permission from the organ- 
isers to use the shower in the Le Mans 
Medical Unit in the paddock, which 
was granted. We are also told that four 
of their mechanics used the shower last 
Wednesday and that one of them be- 
came unwell, it was thought at the time 
because his stomach was unused to 
French food. However, it seems that 
the other three also complained of 
dizziness and headaches after using the 
shower, and that poor Dufour was the 
fifth mechanic to use the unit. 

We understand that team members 
became concerned when they realised 
that Frangois had not come back from 
his shower and, having established that 
he was still in there, they broke down 
the door to get him out. His heart had 
stopped and, although a Le Mans doc- 
tor got it beating once more, Dufour 
was in a coma. He was removed to 
hospital in the town of Le Mans and 
thence on to another facility, where he 
died the next day. 

At the time of writing, this tragic 
incident is under investigation in 
France, and it would be inappropriate 
for us to speculate on the cause of 
Dufour’s death. However, there were 
unpleasant rumours at Le Mans that a 
statement had been issued to the effect 
that Dufour had died of carbon monox- 
ide poisoning in some way connected 
with his duties for the team. We have 
been unable to substantiate these ru- 
mours, and it seems that they may well 
be unfounded. 


Nationwide 
film shows 


Motor Sport Promotions, in conjunc- 
tion with the Rank Organisation, an- 
nounce a series of motor sport film 
shows, to be held at various Rank 
cinemas throughout the country during 
the next three months. 

The films which comprise the 2}-hour 
show include two which have not yet 
had a public viewing, these being The 
1977 Indianapolis 500 (which took place 
only three weeks ago) and Pirally which 
covers the 1976 World Rally Cham- 
pionship. The other two films are It’s a 
Long way to Nairobi about this year’s 
East African Safari Rally and James 
Hunt—World Champion, made last 
year. Each show starts at 11.15pm and 
tickets are £1.30. The shows start in 
Reading on June 22. For further de- 
tails, contact Grahame White, Motor 
Sport Promotions, 152 Walton Street, 
London SW3 2JJ. Tel: 01-584 6450. 
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Southgate—back from whence he came. 


Southgate 
to quit JPS 


Tony Southgate is leaving John Player 
Team Lotus to return to Shadow. At St 
Jovite, Don Nichols said that Tony 
would be rejoining his outfit ‘‘within a 
few weeks”. 

This news, in fact, comes as no real 
surprise. For some time, there have 
been rumours that Southgate, despite 
his very lucrative job with a team cur- 
rently on the crest of a wave, was 
unhappy with JPS, and there has been 
frequent speculation that he might well 
be heading back to Northampton be- 
fore too long. 


@ An unexpected bonus for Brands 
Hatch racegoers last Sunday was the 
appearance, between practice and rac- 
ing, of John Watson and the Brabham- 
Alfa! John wanted to bed in brakes and 
CWP before the car left for Sweden, 
and no other circuit was available over 
the weekend. In the team’s spare car, 
John got round in 42.5s, just over a 
second away from Jody Scheckter’s all- 
time club circuit record, set in the Wolf 
towards the end of last year. 
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Al Unser 
for CanAm? 


Last weekend, the Citicorp CanAm 
Championship got off to a really des- 
perate start at St Jovite, and many 
people remain convinced that after a 
few more races the SCCA organisers 
will be forced to admit turbocharged 
sports cars to the series after all. If and 
when this happens, Harley Cluxton’s 
Grand Touring Cars Inc team will be 
ready to run their two Renault V6- 
powered Mirages, one of which finished 
second at Le Mans last weekend. 

One of the drivers which Cluxton has 
in mind is Al Unser, who owns a 
Renault dealership in New Mexico and 
who has competed successfully in the 
past in the SCCA’s Formula 5000 road 
race series. 

However, the go-ahead Cluxton, 
who is confident that the SCCA will 
indeed permit turbos, is looking at the 
possibility of not running the Mirages 
but one or two of the works Alpine- 
Renault A442 turbos, using some of the 
Renault-contracted drivers who ap- 
peared in the cars at Le Mans. 


Shadow 
at Indy 


Don Nichols has confirmed that Shad- 
ow will definitely be competing with a 
USAC car at Indianapolis next year. 
He would not be specific about the 
identity of the driver, but did allow that 
he was a former Indy winner. 

So who, of previous winners, is still 
active as a driver? We have Foyt, 
Bobby Unser, Al Unser, Andretti, 
Johncock and Rutherford. Our Ameri- 
can Editor says he is inclined to rule out 
all but Bobby Unser. Time will tell. 
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At Le Mans, the Dorset Racing Associ- 
ation team had a miserable weekend 
running their 2-litre Lola for Ian Har- 
rower, Martin Birrane, Ernst Berg and 
Richard Down, and the 1976 de Ca- 
denet Lola 3-litre car for Simon Phil- 
lips, Tony Birchenough and Richard 
Bond. 

The main drama surrounded the 
Bowmaker-Bowring sponsored 3-litre 
car. At Le Mans, the slowest cars in 
each class are discarded for the pur- 
poses of qualifying, rather than the 
slowest cars overall, and the team fell 
victim to this system having missed 
most of dry practice due to a problem- 
atical engine change. Inaltera team 


Mystery of engine 
failures at Le Mans 


The number and frequency of the en- 
gine failures at Le Mans was nothing 
short of alarming, for this malady af- 
fected many of the fastest cars. The 
failure of the number one Martini- 
Porsche 936 seems to have been caused 
by a driver error, but this was certainly 
not the cause in the majority of cases. 
Many teams suffered combustion 
chamber failures of one sort or another, 
both during qualifying and in the race. 
The turbocharged cars were naturally 
the most susceptible, and it is perhaps 
significant that the sole Porsche 935 to 
survive the race in any sort of healthy 
condition (the Ballot-Lena/Gregg car 
which finished third) was running the 


catchpole 


Martin Birrane in the Dorset Racing Lola. They had a bad time at Le Mans. 


Unlucky Dorset team 


eo 


manager Vic Elford kindly stepped in 
to state the Dorset case at great length 
with the organisers, but to no avail. 
Elford’s efforts did uncover the fact 
that one of the French-entered 
Porsches had been qualified by only 
one driver, but instead of the G6 Lola- 
DFV this allowed in the Aston Martin, 
which was running in the same category 
as the Porsche! 

The team ran their 2-litre car, but it 
had every kind of problem during the 
race and ended up the only runner not 
to be classified under the 70 per cent of 
the winning distance rule. We wish the 
team better luck next year... . 


very low turbo boost of one atmo- 
sphere. Most of the other 935s—includ- 
ing the works 935-77 which failed early 
on—were running at around 1.3. As 
well as piston failures, there were any 
number of cracked cylinder liners, and 
the finger of suspicion points at the fuel 
which was provided at the circuit, which 
could have been producing too much 
combustion. 

The Alpine-Renault team, which 
dominated the early stages of the event 
before engine breakages resulted in a 
failure of catastrophic proportions, was 
not alone in leaving Le Mans armed 
with a sample of the fuel for analysis. 


OH DEAR ,OH DEAR .... 
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Lafosse versus Cluxton 


The Le Mans effort of Harley Cluxton’s 
Arizona-based Mirage-Renault. turbo 
team was clouded by controversy in- 
volving French driver Jean-Louis 
Lafosse. 

Evidently, Lafosse had an agreement 
with the team that he would get to drive 
one of the two Mirages at Le Mans; the 
agreement stated that he would bring a 
large sum of money in sponsorship and 
that he would be paid F20,000 for 
driving the car. According to Cluxton, 
between November, 1976, and last 
month Lafosse assured him that the 
sponsorship money would be forthcom- 
ing, but when Cluxton himself contact- 
ed the sponsors in question he was told 
that there was to be no Le Mans deal. 
Cluxton then told Lafosse that, as he 
had not fulfilled his commitments, he 
would no longer be driving the car. 

Lafosse took the matter to court, 


Briefly. .. 


@ With a year to wait for the next Le 
Mans 24 Hours race, Alain de Cadenet 
is thinking about the possibility of run- 
ning the latest Gordon Murray devel- 
oped De Cadenet Lola-DFV in the 
CanAm series in North America, which 
has a class for pukka 3-litre racing 
engines. 


@ Shin Kato’s Sigma team from J: apan, 
which had planned to appear at Le 
Mans with their latest MC77 sports car 
powered by a twin-turbocharged 2.3- 
litre Toyota engine (reputedly produc- 
ing 420bhp), were non-arrivals at the 
Sarthe due to the last-minute withdraw- 
al of their sponsorship. 


@ Last year the Automobile Club de 
Ouest and the International Speedway 
Corporation set up the Daytona-Le 
Mans Trophy designed to promote Eu- 
ropean participation at the Daytona 24 
Hours and American Participation at 
Le Mans. The Stommelen-Schurti 
Porsche 935, by virtue of qualifying 
fastest among the Group 4 and 5 bri- 
gade at Le Mans, won a prize of 
$10,000 to be used towards its expenses 
at Daytona next year. 


@ For the second year, the English 
commentary at Le Mans was provided 
by Adrian Hamilton, the son of 1953 Le 
Mans winner Duncan Hamilton. 


| SUPPOSE HE'S GOING WANT 
PROMOTION NOW). 
a | ; 


claiming F20,000 for the loss of his 
drive and F120,000 (about US$24,000) 
for “loss of face.”” There was a hearing 
last Wednesday and Thursday, at the 
end of which the French court ruled 
that Cluxton had no case to answer. 
The American then considered the mat- 
ter closed, but during qualifying for the 
race Lafosse reappeared with his lady 
lawyer, who told Cluxton that she in- 
tended to place a lien on the cars unless 
US$60,000 was paid to Lafosse. The 
cars would be allowed to practise and to 
race, but the lawyer told Cluxton (who 
does not in fact own the cars) that she 
had the authority to impound them 
after the event. 

On Sunday night, we understand that 
the whole business had not been re- 
solved, and it seems that the cars are 
still in France. 


@ The result of the Le Mans 24 Hours 
brings the total of Dunlop victories at 
the Sarthe to 24. 


@ At Le Mans, one of the major 
problems of every team manager is to 
see that his drivers get all the sleep and 
relaxation they require. One of them 
set new standards last weekend, when 
his sponsor financed very special, femi- 
nine facilities to ensure that his men 
were relaxed in both mind and body. . . 
One-upmanship at its best? 


A final reminder to you to send in 
your entries for the Swedish round of 
the Moét et Chandon Competition. 
Get them off immediately—on a 
postcard, please, to AUTOSPORT Edi- 
torial, Haymarket Publishing Ltd, 76 
Dean Street, London W1A 1BU. 


‘by Barry Foley 


MIND YOU, CORPORAL NILSSON 
DOES SOUND MocH BETTER. 


ee 


edited by Quentin Spurring 


First CanAm to Klausler 


The éirst round of the newly reconstitut- 
ed CanAm Championship got off to an 
utéerly disastrous start at St. Jovite, 
Montreal, last Sunday. Just as its de- 
tractors have been predicting, the 
whole affair was an absolute fiasco, 
with a dreadfully thin entry and a highly 
dangerous, if beautiful, circuit. ““Why,” 
everybody said afterwards, ‘“‘why did 


the SCCA have to go and screw up | 


F5000 for this?”’ 

A total of 17 cars turned up finally, 
only nine of which were 5-litre ma- 
chines, the rest being 2-litre sports cars. 
During the first day of qualifying, of 
course, Brian Redman had his appall- 
ing accident (see Pit & Paddock) after 
proving conclusively fastest in the 
Haas/Hall Lola, and that, of course, put 
a damper on the whole weekend. After 
Redman’s crash, a temporary chicane 
was installed before the notorious 
hump. After the second session, Chris 
Amon’s Wolf headed the times, but the 
New Zealander was very unhappy with 
the car, complaining of a tremendous 


Gregg’s 
TransAm 


After the opening round at Seattle, the 
TransAm circus moved 150 miles north 
into British Columbia, Canada, on June 
5 for the second event at the tight 
Westwood track, 30 miles east of Van- 
couver—a mountain circuit both in ter- 
rain and weather. The 100-mile race 
was won by Peter Gregg’s Brumos 
Porsche, which had been damaged in a 
first-lap shunt at Seattle the week be- 
fore, while Bob Tullius again won Cate- 
gory I with the Group 44 Jaguar XJS, 
finishing fourth overall. 

The entry was substantially the same 
as in Seattle, with perhaps ten cars 
intending to follow the entire series, 
and the balance made up of West Coast 
club drivers taking in the first three 
local races. George Follmer and Roy 
Woods in Vasek Polak Porsche 934 
turbos were on the entry list but did not 
show. Follmer and Peter Gregg had 
participated in a verbal battle at Seattle 
over the alterations to Gregg’s Brumos 
Porsche 934. Gregg contends that they 
are within the letter of the rules, 
Follmer thinks otherwise. A formal 
protest would resolve the issue, but this 
was never lodged. The items in ques- 
tion include modifications to the front 


Below, left: Every 20 minutes, the Porsche 936 crew saw this . . 
G4 class-winning Porsche 934. 
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vibration from the back. Nothing amiss 
could be found, but the team decided to 
give the last session a miss, devoting the 
time to changing virtually everything, 
including the engine, in an effort to 
solve the problem. 

In the last session, Formula Atlantic 
ace Tom Klausler put his Lola-based 
Schkee on the pole, the Canadian start- 
ing alongside Amon, Race day started 
out wet, Klausler taking an immediate 
lead from Amon, the two of them 
leaving the rest behind. After seven 
laps, however, Chris came into the pits 
to report that the vibtration was as bad 
as ever. Again, nothing could be found 
and Amon wanted to continue, but 
Walter Wolf was apparently unwilling 
to let him go out again and that was 
that. 

Soon afterwards the circuit dried out 
and everybody stopped for slicks. Some 
notion of the competitiveness of the 
field may be gained from the fact that 
Klausler’s stop occupied four whole 
minutes, yet he still managed to win the 


race by a lap! He also had two spins. 
Elliot Forbes-Robinson, in Paul -New- 
man’s Lola, had had a terrifying mid-air 
flip during practice, but the car was 
rebuilt and he started from the back of 
the grid, charging up to second before 
retiring with a broken oil cooler. Be- 
hind Klausler at the end were John 
Gunn (Lola), Horst Kroll (Lola), Bob 
Johnson (Lola), Peter Gethin (whose 
Lola was troubled all weekend with fuel 
feed problems), and Peter Smith 
(Chevron). 

Remarkably, 30,000 people came 
along to watch, but the general consen- 
sus afterwards was that they won’t 
come back unless the quality of the field 
improves considerably. Our American 
Editor reports that “it was just like a 
clubbie with two or three stars thrown 
in’. Last year, the SCCA had them- 
selves a very good series of races— 
F5000—and, for the sake of clothing 
the things in sports car bodywork, they 
have decimated the competitive cars 
and this might possibly have ended the 


Nice to see Leyland is winning somewhere. . 


air dam, which among other things 
allows the ride height to be set 3ins 
lower than the stock factory car. Cams 
and other components from the 935 
model are the other bone of contention. 

Gregg was fastest in practice in 1m 


“MARTIN 


6.71s, l#secs better than Ludwig Heim- 
rath in another 934, who in turn was a 
tenth faster than Greg Pickett (Chevro- 
let Monza). Bob Tullius moved the 
Group 44 Racing Jaguar to the head of 
the Category I pack with 1:11.46. 


A happy CanAm debut for Klausler. 


career of Brian Redman, their greatest 
star of the past three years. ‘‘No way,” 
said Chris Amon afterwards, “would 
that accident have happened if we’d 
been running F5000 cars. We used to 
run Fl cars here and never had a 
problem. It’s the sports car bodywork 
that gets lifted off the deck.” 

Thanks to the vagaries of British 
Airways, Gordon Kirby’s report had 
not arrived as we went to press. It will 
appear next week. 


At the green flag from the rolling 
start, the field established itself in quali- 
fying order, Gregg leading from Heim- 
rath, Pickett and Monte Shelton 
(Porsche RSR). Tullius was fifth and 
first of the Category I brigade. Five laps 
into the race, someone with a major oil 
leak coated half the track, and Heim- 
rath was caught out twice, which 
dropped him from contention. 

Gregg now had a clear lead from 
Pickett, who was dogged by Shelton in 
the early stages. The gap between 
Gregg and Picket was 23secs on lap 36 
when Gregg radioed to his pit crew that 
he suspected a problem with the left 
Tear tyre. He pitted, and the crew 
inspected all four tyres, but could see 
no problem; they scratched their heads 
for a few seconds and sent the driver on 
his way, now 20secs in arrears of 
Pickett. 

The Monza driver, however, had 
problems of his own. A fresh set of 
brake shoes had not been properly 
bedded in, and Pickett had been in 
brake problems since lap 5. Gregg had 
no trouble reeling in the leading car, 
and passed for the lead on lap 49 of the 
56-lap race. 

Tullius, meanwhile, was clear of the 
other Category I cars but was having a 
spirited dice with the Category II 
Monza of Jerry Jolly. This car does not 
have the full ‘‘silhouette” rear wing and 
is at a disadvantage when compared to 
the full-treatment model of Pickett. 
Bob finished fourth overall behind 
Shelton, the winner of Category I by 
18secs from John Bauer’s Porsche. 


. none the,less Robin Hamilton's Aston soldiered on to finish third in its class. Below, right: Bob Wollek in the 
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racecard 
Accidents 


mar 


ilwaukee USAC 


In a race marred by accidents, particu- 
larly one which seriously injured Gor- 
don Johncock (P&P), the 150-mile Mil- 
waukee round of the Citicorp USAC 
Championship Trail last Sunday was 
won by Johnny Rutherford’s works 
FNCB McLaren-DFX M24. 

The Texan led 100 of the 150 laps and 
scored a fairly conclusive victory over 
Tom Sneva (second yet again) in Roger 
Penske’s McLaren M24, Al Unser’s 
Parnelli-DFX, Mike Mosley’s Eagle- 


Below: Johnny Rutherford scored his second USAC Championship victory of the 
season with the works/First National McLa i 


ren. Right: Tom Sneva—second a 


Offenhauser, Pancho Carter’s works 
Eagle-Offy and Bobby Olivero’s 
Lightning. 

The first 20 laps were led by Bobby 
Unser’s Lightning, but the two-time 
Indy winner retired soon after with a 
broken magneto. Danny Ongais, in Ted 
Field’s Interscope Parnelli-DFX, had 
an enormous accident, but stepped un- 
scathed from the wreckage. Indianapo- 
lis hero A. J. Foyt was not present for 
this race. 
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@ European F3 Championship leader 
Piercarlo Ghinzani (AFMP Allegrini 
March) suffered a surprise defeat in the 
seventh round at Enna on Sunday at the 
hands of his fellow-Italian Oscar Peder- 
soli (Ralt). Ghinzani had already been 
beaten in his heat by Irishman David 
Kennedy, who is now running the 
Group Waterworks/Findus March un- 
der the AFMP Euroracing banner. The 
Italian still leads the championship ta- 
ble, however (see right). Full details 
next week. 
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One more 
for Petty 


Richard Petty is starting to charge. 
Following his victory in the World 600 
at Charlotte on May 29, the STP-Dodge 
driver did it again last weekend, wén- 
ning the Grand National race at River- 
side, the only road course used in the 
NASCAR schedule. 

Petty, who started number 43 from 
the pole, led the last 62 of 95 laps, 
winning from David Pearson’s Purola- 
tor Mercury and Cale Yarborough’s 
Holly Farms Chevrolet. All three fin- 
ished on the same lap. Behind them 
came Jim Insolo (Ford), Buddy Baker 
(Ford) and Norm Palmer (Dodge). 

The first 20 laps were led by Darrell 
Waltrip’s Chevrolet but he retired 
shortly after, as did Benny Parsons in 
the First National Chevrolet. 


Mario in Sweden? 
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Anderstorp Raceway. 
2.497 miles, 4.018 kms. 


Lap record: Patrick Depailler (F1 Tyrrell-Ford 007), 


1m 27.26s, 103.00mph. 


BROADCASTING 

‘Saturday 17.30 Radio 2 

Sunday 16.00 Radio 2 
19.00 Radio 2 


PREVIOUS RESULTS 
Driver 
DennyHulme. 


Jody Scheckter... 
NikiLauda 


Ti 


TIMETABLE 


Practice 
Friday 10.00-11.30 
13.00-14.00 
10.00-11.30 
13.00-14.00 
Race (72 laps, 179.76 miles) 
Sunday 13.30 


Saturday 


102.63mph 
am . 101.11mph 
.. PFerrari312T... 
Tyrrell-Ford P34 


One of the good things about Ander- 
storp is its reputation for going against 
the grain of the season. Invariably, it 
seems, the pattern of the Swedish 
Grand Prix weekend is a major surprise 
after what has gone before. 

In 1974, for example, the Tyrrell 
007s, in the hands of Scheckter and 
Depailler, utterly dominated both prac- 
tice and the race after showing nothing 
like the same form in previous races. In 
1975—the year in which he was almost 
invincible—Niki Lauda scored a lucky 
win for Ferrari only after a late setback 
for Carlos Reutemann’s Brabham. And 
last year the Tyrrells did it again, an- 
other one-two. This came, however, 
when Mario Andretti’s Lotus 77 retired 
from a commanding lead. 

This year’s race may well break the 
pattern. Mull over the following: Mario 
Andretti likes Anderstorp, finding the 
many constant-radius curves very much 
to:his taste; last year he dominated the 
race in by no means the most competi- 
tive car around; this year he has the 
most competitive car around; last time 
out, in Belgium, he was on the pole by a 
second and a half. With his Swedish 
team-mate, Gunnar Nilsson, winning 
that race for JPS and giving his self- 
confidence a big boost, the chances of a 
Lotus one-two are excellent. 

Despite Lauda’s win two years ago, 
Anderstorp has never been a Ferrari 
circuit. Lauda and Reutemann have 
been testing there recently, but an Ital- 
ian win this weekend would be a 


surprise. 

After his recent series of disasters, 
James Hunt will be looking for points 
on Sunday, and the Marlboro McLaren 
M26 has been going very fast indeed in 
testing at Anderstorp. As usual, James 
will be backed up by Jochen Mass, yet 
again running his M23. 

All the usual runners will be there, 
including Watson and Stuck (Brab- 
ham), Peterson and Depailler (Tyrrell), 
Ribeiro and Ian Scheckter (March), 
Oliver and Jones (Shadow), Brambilla 
and Perkins (Surtees), Scheckter 
(Wolf), Laffite (Ligier), Fittipaldi (Co- 
persucar), Regazzoni (Ensign) and 
Keegan and Ertl (Hesketh). The posi- 
tion regarding some of the non-F1CA 
members is a little unclear as we go to 
press. All kinds of people have had 
their entries turned down, while those 
of Conny Andersson (BRM) and Jac 
Nelleman (Penske PC3) have been ac- 
cepted! They are, of course, both 
Swedes.... The general intention 
seemed to be that everybody, including 
Jarier (ATS), Neve (Williams March), 
Purley (Lec), Lunger (McLaren M23), 
Hayje and Kozarowitsky (RAM 
March) and Rebaque (Hesketh), was 
going to Sweden and hoping for the 
best. The whole question of non-F1CA 
entries for Grandes Epreuves was due 
to be discussed at a CSI meeting in 
Paris on Monday. 

Practice, on both days, is from 10.00- 
11.30 and 13.00-14.00, and the race, on 
Sunday, begins at 13.30. 
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At the end of the first lap, Jabouille’s Alpine-Renault hurtles past the pits, followed by Stommelen’s Porsche 935 and Ickx in the 936. 


Ickx is not denied 


Le Mans hat-trick for Jacky Ickx—Barth/Haywo 
retired after Jabouille/Bell led race for 17 hours —Schupp 


od share winning Martini-Porsche 936—All four Alpine-Renaults 
an/Jarier second for Mirage-Renault—All Inalteras 


finish—Craft/de Cadenet fifth—Report: BOB CONSTANDUROS—Photography: DAVID WINTER. 


To win the Le Mans 24 Hours is an 
achievement in itself, and precious few are 
the racing drivers who manage to pull it off 
more than once. Last weekend, Jacky Ickx 
reaffirmed his status as one of the truly 
great sports car drivers when he won his 
fourth Le Mans, and his third in succes- 
sion. At the end of a gruelling race, Le 
Mans belonged to him alone last Sunday 
afternoon as the clock reached four o’clock. 
Not for the first time in a career of frequent 
virtuosity, Jacky Ickx was The Man. 

After co-driver Henri Pescarolo had 
blown up Ickx’s Martini Porsche 936, the 
Belgian ace was put into the works team’s 
second-string car driven by Jurgen Barth 
and Hurley Haywood. During the night, 
thanks mainly to a magnificent stint by 
Ickx, the car climbed inexorably up the 
leader board until, with eleven hours re- 
maining, it had taken over second place 
behind the Alpine-Renault of Jean-Pierre 
Jabouille/Derek Bell, which had led the 
race from the start. At this stage the 
prospect of Ickx’s hat-trick, in fact, seemed 
remote, for the French car was many miles 
in the lead. But, at 9.27am on Sunday, 
France’s hope was pushed away, its engine 
broken. Having been written off as a likely 
winner, the Porsche survived a dramatic 
final hour piston failure, and Barth nursed 
it to the finish to claim a remarkable 
victory. 


10 


Le Mans was an unmitigated disaster for 
the Alpine-Renault team. They lost one car 
on the very first lap, and although the 
surviving three led the race at the ten-hour 
mark, each dropped out in its turn with 
engine failure. The second place won by the 
sole surviving Mirage-Renault, driven by 
Vern Schuppan/Jean-Pierre Jarier, did 
nothing to alleviate French sorrow. 

More engine failures eliminated all the 
fancied Porsche 935 Group 5 cars, and 
third place was taken by the unrated 935 of 
Claude Ballot-Lena/Peter Gregg. This car 
withstood a late challenge from the Inaltera 
of Jean Ragnotti/Jean Rondeau and from 
the De Cadenet Lola of Chris Craft/Alain 
de Cadenet, which had been seriously de- 
layed at various times during the race, yet 
failed by but 90 seconds to repeat the 
Englishmen’s 1976 third place. A 2-litre 
Chevron was sixth overall ahead of a 
Group 4 Porsche and one of the ‘‘IMSA”’ 
BMW CSLs of the Luigi team. 

Of the other British entrants, the Robin 
Hamilton team was the only one to come 
away from the Sarthe with a real sense of 
achievement, for the Aston Martin droned 
on and on and never once looked like failing 
to finish. 


LE MANS 24 HOURS 


The unique Le Mans 24 Hours is no longer part of any 
championship, yet it receives immense publicity 
throughout the world, and attracts strange entries 
with sometimes unfamiliar drivers. This year’s race 
was no exception but anyone running through the 
entries could see that the promise of a real race was 
greater than in the last few years. 

Walking through the paddock during the three days 
before the race is a strange experience. No matter 
how many races have taken place in the Group 5 and 
Group 6 calendar, Le Mans is a whole new event. 
Cars that used to be blue are now green, they are not 
necessarily driven by the regular drivers, and they are 
almost certainly sporting new sponsorship. In quite a 
few cases, they have not been seen since last year’s Le 
Mans race, and might not be seen again until next 
year’s. 

In the paddock, there were fleets of tyre company 
vans. Dunlop and Goodyear had at least five vehicles 
each, and Michelin, with their heavy Renault duties, 
had their own camp. And talking of camps, the 
Renault effort has to be seen to be believed. Renault 
made a huge effort this year. They entered three cars 
with star drivers, all turbocharged two litres witk 
long, long tails for straight-line speed. Massive pub- 
licity back-up kept everyone well-informed of every 
move, and Renault made no secret that they intendec 
to win Le Mans. Down at the bottom end of the 
paddock, a large area was fenced off and tent: 
erected under which uniformed mechanics tended the 
cars, while there were rest areas for the drivers, < 
seperate press office, and even a hole cut in the fence 
to sell goodies to the public outside the paddock 
Matra-Simca came to Le Mans in quite a big way 
during their years, but not quite like Renault... . 

Surprisingly, the French cars did not run at one 
two and three, but further back in the line-up, a 
seven, eight and nine. The driver pairings were Jean 
Pierre Jabouille/Derek Bell (the only non-French 
man), Patrick Tambay/Jean-Pierre Jaussaud and GI 
drivers Patrick Depailler/Jacques Laffite. Their pits 
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emblazoned with the legend Renault Sport, were a 
real sight, the tools beautifully mounted under each 
pit counter so that a mechanic could find what he 
wanted very quickly. The cars were nearly identical, 
only the colour coding of the wing mountings and the 
interior of the overhead airboxes distinguishing the 
different cars, apart from the race numbers. 


Renault had also paid Harley Cluxton from Ari- 
zona a bag of gold to use Renault V6 engines in the 
two Mirages which he ran in 1976 but, unlike last year 
when he had fine back-up from JCB and Total, he 
was definitely the poor relation in comparison with 
the Renault works team. The cars were essentially the 
same as last year, but in order to accommodate the 
Renault engine they had been extensively re-worked 
around the rear end. John Horsman was again 
running the JCB-sponsored team, with John Wyer in 
attendance and a reasonable amount of Renault help. 
The names of nearly ten different sponsors were on 
the cars, Gitanes, Motorola, Total, GTC.(Cluxton’s 
own company), Elf and Renault being just some of 
them. With Renault’s help more star names were 
included in the team, the pairings being Vern Schup- 
pan/Jean-Pierre Jarier and Sam Posey/Michel Le- 
clere. Jean-Louis Lafosse was allegedly meant to 
bring more sponsorship, but did not do so, and 
Cluxton, Wyer and Elf and Renault lawyers were 
involved in court cases for two days of the week when 
he did not get a drive. 


Apart from an A310 further down the field, there 
was just one other Alpine. Just after the Pau F2 race, 
Martini F2 team mangager Hughes de Chaunac was 
asked if he would run the muletta Alpine-Renault 
which had done all the testing, for his two F2 men 
Didier Pironi and René Arnoux. Didier had done Le 
Mans before in a Porsche, but René could not drive 
the lone Alpine last year as he was too short. De 
Chaunac had four days to prepare the car, and was 
frankly unused to long distance team mangagement, 
but with Bendix sponsorship he got the car together 
and was making his customary efficient job of it. 
Some believed that this car was to be used as the 
“hare” in the race, to break Renault’s adversaries, 
but de Chaunac naturally wasn’t telling. 


The adversaries, without doubt, were Porsche. 
From the Martini works team came two 936s (the 
model that won last year) and the Silverstone-winning 
935-77. One could not forget the Renault presence at 
the Sarthe, but one could almost miss Porsche in the 
paddock. Their rapid de-camp after practice was over 
would have done a retreating army proud, but 
whatever, they were the very strong opponents. The 
two 936s were essentially based on last year’s winning 
car but with a twin turbocharged 2.1-litre engine, and 
a great long tail. Martini-Porsche’s line-up was a coup 
in itself, certainly when it came to the number. one 
car: Jacky Ickx and Henri Pescarolo, both three times 
winners of Le Mans. What more could any team 
manager wish for. The other car was driven by Jurgen 
Barth, a factory man, Hurley Haywood, the Ameri- 
can Porsche driver, and Eberhard Braun, who is also 
a factory driver. The 935-77, in its usual pristine 
condition, was to be driven by Rolf Stommelen and 
Manfred Schurti. 


Porsche’s assistance privately was naturally im- 
mense, and there were 29 Porsches entered in total. 
The main support (or opposition, depending on 
which way you look at it) involved the Georg Loos 
and Kremer teams. Loos found two drivers for his 
second Porsche 935 in Hans Heyer and Klaus Lud- 
wig, both well-known for their exploits in long 
distance saloon races, while his number one pairing 
was Tim Schenken and Toine Hezemans, both of 
whom drive for Loos regularly. 


Erwin Kremer’s team, however, was somewhat 
different. That king of sponsorhip, Guy Edwards, 
brought along Penthouse, Rizla and Denim after- 
shave money to sponsor the Kremer 935 that was 
crashed at Mugello, the body of which had been 
Tebuilt to the same specification as their German 
Group 5 contending car. As well as Edwards, John 
Fitzpatrick, Kremer’s regular long distance man, and 
Nick Faure, the Porsche specialist who finished sixth 
at Le Mans two year ago, were due to drive, while 
Bob Wollek was waiting in the sidelines, although 
due to drive a Group 4 Porsche with a couple of 
unknowns.The G4 car also had British sponsorship 
{from Burton’s of London. 


| Not to be discounted was the Inaltera team. Since 
ast year’s debut race, they had been to Daytona for 
the Group 5 event there but this year entered cars in 
th Group 6 and in the Grand Touring/Prototype 
ass. Team manager Vic Elford had found that cars 
uld be extensively lightened when preparing them 
for Daytona, and Cosworth had managed to find 
hem some more power from the DFVs, so things 
ked very hopeful for the wallpaper and paints 
anufacturing firm. Running at number one was 
ean-Pierre Beltoise with American Al Holbert, and 
number two were the ladies, Lella Lombardi and 
hristine Beckers. The heavier (by 110 kilos) GTP 
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car was driven by Jean Ragnotti and designer Jean 
Rondeau. 

Then, of course, there was the de Cadenet team. 
Alain’s new car is not really a Lola; it does have some 
of Eric Broadley’s ideas, but also some of Len 
Bailey’s and some more of Gordon Murray’s, the 
Brabham designer having of course designed the first 
car de Cadenet ran. The chassis was built up by John 
Thompson and then finished off by de Cadenet’s chief 
mechanic, John Anderson. But, “It’s been the biggest 
nightmare to make the car, this year I really wonder 
why one does it,”’ said de Cadenet. His reasons for 
saying that were the biggest catalogue of bungling by 
British racing car component manufacturers of which 
this reporter has ever heard. Wrong sizes, wrong 
parts, shoddy material, leaking containers, the team 
had had them all, and despite a year’s preparation 
half of the mechanics were still making up parts 
during the first practice. Sponsorship came from 
Hammonds Sauce and from Tate & Lyle again, 
hoping for even better things this year after de 
Cadenet’s third place in 1976. Sharing the driving 
with the patron (who was driving a Le Mans winning 
Bentley on the road) was Chris Craft, and Gordon 
Spice, who could be seen on the first day of practice 
shaking his head and wondering how he would ever 
get into the car, was named as the reserve. An 
example of how flat wings were being worn this year 
was the de Cadenet team, whose wing was virtually 
flat, an extension of the body, as it were. 

The final quick Group 6 car was the T286 Lola of 
Xavier Lapeyre/Patrick Perrier, who were also quick 
last year at Le Mans with their DFV engine. This year 
they had only one motor, so that would have to do 
practice and race, but they certainly set a reasonable 
time. 

A host of 2-litre sports cars were headed by the 
well-prepared ROC/Chrysler-engined Chevrons from 
Annecy, driven by a number of Frenchmen and the 
lightest cars in the race. The Osella-BMW PAS was 
obviously quick in the hands of Alain Cudini, who has 
great experience, and shared with rally lady Anna 
Cambiaghi. Meanwhile a short, plumpish man could 
be seen at sunrise and sunset turning all shades of 
colours as he blew a bugle and one of the Chandler 
Ibec International/Team Lloyds mechanics raised or 
lowered the Union Jack—Ian Bracey being as English 
as only he can. His Chevron co-drivers, standing in 
line beside him during this ritual, were Tony Char- 
nell, John Hine and Robin Smith. Dorset Racing 
brought two cars, one a 2-litre Lola for lan Harrower, 
Martin Birrane, Ernst Berg and Richard Down, the 
other last year’s de Cadenet Lola with DFV power, 


One of the highlights of the race: Ickx’s stirring drive in the Barth/Haywood 936 after his own had been retired. 


which Simon Phillips would share with Richard Bond, 
Tony Birchenough and Brian Joscelyn. 

Among the other cars were a Group 5 Porsche for 
Anny Charlotte Verney, which she shared with G1 
Leyland driver René Metge and Danny Snobeck. 
There was a works tended and rather ugly BMW 320i 
for Herve Poulain and Marcel Mignot plus the two 
Luigi BMW 3.0 CSLs, far too “fresh’’ from the 
European Touring Car Championship race at Brno, 
with Tom Walkinshaw and Spartico Dini boosting 
normal drivers Eddy Joosen/Claude de Wael and 
Jean Xhenceval/Pierre Dieudonné. Charles Ivey 
brought along his Modsports Porsche for the IMSA 
class, sharing with John Cooper, John Rulon-Miller 
and Peter Lovett, while NART’s Luigi Chinetti 
brought Ferrari back to Le Mans with a Boxer for 
Frangois Migault and Lucien Guitteny. 

Along with the Inaltera and a Lancia Stratos turbo 
for Marianne Hoepfner and Christine Dacremont in 
the GTP class was the Robin Hamilton-built, SAS- 
sponsored Aston Martin V8, which had the dubious 
honour of being the heaviest car at scrutineering. 
With Hamilton was former rallycross driver David 
Preece, and they asked Mike Salmon to return to Le 
Mans to co-drive too. There were, of course, many 
others, some 60 cars in all at scrutineering, of whom 
55 would start. 


PRACTICE 


Practice, as usual, was on Wednesday and Thursday 
evenings, six hours each time, but the weather played 
its hand and cut the time down to Thursday evening, 
and that was all. Very uncharacterstic Le Mans 
weather greeted those turning out, to watch on 
Wednesday, and the drizzle later turned to heavy 
rain, which dampened everyone’s enthusiasm for 
testing. In fact precious little took place, and most 
people just looked forward to a better morrow. 

Fortunately it was a lot better, sun greeting the 
spectators who massed around the circuit. Even 
though there was quite a rush to get out on to track at 
the start of practice, because it was thought that it 
might rain shortly after, there was quite a lot of 
competition at the end. Eventually, 18 cars got under 
the 4 mins mark, as opposed to 12 last year. 

Despite sounding as though they would never make 
the end of the pit road every time they went out, it 
was the Renault team who had the academic advan- 
tage of being on pole position, Jabouille setting the 
3m 31.7s, for Bell only did a few laps. The Depailler/ 
Laffite car was alongside, 1.2secs behind, while the 
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Henri Pescarolo coasts to a halt in the smoking number one Porsche 936, having over-revved the engine after taking 
over from Ickx. Below: One of the drives of the race came from Patrick Depailler in the Alpine-Renault. Here he 
follows the IMSA class-winning BMW of Dieudonné/Xhenceval. 
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continued 

second row was shared by the Ickx/Pescarolo Porsche 
936 and the third Alpine of Tambay/Jaussaud, the 
former giving Renault their only problems by slightly 
over-blipping the throttle. Renault’s fourth car, the 
Arnoux/Pironi “hack”, was on row three, sharing it 
with the Martini Porsche 935 which was due to run at 
a lightly reduced turbo boost, 0.2 down on normal at 
1.3. All the Martini Porsches were running their race 
engines in this second practice. 

The second 936 provided Porsche with their only 
problem when Braun put it off the track during the 
wet session, but it was not badly damaged and it 
reappeared in pristine condition. Sharing its fourth 
row was the first of the Loos 935s with the second just 
behind the Heyer/Ludwig car needing a new engine 
during the second session after having a practice 
battle with the works Martini 935. The battle was 
then taken up by the second car, but the Schenken/ 
Hezeman model was a little slower. The Lapeyre/ 
Perrier Lola had trouble with the alternator which 
delayed tnem during the night sessions. but they were 
on the fifth row of the grid. 

On the sixth were the two Mirages with their 
Renault engines. They really had a problem, firstly 
with fuel pumps which delayed both cars out on the 
circuit, and then with a lack of revs. The drivers, 
however, were finding that their helmets were being 
sucked upwards, so with a longer airscoop the Mirage 
team were hoping to pick up the airflow which was 
apparently creating turbulence around the bulkhead 
behind the driver. That, they hoped, would find them 
the 1000 revs they were missing. The quickest Inal- 
tera was in the seventh row, the team’s main problem 
being that the new setting up geometry was malad- 
justed and actually set the cars up wrongly, so they 
had to start all over again. Beltoise’s car was suffering 
from overheating, and the other two cars were back 
on the tenth row. Fourteenth fastest was the Pent- 
house Rizla Porsche 935, but that too was not running 
smoothly, so the Kremer team fitted another engine 
and the car was qualified rather slowly at reduced 
turbo pressure. 

One row behind was the De Cadenet Lola, which 
was still virtually being built as mentioned earlier. 
However, it ran perfectly cleanly and the team was 
relatively happy. Two more Porsches filled the next 
positions before the first 2-litre and the final car 
under 4mins, this the Osella which Cudini put on the 
night row. Claude Haldi and Florian Vetsch did well 
to get their Porsche 934 to 21st position in one 
practice session, while John Hine qualified the Lloyds 
Chevron 27th, although not as quick as a Cheetah and 
two of the ROC Chevrons. However, they had an 
engine tighten up towards the end of the session. 

The poor Dorset Racing Association team really 
did have a miserable time. Their 2-litre Lola holed an 
engine, although it finished up 34th fastest, but the 
new acquistion had an engine change after the wet 
session which took twice as long as expected as the 
two DFVs were different, and they only made it out 
for the final 30mins of practice, when they set the 
36th fastest time. But it was the slowest Group 6 time, 
and the car became a reserve in favour of slower cars 
further back but in different classes, which seemed 
strange. 

The Luigi team had trouble converting their Group 
2 cars to IMSA spec, using funny little bits of metal 
on the windows, the only modification it seems which 
might have been overlooked. Sixtieth fastest was the 
Aston Martin, whose straightline speed seemed lack- 
ing; it was easy down on 4m 31.8s, but not outside the 
133 per cent qualifying rule. Finally the SAS Aston 
was allowed to start, because Jean-Louis Chateau had 
only qualified himself and not his two co-drivers, and 
was consequently chucked out. 

Race day was blustery, not at all like last year when 
everyone boiled, but there was fair cloud covering 
through which the sun shone occasionally. The re- 
duced crowd attendance was very disappointing, and 
it looked as though Le Mans would be quiet in 
comparison to years past. 


A 


The cars lined up in the usual colourful array under 
cooler skies than normal—at least the dreadful heat 
of the previous year would not be a problem. At the 
end of the rolling start, the French cars chanelled 
nicely into line through the final curve but the 
German team was having none of that, and as the 
course car drew off, Ickx drew up alongside the third 
Alpine as they went off on the first lap, and Stomme- 
len pulled the 935-77 up past Arnoux. 

At Mulsanne, little René pulled his Alpine off the 
road on fire, not a pleasant situation with a full fuel 
load. An oil line to the turbo had split, and the whole 
car was quickly ablaze, but the flames were soon 
extinguished, although not before enough damage 
was done to put the young Frenchman out of the race. 

Meanwhile Jabouille was in the lead followed by 
the Martini Porsche 935, then Ickx, the two other 
Alpines, the other 936 and then the two Georg Loos 
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cars. A lot was to happen during this first hour. 
Rondeau brought the GTP Inaltera into the pits for 
about S5mins to have the clutch adjusted, the Lloyds 
Lola had a problem with the oil pressure in its new 
engine, and the number one Loos Porsche driven by 
Schenken blew its brand new engine after only four 
laps. 

At the head of the field, Jabouille was pulling away 
from Stommelen, and Ickx was next before the two 
further Alpines, then Schuppan in the Mirage tied up 
with the French 3-litre Lola of Lapeyre and the 
surviving Loos 935 before the Inaltera of Beltoise. 

But at eight laps, Stommelen was in the pits: the 
problem, which delayed the car for some time, was a 
loose rocker shaft. The 935-77 once it went out again, 
was not very quick because it had lost some oil, and 
the regulations stated that this could not be replaced 
until 16 laps had been completed, so Rolf just had to 
run slowly. 

On the ninth lap, both the French Lola-DFV and 
the second G6 Inaltera pitted. The former needed a 
new front wheel after losing a weight, and the latter 
had an early stop for fuel. By lap ten, there were only 
12 cars on the same lap, and less than an hour gone. 
By the 11th lap, the Martini 935 was back in the race 
having lost three laps, but at least the works 936s 
were splitting the Alpines. 

With just 12 laps completed, the Tate & Lyle Lola 
came in with a dragging clutch, and during the 
ensuing stops to re-adjust it the team lost a crucial 
15mins. By lap 13 both the GTP Inaltera and the 


Schuppan/Jarier Mirage were in the pits for refuell- 


ing, leaving but eight cars on the same lap. The first 
of these to be lapped was the Kremer Porsche driven 
by Fitzpatrick, which shortly after came into the pits 
sounding dreadful. A burnt cylinder liner was diag- 
nosed, and before the end of the first hour the car was 
pushed away, Edwards and Faure having not raced it. 

In the second hour it was the turn of the second 
Martini Porsche to hit trouble. At 5.15 it pitted with a 
broken injection pump, and it took 24mins to change 
it. Thus at two hours the order was Jabouille, Ickx 
and the Depailler/Laffite Alpine all on the same lap, 
before the third Alpine a lap down, then the second 
Loos Porsche another lap down in company with both 

irages and Beltoise’s Inaltera. The 2-litre class had 
lots of troubles, and for their part the Lloyd’s team 
now had an overheating problem. Dorset Racing had 
had a couple of punctures, and then the gear linkage 
broke, but the Osella was running well in 12th 
position. 

The field had been decimated by early retirements, 
and the competition seemed to have left the race even 
at this early stage. However, there was a Porsche 
among the Renaults, and that at least was good. 

By the third hour, the leading Porsche had slightly 
slowed. Apart from dropping behind the Jabouille 
Alpine, the Depailler/Laffite car was catching it 
easily, and passed it going into that hour. So at 7 
o’clock it was the three Renaults in front, then the 
Porsche, two Mirages, the Loos Porsche 935 and 
Beltoise’s Inaltera in eighth place. Even so JPB was 
three laps behind already. 

The Britons had had their fair share of dramas. 
After the oil pressure worry, the Lloyds Chevron was 
overheating, and ultimately they replaced the head 
gasket in the pits, while Dorset Racing too had an 
overheating problem. One noticeable engine note 


circulating was that of the Aston Martin, some way 
back but healthy after having a spoiler modification 
removed in the early laps. The De Cadenet was back 
in 22nd position, and had an overheating problem 
due to being run too lean; they lost nine more 
minutes getting the mixture right. 

Before the hour was out, Pescarolo pulled off the 
faster Martini Porsche 936 with a blown engine, and 
the rev counter revealed why. 

At eight, then, with darkness and the cold drawing 
in, it was the three Elf Alpine-Renaults out in the 
lead followed by the remaining Porsche 935 of Georg 
Loos, which had been handed over to Hezemans and 
Schenken, and then the two Mirages which had 
benefited from their modifications after practice, 
although not by much. The second of them was four 
laps down on the leader, which seemed a long way. 

With the number one Porsche out, there was 
nothing that could actually challenge the Renaults for 
the lead. What a situation after four hours! However, 
the Martini 936 had climbed back up to tenth place 
before a cylinder head gasket blew—picking up 14 
places in an hour. What could it do in Jacky Ickx’s 
hands? 

It soon became clear. Ickx drove the car for the 
next three hours, and flew. How long could the 936 
take that sort of treatment? It was a source of real 
excitement, for now there really was a hare which was 
racing through the field. At one time, despite being 
15 laps down, Ickx was pulling back 10secs on the 
leaders per lap. They seemed so safe, with a huge 
lead, but then strange things happen at Le Mans. . . . 

By 9 o'clock in the evening, with night setting in 
and the funfairs and bars in full swing, the Martini 
Porsche was up to ninth, just ahead of the De 
Cadenet. Things had been made easier for the 
German team, for Sam Posey had inexplicably ran 
out of fuel out on the circuit, when there should have 
been ample in the tanks, and he just could not get the 
car going again, so had retired from sixth position. 
The sister car was third, for the Jaussaud/Tambay 
Alpine had had its inlet manifold work loose, and it 
had to be screwed up, they had dropped to sixth 
place. 

Shortly before nine came the news that all the 
Lloyds efforts had come to naught, for with Ian 
Bracey driving the car blew up out on the circuit, and 
their race was over. The Dorset Racing Lola, howev- 
er, was going well after its early bothers. The British- 
entered Porsche had had its bothers too, with a 
shortening fuel pump which just allowed John Coo- 
per to stagger around to the pits, but that was fixed 
and the car went on its way. 

The Mirage had had a couple of boring complaints. 
An alternator bracket broke, and they thought it was 
the alternator itself, which was changed. Then the 
brake pads were renewed and the piston slipped out 
of the caliper, so that lost a little more time. 

But the talking point of the moment in the late 
evening hours was Ickx. At 10 o’clock he had taken 
the 936 up to sixth place, broken the lap record by six 
whole seconds, and was really showing his class. The 
task was made easier when the Inaltera of Beltoise, 
the only one that had run trouble-free, pitted, and on 
restarting caught fire. The car needed a considerable 
rebuild before it could go out again. A short circuit 
was to blame for the fire. 


Despite their earlier bothers, by total darkness, 11 
o’clock, the Alpine-Renaults were running one-two- 
three, albeit several laps apart, with the Tambay/ 
Jaussaud car five laps down on the leader. Such had 
been the casualties of the race that there was abso- 
lutely no danger to the leaders. Jabouille and Bell 
were thoroughly enjoying the race and were com- 
pletely trouble-free. The same could be said for the 
fourth-placed Loos Porsche, while the Mirage was 
healthy again. De Cadenet’s Lola was in seventh 
place before more Porsches and the Lombardi/ 
Beckers Inaltera, and the gap from first to tenth was 
13 laps. 

Both the 320i of Poulain/Mignot and the Xhence- 
val/Dieudonné/Dini CSL were still in the running for 
BMW, although the latter had gearbox trouble. 
However, its sister car had stopped out on the circuit 
with a holed piston. The Aston Martin was still 
running but there was a worry about cracking discs; if 
these had to be changed, it would mean a fairly 
lengthy stop. 

All eyes (or those that were still open) were on the 
progress of the flying Martini Porsche. It was a bit of 
a face-saver for Martini—even though Count Rossi 
had gone home—and in the night hours it was 
interesting to see the car creeping up the leaderboard. 
At lam it went into the same lap as the fourth-placed 
Alpine of Tambay/Jaussaud. Then the latter car 
disappeared altogether before 2am with a blown 
motor, loss of oil pressure. ‘‘What I’m frightened 
about is that all the cars are the same’’, said Gerard 
Larrousse, team manager of the Alpine-Renaults. 

At 3am, the Martini Porsche was in third place. It 
had been as low as 41st! 

At 4 o’clock there were four hard laps to catch up 
on the second-placed Alpine of Laffite and Depailler. 
It would be a while before we saw any more place- 
changing. 

At the 12-hour mark, the second-place Alpine had 
four laps over the Porsche still. In turn, the 936 had 
four laps over the GS Loos Porsche, which had four 
laps over the Mirage. De Cadenet was just behind, 
but didn’t look like moving up a place. Behind the 
Porsche 935 of Ballot-Lena/Gregg, running smoothly 
throughout, was the Inaltera of Rondeau/Ragnotti, 
which had quietly chiselled its way up after earlier 
problems. In eighth position, they were 16 laps 
behind the leader. 

At 5 o’clock, the Martini-Porsche moved up an- 
other place,this time at the expense of the Laffite/De- 
pailler Alpine, which had to change fifth gear in the 
pits. It took over half an hour. Still, the Porsche was 
six laps behind the leader. The Loos Porsche was still 
going well in the hands of number one strings 
Schenken and Hezemans, with Hans Heyer co- 
driving, and behind them were the Mirage (another 
four laps adrift) and the De Cadenet Lola, another 
two laps away. Among the night retirements were de 
Wael/Joosen/T. Walkinshaw, who had a holed piston 
in their Luigi BMW, but the other car was up to 13th 
and leading the IMSA class. 

Into the early morning, there came rain, at times 
quite heavy. Jabouille worried the Alpine team by 
spinning three times out of the final bend in sight of 
his pit, but he didn’t make any contact: The day had 
dawned overcast and really rather unpleasant, but 


Alain de Cadenet and Chris Craft once again finished in the money. This year the de Cadenet Lola came home fifth, only 90 seconds away from third place, where they 


finished last year. Alain is driving here. 
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still the cars went charging around. At 6am there 
were 33 cars still in the race. With few cars on the 
circuit, it was sometimes possible to hear the Aston 
going down the Mulsanne Straight from the pits, such 
was its unique V8 noise. However, the quality was 
lacking a little throughout now: the 10th placed car at 
6am was 41 laps behind the leader! 

The rain meant stops throughout for wet tyres, but 
even so, poor Craft found some water with which his 
Goodyears couldn’t cope, and went off quite quickly 
on the new part of the circuit. The whole of the nose 
section was damaged and it took just over an hour to 
get it all repaired, which dropped them back to ninth 
from their sixth place. Throughout the night, Dorset 
Racing had all sorts of bothers with the gearbox, but 
the car was plodding on gamely back in 29th position, 
which at 7am was last. All three Inalteras were 
running, the most promising being that of Jean 
Ragnotti and Rondeau, who after a clutch adjustment 
early on were running like a train in eighth position. 

Little took place between eight and nine in the 
morning. The leading Alpine of Jabouille/Bell was 
keeping station with the remaining Martini Porsche, 
although the Depailler/Laffite machine was just a 
couple of laps further back. In fact, that was the way 
they looked as though they would finish, but it was 
not to be. 

Going down Mulsanne the leading Alpine (driven 
by Jabouille at the time) suddenly erupted in smoke, 
and staggered back to the pits. After a quick look, the 
team sent it out with five cylinders operating, for the 
sixth was holed. But it was obvious that, with falling 
oil pressure, there was little to be done. The car was 
sadly pushed away having completed almost 7 hours 
in the lead, a real credit to drivers Jabouille and Bell. 
It was a very sad moment for Renault, who had tried 
so hard to win and then seen their hopes gradually 
disappear. At 9.27, the Porsche went into the lead, 
and the faces in and around the Renault pits were 
very, very long... . 

In an effort to try to brighten the scene, the sky 
cleared and out came the sun. The spectators stirred 
in their damp sleeping bags and began to drift back to 
the circuit, to be greeted with the sight of the white 
Martini Porsche leading with Haywood and Barth 
doing most of the driving, while Ickx rested. This car 
had a two-lap lead over the Alpine-Renault of 
Laffite/Depailler. Would Renault push the second car 
in order to challenge the Martini Porsche? The 
answer would be yes, but we would probably have to 
wait a while. 

Still running in what was to become third position 
was the Georg Loos Porsche 935, which had been 
going really well and without problems. In fact a visit 
to the pit revealed just lots of lovely ladies, no 
drivers, mechanics or team managers. They had every 
reason to be pleased, but not complacent, and they 
were soon put on their mettle. Just before 11am, with 
five hours to go, the car smoked dreadfully and came 
into the pits. The turbocharger was changed in just 
12m, but when the car went out it smoked badly once 
again, and was soon back. Another lap failed to 
change matters, and it came back into the pits; oil was 
getting into a cylinder, so that was immobilised. 

Meanwhile, there had been an interesting scene in 
the Maritni Porsche pits when Haywood tried to take 
over from Barth and got the rough treatment to hang 
on for a while. Shades of Pierre Levegh. The gaps 
were so large between one car and another that even 
a 30m pitstop made little difference. When the Loos 
Porsche finally got going again after half an hour’s 
delay, it had dropped just one place to the sedate but 
reliable Mirage-Renault. The two Jeans in their 
Inaltera had really gone well and were in fifth, while 
sixth, after a half-hour stop to change the turbo- 
charger earlier in the morning were Ballot-Lena/ 
Gregg in their Porsche 935, 31 laps behind the leader. 
The De Cadenet car came next three laps down, 
while the first 2-litre car, a Chevron B36, was eighth. 
Luigi’s remaining BMW, which had its gearbox 
changed in 21mins during the night was tenth, just in 
front of the 320i which was still reliable. Following 
the two further Inalteras (which had been delayed) 
and countless Porsches were the Aston Martin, still 
booming around, and the Ferrari Boxer, which had 
not had a happy run at all and would not start after its 
pitstops. Finally, 24th was the Dorset Racing Lola, 
pitting less frequently and eight laps down on the car 
in front. 

Before midday came the news that the Loos 
Porsche had finally succumbed out on the circuit with 
a broken injection pump, and as the final four hours 
started the news came of the retirement of the final 
Alpine-Renault of Laffite and Depailler, a final blow 
of immense proportions for Renault. Its reason for 
retiring so close to the end was another holed piston, 
which befell Depailler. The V6 engine failures must 
have led the team to think seriously about their 
petrol, which differed on the Mirages. 

The Martini Porsche now led the Mirage-Renault 
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Above: Co-driving with Jabouille, Derek Bell kept the Alpine-Renault in the lead for many hours, but 
unfortunately their luck was out. Below: Jean-Pierre Beltoise in the Inaltera which he shared with Al Holbert; the 
team achieved a 100 per cent finish. Bottom: Vern Schuppan has come close to victory at Le Mans more than once. 
This year, co-driving with Jarier, he finished second with the Mirage-Renault. 
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by a whole 17 laps at 1pm, with the Alpine still 
classified third, the Inaltera fourth (16 laps behind the 
second-placed car) and the Porsche of Ballot- 
Lena/Gregg fifth, in effect in fourth position. Just 
behind came the De Cadenet car, sounding fairly 
horrible as the exhaust had broken in a number of 
places and was wired together, but once again, Alain 
and Chris looked to be heading for another finish. 
Next was the Chevron of Pignard/Dufrene/Henry, 
which was a good effort for a 2-litre, even though they 
were 40 laps down. Right at the back still was the 
Dorset Racing Lola, which had had untold troubles 
with everything from gearbox to engine to 
suspension. 

The final two hours were run in the hottest weather 
of the weekend. There were 23 runners still, until 
Anny Charlotte Verney parked her troublesome 
Porsche out on the circuit. It certainly wasn’t going to 
be a close finish, but the race had been fascinating; 
retirements and heartbreaks had been considerable. 

The final hour, in fact, unfolded in a most curious 
way. There seemed nothing to stop the Martini 
Porsche, and everyone (with the notable exception of 


Chris Craft) was really driving for that chequered flag 
which would fall at 4 o’clock. But just as the thin blue 
line of gendarmes was taking up position opposite the 
pits to “control” the crowd after the race, a puff of 
smoke came from the leading car, and then huge 
clouds of white smoke. The 936 headed dramatically 
for the pits, where the mechanics raised the rear and 
started work. It looked like a turbo problem, but it 
was a holed piston. The Porsche had a lead over the 
Mirage of 19 laps, and the team could afford to wait 
until right at the end before going out to do two slow 
laps, and still finish first. Hurley Haywood got out of 
the car, the turbo boost was turned down and Jurgen 
Barth prepared himself for that all-important final 
stint. 

As the 21 remaining cars went round, most of them 
conserving themselves and assuring a finish, the 
Porsche was prepared. It sat in the pits with all eyes 
directed on it, for the suspense was terrific: was it 
capable of getting round? 

The drama in the Porsche pit directed attention 
away from the progress of the Tate & Lyle Lola, for 
Chris Craft now had the Inaltera firmly in his sights 
and was chasing that car for fourth place as hard as he 
could go. In fact, in the dying minutes of the race the 
Inaltera got onto the same lap as the third-placed 
Porsche 935, and Craft did the same. 

Among those still on the circuit was the Aston 


Martin, which had surprised many of the pundits, not 
because of its speed but because of its stamina. The 
loving care the mechanics had spent on it brought it 
home in the hands of Robin Hamilton, Dave Preece 
and Mike Salmon. The Berlinetta Boxer of NART 
had been having quite a dice with the Aston through- 
out the 24 hours, but now had drawn away. Last, but 
not least, was the Dorset Racing Lola, still somehow 
getting round despite its many problems. 

So it was all down to the finish, after all. At 3.50 
Jurgen Barth was strapped in, and the crowd was 

. cleared from around the Porsche. It started cleanly, 
with no smoke to speak of, and gently motored down 
the pit lane, the smoke increasing as Barth acceler- 
ated around the first curve. It was going to be a slow 
couple of laps, applauded all the way by the colourful 
crowd. In fact, the car came round with two minutes 
to go to four o’clock, bang on schedule, and com- 
pleted another lap to become the winner of the 45th 
Vingt Quatres Heures du Mans. 

Schuppan in the Mirage finished the event just 
astern of the winning car, still 11 laps down, but third 
place was unexpectedly close. Craft’s mighty effort to 
catch the GTP Inaltera failed by a mere 41s, and in 
fact the Englishmen finished less than 90s behind the 
third-placed car. It had been a problemmatical Le 
Mans for the De Cadenet team, but once again they 
had put in an impressive performance. 


45eme Grand Prix d’Endurance 


= > 11-12, 1977: 24 hours over Lage wd = Sa No of 
Aver: speed: 121.04mph. Fastest ¢ 


lap: ickx, 3m 
Existing lap record: Francois Cevert (3.0 Matra- ‘Simca MS670B), 3m 


Jean-Pierre Jabouille/Derek Bell... 
Patrick Depailler/Jacques Laffit 
Jacky Iclo/Henri Pescarolo 
Patrick Tambay/Jean-Pierre Jaussaud 
Rene Arnoux/Didier Pironi 
Manfred Schurti/Rotf Stommeten . 
Hanetio - Ki i -* dwig/Toine Hi 
ans Heyer/Klaus Lu ine Hezemans 
Tim Schenken/Toine Hezemans 


pan/Jean-Pierre Jarier. 
e/Sam Posey 
Jean-Pierre Beltoise/Al Holbert . 
John Fitzpatrick/Guy Edwards/ 
Alainde Cadenet/Chris Craft . 
Claude Ballot-Lena/Peter G 
Bob Wollek/* peeeey /Philippe: 


daldvPlorian Voteeh 
inard/Jacques Henry . 
Francois Servanin/Laurent Ferrier 
Marc Sourd/Xavier Mathiot. 
Andre Chavalley/Wink Bancroft/Frangois Triscon 
5 Miche! Dubois/AlainFlotard 


es Matbran 


Hervé Poulel ichel Mignot 
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.0 Porsche 934 Lees 
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0 Chevron-ROC/Chrysler B36 . 
.0 phevron Fichardeon FVDB3 


24 Heures du Mans 


55. No of finishers: 21. Winners: Jacky Ichv 
140.72mph. Previous 's winners: pay Ic! 
9.6s, 138.94mph (1973). Qualifying record 
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Bob Wollek/“Steve"/Philippe Gu 
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Porsche 936 turbo), 349 laps, 2963.89 miles. 
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FINISHERS 


Jacky Ickx/Jurgen Barth/Hurley Haywood........... | 1 Porsche 936 turbo 
Jean-Pierre Jarier 


2.0 Mirage-Renaultturbo 
Bi Porsche 935 turbo . 


Christian Gouttepifre/Philippe Malbran 
Christine Beckers/Lella Lombardi . 
Jean-Pierre Delaunay/Jean Guerin. 

3 Jean-Pierre Beltoise/Al Holbert 
Jean-Louis Ravenel/Jacky Ravenel.. 
Xavier Mathiot/Marce! Mamers 

Frangois Migault/Lucien Guitteny. 
Robin Hamilton/Dave Preece/Mike Sa 
/Dany Snobeck . 
Jean-Louis Bousquet/Philippe Dagorea 


3.0Inaltera-DFV.. 
3.0 Porsche Carrera. 
3.0 Inaltera-DFV.. 


aimon .. 


lan Harrower/Martin Birrane/Ern: 
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is it a fella? 


To Newbury Park, where I am to 
appear in a charity cricket match 
performing for the Ford President’s 
XI against Eric Morecambe’s 
Lord’s Taverners star-studded XI. 
Team includes Divina Galica, de- 
scribed by Morecambe as “‘a funny 
shaped boy out there’’, and West 
Ham goalkeeper Mervyn Day, 
among other luminaries. 

Divina bowls brilliantly in a style 
somewhere between netball and 
shot putting, and is responsible for 
dismissing England fast bowler 
Fred Rumsey. Ford Vice-Chair- 
man Walter Hayes distinguished 
himself by becoming one of the few 
cricketing board members of Ford 
ever to be bowled out by a goal- 
keeper (Day), and I went on to 
enable Colin Milburn to exercise 
his shoulder muscles and score a 
couple of sixes off my bowling. 

Opening for the President’s XJ, I 
thrashed a sparkling one off Rum- 
sey, who, obviously annoyed to see 
his 60mph special treated with such 
derision, used his next ball to frac- 
ture my middle stump. Return to 
pavilion to fight off screaming 
hordes of readers, fans and auto- 
graph hunters. It’s a tough life with 
the cricket circus. 


No-hopers 


When several of the raggle-taggle 
no-hopers got together to brief a 
lawyer to make sure they were 
allowed to practise at Zolder, all 
they did was to emphasise the well 
known fact that, when losers go to 
law, the only people to benefit are 
the lawyers. 

It is the opinion of many that the 
likes of Hayje, de Dryver, Villota 
and (particularly) Rebaque should 
not be allowed to clutter up the 
tracks while serious contenders are 
practising. But they ferreted 
around, discovered that they had 
rights, and paid a lawyer to prod 
them under the noses of the Bel- 
gian organisers. So they got to run 
(or stumble around, more accu- 
rately) in practice. And in the end, 
they failed to qualify. 

Proving that the organisers were 
right in their judgement not to 
want them there in the first place. 
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As one leading driver said: 
“Most of these people are drivers 
who’ have failed to distinguish 
themselves in other formulae. 
What sort of qualification is that to 
come into Grand Prix racing?” To 


‘which there is not very much in the 


way of an answer. 


LSD read-out 


The F1 team owners are, as you 
would imagine, a very competitive 
bunch of people. The whole thing 
is a giant game of one-upmanship. 
Of course the ultimate is to win the 
championship. But, scaled down 
on various levels beneath that, 
come other exercises in one- 
upmanship. 

If you’re not winning the cham- 
pionship, the next most smart thing 
is to have the most expensive driv- 
ers (paid for by your sponsor). 
Then there’s the smart Heuer tim- 
ing equipment. See how one team 
gets it and watch the rest follow 
suit. 

The timing equipment is very 
much last year’s trick gear. Most 
people have some sort of smart 
electronic equipment now, so that 
has reduced it from being smart 
and one-up to being strictly 
utilitarian. 

Ken Tyrrell scored a big point in 
being the first to have his own tame 
computer expert, with a whole 
bank of electronic machinery 
locked away in his own Research & 
Development unit. That was one- 
up but, since there have not been 
any tangible results arising from 
this yet, others have been reluctant 
to follow the Tyrrell ploy. 


rather ashamed’ 


Bernie Ecclestone is one-up at 
the moment with his pit signalling 
equipment. While everyone else is 
fumbling around in boxes and fix- 
ing magnetic letters on their boards 
to tell their driver his lap time, 
Bernard’s men simply dial up the 
number on their very smart digital 
venetian blind kit. Very smooth. 
Very one-up. 


Private jet-set 


Travelling on the Constructors own 
flight is one-down as far as Colin 
Chapman and Walter Wolf are 
concerned. Both have their own 
aircraft, Chapman a neat little 
fixed wing job that takes him into 
his own landing strip at the Hethel 
factory. Wolf, however, becomes 
slightly two-up in this area. He has 
a Bell Jet Ranger helicopter which 
takes him to the nearest airport, 
where his transatlantic long-range 
Lear Jet will be waiting. 

For a newcomer, Wolf is pretty 
well leading the one-up stakes at 
the moment. He has an expensive 
driver, a winning car, he’s leading 
the championship, he’s well ahead 
in the personal transport stakes. 
But he falls down by not having a 
backgammon board from Aspreys. 

I suspect he is also the only 
constructor to have his own per- 
sonal chauffeur/butler who pre- 
pares traditional three-course Eng- 
lish silver service breakfasts for 
him 


Oh dear... 


Did I imagine it, or did I see 
Goodyear’s brand new £35,000 
Ford Transcontinental tyre-fitting 
truck trucking into Dover wearing 
Goodyear tyres? What else? 

Did I imagine that when it ar- 
rived at Zolder it was Michelin 
shod? Did I imagine that all the 
staff were sworn not to talk about 
why they needed replacement 
tyres, and all they could get as 
replacements were Michelins? 

I must have imagined it. Things 
like that don’t happen in real life. 


C’est la guerre 


My concern grows for future stabil- 
ity of the powerful but confused 
French governing body, the FFSA. 

For some time, there have been 
attempts to displace the curious 
and controversial President, Jean- 


Dundrod failure: Fangio} 


crashes in Italy 


AFTER the failure of the two B.R.M. cars in the 

“Ulster Trophy Race at Dundrod on Saturday 
-both had to retire—Mr, Raymond Mays, “father” 
of the B.R.M. project, said: “We are getting to be 


‘ather ashamed of ourselves.” 


Sasa 1 ees fy Nick Britten 


Marie Balestre. But thus far he has 
survived various coup attempts and 
remains at the head of the organi- 
sation, and is also a strong influ- 
ence within the CSI. 

Now, it would seem, his days of 
office may be measured. For re- 
cently it has come to light (and 
been confirmed officially) that his 
past is something less than blanc. 

France during the war was full of 
people who couldn’t make up their 
minds who they wished to support. 
Moral confusion was rife. But few 
actually chose to wear the uniform 
of the other side. Balestre, it ap- 
pears, was one of those few. But 
the distinction goes further than 
that. 

He chose to join the very elite 
Waffen SS. Come the end of the 
war, his country rewarded him with 
two years in Fresnes prison. 

It seems that this information, 
now it is publicly available, may 
influence certain staunch patriots 
in the FFSA to select a new Presi- 
dent with a more conservative taste 
in shirt colours. 

All of which is very boring in- 
deed. The French lot are unstable, 
even when governed strongly. 
Faced with a Watergate-style coup, 
they may well go “‘ape’’ and com- 
pletely bog-up this year’s French 
GP. Oh, merde. 


High rollers 


A charming cable from a reader in 
Tulsa, Oklahoma, pointing out that 
I had misread the star-spangled 
brooch worn by Mrs John Mecom 
at Monaco during her head-turning 
promenade along the pit counter. 
It seems that Mrs Mecom is Katsy 
and not Kathy. Apologies. One 
gets so little practice at reading 
names written in diamonds here in 
Europe, you know. ... 

I am also advised that Mrs Me- 
com is not a Southern Belle, as I 
had conjectured she might be. She 
is, my informant insists, an Okla- 
homa girl. And obviously, because 
my reputation as a collector of 
trivia has got abroad, I am further 
advised that John’s wedding pre- 
sent to Katsy was an indoor polo 
field. 

My informant rejoices behind 
the name of Toly Arutunoff. Many 
thanks Sir/Madam, delete where 
not applicable. 
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Although spectating on the Scottish this 
year turned out to be little more than 
unmitigated misery for watchers (and 
not solely because of the incessant bom- 
bardment from the rains) there will be 
few who forget the sights and sounds of 
Russell Brookes at 11/10s, with nothing 
much to lose, gambling with the whims 
of the Scottish forests. After his initial 
setback, Russell returned in astonishing 
manner, taking time out of the majority 
of Britain’s fastest drivers at something 
approaching eight seconds per mile. He 
still managed to extract around four 
seconds per mile from Pond on the final 
day with the latter (albeit in a TR7) 
trying everything he knew and a little 
more besides, to safeguard his second 
place. The brows, etc, therefore, had to 
be taken flat-out, and most of the time, 
one can get away with such assump- 
tions; that is if one is brave and deter- 
mined enough. 

Ultimately though, one is bound to 
come unstuck, as Vatanen has done so 
frequently in the past. Russell began 
Bin 2, with two further stages remain- 
ing, just 10 seconds behind Tony (there 
was a little above-board gamesmanship 
going on with respect to mutual know!l- 
edge of stage times, and this fact may 
not have been absolutely clear to both 
crews at that precise moment) and 
finally had an accident which some had 
though must be inevitable, just 100 
yards from the finish. It was, according 
to an eye witness, a “‘most professional 
roll”! 

This, of course, meant that Russell, 
never a man to do things by halves—did 
what one might call a ‘proper job’ on 
his already battered car (having started 
at number one, he could afford to have 
the car set rather lower on its suspen- 
sion than normal—but the battering 
administered to the underside by the 
Scottish moonscape was very serious in 
any case) which launched itself over 
some rocks at quite high speed. The 
driver was obviously dazed by the inci- 
dent, although he only lost a total of 40 
seconds here as hordes of eager hands 
clawed the car back on to the track, and 
his stage times on the remaining tests 
bear out his condition. Nevertheless 
this was a superb effort. Everyone 
knew Russell was at hand long before 
the Andrews car arrived—there were 
those extra adrenalin-filled minutes on 
the throttle, the confidence—he was 
visibly, as well as chronometrically, 
faster than anyone on the rally. 

The tragedy of it all perhaps lay with 
the rally itself, principally in a similar 
complaint to one made last year—for at 
least seven stages appeared to be clean- 
able—in other words a total of over 30 
stage miles was needlessly thrown 
away. For Russell this situation was 
particularly damaging as he was obvi- 
ously the principal sufferer. In nine 
miles of Monaughty, he managed to 
clean the stage by over 40 seconds(!). It 
is a shame that the RSAC do not see fit 
to ‘prune’ their special stage bogey 
times for their own event. These days, 
on the (regrettably) rare occasions of 
the RAC Rally’s tentative forays into 
Scotland, everything seems to work 
perfectly and the legal averages set are 
well out of reach—but on the Scottish it 
often seems to be a different matter, on 
the Scottish they are set ‘by the book’. 

One expects works drivers to keep 
their heads, remain calm under the 
debilitating effects of pressure and fa- 
tigue, and set ultra-competitive times 
only when it is essential to do so. Tony 
Pond drove a superb rally in this con- 
text, knowing only too well that his car 
was outclassed in ultimate mechanical 
terms. 

Another man to manage such a feat 
on the Scottish was (perhaps a little 
surprisingly) a very subdued Ari Va- 
tanen who did not apparently enjoy 
himself with his usual fervour. Perhaps 
this was on account of the fact that 
following the demise of Mikkola and 
Brookes, his task was clear—to drive 
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Mikkola drove aupecdly once mare) i and he suffered mechanical failure; this time while Higghcias the lead with Vatanen. 


Eric Howden—fine performance and top 
Scot. 


slowly to the finish. He obviously did 
not relish the prospect, and one su- 
spects that that act of allowing Brookes 
to totally eclipse his stage times and 
steal the limelight may have rankled a 
little. Ari, however, stuck to his task as 
he knew he must (perhaps the curt, 
terse words that were delivered in his 
ear after the rather needless Acropolis 
shunt by displeased management had, 
sunk in) and the result, while obviously; 
not satisfying to him, was totally so to 
his employers. In managing not to allow 
his frustration to get the better of him, 
Ari did exactly what was required, and 
he is going to have to accept this 
situation regularly in the future—capi- 
talising on the misfortunes of others 
(like Brookes’ broken distributor drive 
in this instance) rather than setting new 
precedents with every rally. 

The more one looks at the results of 
the Scottish the more one notices the 
superb drives. One such was once again 
put in by Hannu Mikkola. In 1977, he is 
driving at the height of his powers once 
more. Never far behind from the lead- 
er, and sometimes taking on this role 
himself, Hannu’s attempts to keep the 
pressure on his young compatriot were 
finally thwarted by a gearbox, which 


perhaps because it jammed in neutral, 
tied its splines up in knots and refused 
to budge despite the combined efforts 
of Toyota and Saab people, not to 
mention ace mechanic Fred 
Henderson! 


Another to miss out on the headlines 
was Graham Elsmore who now has a 
cylinder block and head loaned from 
Boreham for his G4 car (a 1600 alumin- 
ium linered type which is currently 
being converted to a 2-litre in Essex, 
prior to a build by AVJ as usual). 


Having gone off the road initially, 
while leading G1, on the stage at which 
he tried A2s for the first time ever, and 
then changed the cylinder head, Gra- 
ham worked his way up again, was 
closing on G1 leader Malcolm Wilson 
and was second in Group One when he 
was overtaken by one of his rear 
wheels, complete with halfshaft, the 
entire assembly having pulled-out fol- 
lowing a puncture. 


The Scottish remains a law unto itself 
in many respects. One of the “laws” 
that could perhaps do with some modi- 
fication concerns road timing. It rapidly 
became obvious to crews (some more 
rapidly than others) that stages could be 
tackled as early as they wished—as 
much as 20 minutes before official stage 
opening time in some instances—and 


.while cars were only allowed to run 30 


minutes late—there was no penalty for 
early arrival. This meant that the entire 
field spread out ‘forwards’, and with 
only eight time controls separated by 
approximately 150 miles each during 
the course of the event, there was little 
to inhibit the rally becoming a four hour 
convoy, and consequently a less than 
satisfactory promotional exercise. 

In allowing early arrivals at stages, 
one must surely be encouraging just the 
sort of incident which resulted in Wal- 
ter Rohrl being charge with “careless” 
(the Scottish equivalent of dangerous) 
driving following a collision with a po- 


Brian Culcheth had another miserable rally, suffering continuous ailments including 
no less than 11 punctures. He was a very despondent man at the finish. 
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special stage 


lice car. The Scottish was not only wet 
and rough, it was at times a road race 
involving the leaders in a battle to stay 
ahead of each other. The tests were so 
wet and soft that at times they began to 
cut-up badly after the passage of just 
three or four cars. The benefits of early 
arrival don’t have to be spelled out 
further. Over one particular road sec- 
tion involving five stages, one or two of 
the leading cars were reported to be 
averaging around 60mph—bad news 
surely? And there is little point in 
blaming competitor irresponsibility— 
they are under extreme pressure from 
sponsors, championships, works teams, 
etc—if they don’t do it, then someone 
else certainly will. In the UK you’re 
only as good as your last result. 

From the very second stage of the 
rally it became obvious that the road 
timing was going to encourage such 
liberties. Even at this early point in 
time, there was a six minute gap be- 
tween the passage of the first and 
second cars. There is no need to men- 
tion who had ‘“‘cottoned-on” from the 
word ‘go’! The result threw the timing 
of the event into disarray and, for 
spectators, there was boredom and un- 
certainty following the arrival of speca- 
tor control cars with their “‘cars in five 
minutes” promises. We gather there 
then followed a procession of some six 
or seven course cars over varying per- 
iods of time... . 


Scottish 
eye view 


@ Andrew Cowan had a miserable 
event in the spare Brookes car, with a 
succession of major problems (axle, 
gearbox, engine timing, brakes) before 
a bent axle finally eliminated him. This 
was as big a disappointment for An- 
drew’s fans as for Andrew, since he has 
not appeared in Scotland in a competi- 
tive car since the old Mogil Motors days 
with LVX 953J (which incidentally is 
still in the hands of Murray Grierson). 
@ Drew Gallacher put in the type of 
gritty performance which has almost 
become the rule for him, running 
strongly from the start, before becom- 
ing another victim of axle failure. Al- 
though Drew’s Mk1 Escort has been 
the object of a certain amount of com- 
ment of late, it is still worth reminding 
readers that the mechanical specifica- 
tion is as high as most others, and 
perhaps on an event as rough as this 
Scottish, the use of an old body shell 
was no bad thing. 

@ Jimmy McRae ran strongly (as usu- 
al) in the Group 1 battle, but fell foul of 
some trackside rocks in Glen Nevis and 
dived off the road irretrievably. 

@ Bill Taylor was expected to fly, 
following recent good performances in 
the Scottish championship, but he was 
interrupted early, when on SS5 (Fun- 
ach) a rear brake disc disintegrated 
losing calipers as well. He survived for 
several stages with front brakes only 
while replacement parts were borrowed 
from all possible sources, whereupon a 
major repair was effected. He then ran 
into steering rack troubles, but eventu- 
ally finished 22nd overall. 

@ Donald Heggie’s effort halted ab- 
ruptly in Errochty when he came upon 
one of several large rocks in the middle 
of the track. One of these smashed a 
rear Minilite and severely bent the 
axle. The car somehow was piloted 
along for the next half-mile before 
toppling over. It was soon righted but 
the axle damage was too great to con- 
template continuing. 
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@ The brothers Samson have been 
quietly trying to regain form, and their 
10th overall should go some way to 
restore their confidence. The result was 
achieved despite Alec being rather ill 
during the event. 
@ Alan Arneil broke a half-shaft on 
only the second stage of the event, but 
«he repaired the damage himself and 
pressed on, despite the maximum pen- 
alty, eventually fighting back to 17th 
overall and gaining valuable champion- 
ship points. The family garage has 
taken on a Vauxhall dealership, and it 
seems as though Alan may appear in a 
Magnum before too long, with the 
vague possibility of a Chevette in the 
future. Given competitive machinery 
he could be a real threat. 
@ Eric (or Jim, ‘or six-and-half-a-doz- 
en) Howden was top Scot in an excel- 
lent sixth overall, despite running short 
of tyres and brakes. He has improved 
throughout the season and should be 
well pleased with this placing. 
@ Alastair Brearley had an event which 
he would probably wish to forget with 
gearbox problems, which were only 
temporarily cured by borrowing John 
Nicol’s spare. 
@ Both Willie Crawford and Arthur 
Jasper succumbed to the same failure 
on the same stage—cracked differential 
housings on SS5, Funach (or that stage 
through the quarry, as Arthur de- 
scribed it). 
@ Murray Grierson’s Datsun Violet 
had put a rod through the side of the 
block on the Wednesday before the 
event, and it was hastily rebuilt. Per- 
haps too hastily, for the engine repeat- 
ed the exercise on only the third stage 
of the rally. 
@ Ian Gemmell found the soft yump 
and hole in Fetteresso not to his liking 
and damaged the front of his RS2000 
very heavily on landing; the engine cut 


DTV’s 
day of 
despair 


Gavin Waugh—just after impact with a tree stump lurking in t 


(SS50). 

out, the fan went through the radiator, 
the rack was bent etc. 

@ John Nicol was determined to finish 
this event and drove sensibly and well 
to finish 21st overall. 

The mortality rate among the Scots was 
pretty high, but then the rally was as 
rough an event as there has been in the 
UK, surpassing even the early stages of 
last year’s Scottish. It seems likely that 
there will be fewer customers for this 
type of destruction derby next year, 
especially as some fundamental errors 


Since our Scottish report went to press we again spoke to Gerry Johnstone, who 


were made. The hairy old chestnu' 
about stages being ‘‘cleanable”’ has af. 
flicted this event for years, and still nc 
lasting solution is reached. No competi: 
tors support a situation where their bes! 
efforts may count for nothing. The 
simple problem of starting loose stage: 
on uphill sections was also evident, anc 
this reduced moving off the line to ¢ 
slow and painful business for the late: 
runners. In most cases a downhill or ¢ 
level start can surely be found to allevi- 
ate this difficulty. 


elaborated on the story that led to the fiery end of Pentti’s Chevette. It seems that 
the driver spun his car on one of the first corners of the Ladywell stage, insufficient 
rear brakes due to incorrect balance being partly to blame. Airikkala, understand- 
ably annoyed with himself, set off down the stage at an even greater pace, trying to 
adjust the balance as he went. As he approached the now notorious corner he 
realised that there was no chance of getting round, and so opted to go straight on. 
Once the car had come to rest a short way down a bank, Pentti and Colin Francis 
leapt out and summoned nearby spectators to assist them in getting the car back on 
the road. Unfortunately, in the meantime either the hot exhoust manifold or brake 
discs had ignited the dry heather and bracken under the car. Naturally very eager 
to save his valuable machine, Airikkala leapt back into the car in an attempt to try 
to drive it away from the burning material, but the smoke in the car proved too 
much for him and he had to retreat quickly. Colin then disappeared into the car 
and pulled the extinguisher cable, but as there is clear gas in this extinguisher 
system no one is sure whether it worked satisfactorily or not. By this time the 
wheels had started to melt and with the fire raging around the car, there was 


nothing further that anyone could do to save it. 
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New look for RAC Rally 


Tougher, longer, tighter event should restore prestige 


At a meeting last week, called to an- 
nounce the basic format of this year’s 
Lombard RAC Rally to the press, it 
was confirmed that the rally will-thank- 
fully-be much tighter and tougher this 
year. The 1900 mile route will appar- 
ently contain at least 450 miles of stages 
(this is expected to be nearer 500, 
including 400 miles of forestry, by the 
time of route finalisation) and it is 
promised that stages themselves will be 
longer, and thus more meaningful, than 
hitherto. Several stages will be over 20 
miles in length. 

The event will start in London, as 
previously published, making use of 
Wembley’s impressive indoor confer- 
ence centre facilities to turn scrutineer- 
ing and the start into a proper promo- 
tional exercise. Scrutineering is planned 
to take place on the Saturday (Sunday 
start) and Saturday evening will be 
devoted to a “spectacular evening fo- 
tum” at which leading drivers will be 
present “to meet the public’””—a far cry 
indeed from the rarified ‘them and us’ 
situation prevalent in formula One pits 
and paddocks these days. 

Although the start will be in London, 
HQ throughout Britain’s most impor- 
tant motorsport event will be back in 
the familiar surroundings of York. At 
09.00 on Sunday, 20th November, the 
rally will start from Wembley, and it 
will finish at York at about 15.00 on 
Thursday, 24th November. 

Sunday’s route will predominantly 
comprise stately home and park special 
stages, in an effort to combat the spec- 
tator safety problems particularly prev- 
alent on weekends; and the 180 starters 
will then take a night’s rest in York 
before the ‘real’ rally begins in ear- 
nest . . . a 36-hour loop into the depths 
of Wales. Cars return to York at ap- 
proximately 18.00 on Tuesday. 


The third section of the route heads 
north east into Scotland, starting early 
on Wednesday morning. Fifty clubmen 
will be joining the remainder of the 
crews at this point for separate prizes in 
a separate division—as has occurred in 
past years. This loop will constitute a 
further 30 hours on the road. 

In connection with the Sunday start, 
deputy Clerk-of-the-Course Jim Porter 
was quoted as saying that “educating 
the casual spectator to the hazards of 
rallying in the public forests is a difficult 
task; so we have taken the view that, in 
this way, we expose them to only half 
the peak viewing time. The Sunday 
stages are nearly all run in parks and 
stately homes where we are more easily 
able to control spectators and keep 
them in safety areas.” 

Whether it was the casual spectator, 
or the cognoscenti who caused so much 
worry and trouble last year is a moot 
point, but the Sunday format does 
make much sense, and of course is far 
more easily promoted as a weekend 
“spectacular” if it takes place ‘in the 
open’ rather than ‘hidden’ in the depths 
of the forests. Such a format should 
appeal greatly to the media as well as 
netting large sums for the RAC (which 
will doubtless help to offset their costs 
considerably). 

£36,000 will go to the Forestry Com- 
mission this year, which means that 
each car in the event incurs £200 in 
forestry charges. Entry fee for priva- 
teers this year is £150. Lombard, we are 
told, contribute some £30,000 to the 
overall budget, and spend a similar 
amount on promotion. 


@ The yearly Lombard RAC press, 
radio and TV awards made for the most 
outstanding coverage of the sport of 
rallying during the year went to The 


Time for change 


Phil Short, who of late has been suffer- 
ing in the lumbar region at the hands of 
a heavy motorcycle, and also in other 
areas, from a crew of petty thieves who 
broke into his Van Hire premises re- 
cently, has finally severed his ties with 
Tony Drummond, and has now agreed 
to a guaranteed season of rallying with 
John Taylor. The split with Drummond 
has been an amicable one but there 
were obvious differences of opinion on 
the way in which to plan, prepare and 
compete on certain rallies, which have 
not been totally reconcileable. We 
gather that there are also some other 
2xtraneous factors involved in thie deci- 
sion. Phil is thus moving to the vacant 
seat left by John Jensen, and his first 
event with John Taylor will be on the 


Jim Clark. In the meantime Phil will be 
making a nostalgic return to Donegal 
with his old sparring partner, George 
Hill. The pair of course won the the 
Castrol/AuTosPorRT championship two 
years ago for the Martin Group. 


@ Achim Warmbold is one of the latest 
foreign competitors to appear on the 
Pretoria MC’s Total Rally list of 
entrants. The entry is for a 2-litre 
Corolla, privately entered from Ger- 
many, and the car is being shipped from 
Europe. Local man Christo Kuun will 
be co-driving. Also from West Ger- 
many will be Jochi Kleint who will be 
driving one of the 2-litre 16-valve Alfet- 
tas entered by the local manufacturers. 
These two drivers join a European 
throng which seems likely to include 
both Andersson and Mikkola, and 
which already has Roger Clark and 
Billy Coleman among its numbers. 


Scotsman for news and feature cover- 
age; the BBC Grandstand unit for its 
coverage of the RAC Rally and its 
objective handling of spectator prob- 
lems plus material supplied for the 
BBC’s Sportsnight programme; and 
BBC Midlands who also recieved an 
award for two half-hour feature pro- 
grammes on rallying. 

In general, this year’s RAC Rally 
promises to be a vast improvement over 
recent previous efforts, which is as well, 
for reaction to last year, particularly 
from vital foreign sources, was at best 
scarcely favourable, and the RAC Rally 
badly needs to restore its floundering 
image among Europeans. National 
pride in the event was at a low ebb last 
winter and a really tough event, worthy 
of WCR inclusion, seems a necessity. 

Timing of the event will be ‘“‘a vari- 

ation of the target theme,” either taken 
from stage start to stage start, or finish 
to finish. Servicing is expected to be 
much more heavily policed and “in” 
and “out’’ controls for some service 
areas are being seriously considered. 
As a venue which may even decide the 
World Rally Championship this year, 
the RAC Rally is looking good once 
again. 
@ The RAC Motorsport Division will 
once again be holding a series of Open 
Days later this year to give competitors 
and organisers a chance to discuss prob- 
lems with respective committee mem- 
bers. The day chosen for the Rally 
Committee is 11th August, to be held at 
the Pall Mall offices, London SW1 at 
14.00. Those interested in attending 
should advise the Motor Sport division 
at least one week prior to this date, 
detailing the question(s) they plan to 
raise. This will enable the division to 
give as comprehensive a reply as 
possible. 


Avenger venture: 
Robin’s Pistes 


Latest rallyman to join the gradually 
increasing band of UK nomads is Robin 
Eyre-Maunsell who finished 11th over- 
all on the Scottish (reporting that after 
tearing off the Panhard rod rear axle 
installation on a rock, and having it re- 
located at the roadside, that the Aveng- 
er was a different and far more impres- 
sive car!) is to compete on the 1000 
Pistes in the South of France on July 
9/10th. Neil Wilson will accompany 
Robin as usual. This French event is 
also on Leyland’s rally agenda, and 
there will in consequence be two TR7s 
entered for Pond and Culcheth. 
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Airikkala—in demand. 


Pentti: 
no sale 


Pentti Airikkala’s great talents for driv- 
ing and winning, especially in his home 
event—the 1000 Lakes—was paid great 
respect by works teams this week, fol- 
lowing initial doubts, probably ex- 
pressed in the depths of despondency, 
that DTV would not be able to compete 
on the rally following the disastrous 
events leading-up to the destruction of 
their No 1 Chevette. 

Ford, Fiat and Toyota were not slow 
to react and we gather that the Finn has 
been contacted by at least two of these 
teams regarding his availability on the 
event. 

When we spoke to Gerry Johnstone 
on Monday, however, we gathered that 
an entry on the 1000 Lakes, which is a 
part of Pentti’s contract with DTV, is 
still most definitely on. The spare car, 
which is gradually nearing completion, 
will now be rushed out in time for the 
Jim Clark Memorial, and another pre- 
pared shell will be readied for Pentti in 
time for the August WCR event in 
Finland. 

How confident was Gerry of achiev- 
ing this mammoth undertaking? 
“... miracles do happen”! he re- 
marked diplomatically. Since they have 
occurred regularly in the past (eg: two 
Chevettes on the ShellSport Dean this 
year, and one on the RAC in Novem- 
ber “76) we have no reason to assume 
that Pentti will be going elsewhere for 
his most coveted drive of the year. But 
there is no doubt that Ford, in particu- 
lar, would be very interested insecuring 
his services—especially after his fine 
efforts on their and David Sutton’s 
behalf last year. 


Quinton MC's Toolhire Jubilee Stages was not entirely without incident . . . the Ditton Priors special stage proved problematical. Left to right in the “Come Ditching” contest. . . . 
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| special stage 


Ford on top of the table 


The man who has made so much possible for Ford this year—Bjorn Waldegaard, pictured in 


Greece recently 
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@ Triple Crown points following the 
Scottish show that Ireland (thanks to 
Billy Coleman, Robin Eyre Maunsell 
and Ronnie McCartney=28 points) 
now have 65 points and take the lead 
from England who have 55 points (add- 
ing to their score through Brookes and 
Dawson). Six points from Doug Dawe, 
whose Dolomite finished the Scottish, 
takes Wales on to 29 points, while 
Scotland trail with a total of 20 points. 


@Malcolm Stuart’s appeal against the 
results of the Dursley MC and LCC 
Jubilee Stages Rally has been with- 
drawn and the results are now final. 
Awards will be presented at a social 
evening to be held at Stokes’ Restau- 
rant, High Street, Wotton-under-Edge 
on July 9th, beginning at 20.00. All 
those involved with the rally will be 
welcome. 


.... Style marks are awarded to Robert Craggs (RS2000); 
1600); not forgetting Mr Hughes’ little Fiat 850! 
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@ A Scottish Motor Sport Forum is 
being held in the Town Hall in Alloa on 
Saturday with the panel including An- 
drew Cowan, Hugh McNeill and Tony 
Charnell. Host for the evening, which 
starts at 7.30 will be Ross Finlay and 
also on the agenda are Ford Rallyesport 
films, a ‘goodie stand” and a licensed 
bar. The evening is being organised by 
the Alloa and DMC in conjunction with 
Mogil Motors (Stirling) Ltd and tickets 
at 30p each can be obtained from them 
or Graham Bibby tel: 0259 216100. 


@ Regulations are now available for 
the Calderford Trophy Rally on July 
23/24 from Derek Slater, 85 Howard 
Crescent, Durkar, Wakefield, WF4 
3AN. The event is a round of the 
BTRDA (Silver Star), the Motoring 
News and ANCC rally championships. 


Chris Wigmore (RS2000); 


Chequered Flag, that famous Chiswick 
garage whose rally team scored a fine 
fourth overall on the Scottish (having 
been 18th at one point in the rally 
following experimentation with alterna- 
tive struts), were not only very im- 
pressed with the Fiat’s amazing strength 
(this one started life in Morocco last 
year!) they were also highly delighted 
to enjoy a relaxed rally on which they 
almost became bored! Accustomed to 
non-stop Stratos dramas, the Fiat’s reli- 
ability has come as a welcome “‘shock’’, 
and ’Flag mechanics were actually seen 
enjoying the finish festivities to the full, 
rather than crawling off, grey faced, to 
hard-earned rest! 

The Italians, who have been closely 
monitoring progress, were highly de- 
lighted with the Scottish performance, 
the new Monte Carlo P7s apparently 
worked very well, and Billy began to set 
very competitive times towards the fin- 
ish of the rally. Abarth representatives 
present during the event, were also 
highly impressed with the ’Flag’s ser- 
vice arrangements, with which Dave 
Richards is now closely associated, and 
much progress was made, especially 
with the RAC Rally in mind. 

The increasingly impressive Fiat will 
be making further appearances in Eng- 
land on the Burmah and/or the Castrol 
°77 before being run by the ’Flag as 


‘Flag’s future 


usual on the RAC, when it will be 
supporting a mammoth Italian works 
effort. In the meantime the ’Flag will be 
trying revised rear struts which cut the 
negative camber on the rear wheels, 
and they will be taking their Stratos to 
Donegal where Billy will be joined in 
the right hand seat by ex-organiser of 
the event, Austin Frazer (Peter Scott 
apparently has licence difficulties). 


The Stratos is now a revitalised ma- 
chine for which Graham Warner and 
the team have high hopes. The reason 
for the renewed optimism lies under the 
rear bodywork—a full house 12-valve 
256bhp Maglioli engine (just like the 
ones Bernard Darniche, and others, 
use) which was especially built for Gra- 
ham in Italy, and has recently been 
delivered. We gather that the motor is a 
real engineer’s delight in every respect 
with its single tail pipe exhaust, spun 
aluminium inlet trumpets and beautiful 
cylinder head detail work. “I hope its 
going to be third time lucky” comment- 
ed Graham, ‘“‘we’ve led both the last 
two Donegal Rallies and this time I 
hope we’ll be there where it matters, at 
the finish.” With the presence of Roger 
Clark, his Acropolis car “POO,” and 
one or two demon Boreham tweaks, 
Donegal will have some exciting visitors 
once more this year. 


Dawson: good 
news and bad 


Like Graham Elsmore, who used a 
number of ailing (and eventually de- 
ceased) vehicles to transport him and 
his team to Scotland, Andy Dawson 
was dogged with misfortune before, 
during and after the rally itself. Daw- 
son’s recent run of bad luck began with 
a Transit engine blow-up on the motor- 
way north. At 2.00pm on Friday there 
was little to do save purchase another 
(secondhand) device. In this instance it 
turned out to be a Bedford CF, with 
five figures on the odometer, but whose 
log book entry and actual engine num- 
ber bore only the most fleeting of 
numerical similarity! Needless to say 
this van also expired about halfway 
through the rally... ! 

Following a frustrating time with the 
John Taylor RS1800, Andy returned 
south to compete in the Prodsports race 
at Rufforth, driving the Midget he built 
himself for a most valued customer. 
After a class winning performance in 
the combined Prod and Modsports 
race, Andy was then persuaded to com- 
pete in the Libre race. On the third of 
three warm-up laps prior to the start, a 
Davrian spun in front of him and rolled 
back into the path of the Midget as 


Andy chose the ‘wrong’ way round. 
Needless to say, the Midget did not 
appear at Mallory, and since his valued 
client, “‘Valli”, bent her DAD-pre- 
pared TR7 at (Copse) Silverstone, 
Andy’s north London premises are 
looking a little like an expensive upper 
class scrapyard. ; 

Things must surely look-up soon. 
The new car arrives back from the paint 
shop shortly, and we gather that the 
majority of parts have now been ac- 
quired. A further bright spot from the 
generally dark Scottish weekend was 
undoubtedly the arrival of Stuart Pegg 
into the Dawson entourage. The quiet 
South African entrepreneur seemed to 
strike an instant rapport with Andy and 
the two of them apparently developed 
an excellent working relationship al- 
most immediatly. 

It seems not beyond the bounds of 
possibility that we may see Stuart co- 
driving for Andy again this year, al- 
though of course Rodney Spokes is 
contracted for RAC rounds. Stuart’s 
world wide connections will surely lead 
to appearances elsewhere. 

In the meantime an impressive ru- 
mour was circulating at Avie- 
more... would Stuart Pegg forsake 
his existing air transport, and buy the 
BAC 1-11 he had been considering?! 
Apparently the South African feels that 
it could contribute to a substantial de- 
crease in his daunting yearly air fare 
totals! 
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Peter Taylor and friends (Escort 1300); Roger Hewitt (Cortina); Ray Vernon (Escort 
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Donegal weekend 


With another reliable finish on the Four Regions recently, Ormezzano’s G2 Conrero 
Opel Kadett now leads the Italian national championship. 


They’ve won again! 


Bernard Darniche, Alain Mahe and 
their Chardonnet Lancia Stratos re- 
peated last year’s performance at the 4- 
regions (ECR coefficient 3) Rally in 
Italy ten days ago. For the two French- 
men, Italy is conquered ground, since 
they have already won five rallies there 
following their initial success, on the 4- 
regions in 1976. 

In the days prior to this year’s Rally, 
it was thought that this time it would be 
very difficult for the two to win once 
again. In Italy, Opel are making a 
considerable effort to win the national 
rally championship, with Ballestrieri 
(Kadett GT/E G4), Ormezzano (GT/E 
G2) and “Lucky” (GT/E G1). This has 
forced Fiat and Lancia to try and do 
something in order to counter this un- 
precedented situation. 

Fiat, following the demise of the 131 
team of the Jolly Club, now maintain 
only one car in the Italian champion- 
ship, for “Tony”, which allowed Ver- 
ini, on his return via the Acropolis, to 
enter with a private 131 which had been 
prepared at the factory. Lancia regis- 
tered private entries with the Stratos: 
Vudafieri, Genzone and Bellosta, plus 
the Alitalia cars (each having 24 
valves): for Pinto, Pregliasco and Car- 
ello, 

Cambiaghi and Ambrogetti, both 
with 131 Abarths, did not start, any 
more than did Zordan with his Carrera, 
but the number of competitors was very 
strong with more than 200 cars 
altogether. 

Darniche, then, began in his usual 
very careful way. He waited to see how 
the situation was going to develop. 

The young Carello was (again!) fas- 
test in the first special stage, and was 
placed second on the second, but was 
hindered by wheel locking in the third. 
Pinto, making a comeback after a long 
absence was once again unlucky for, at 
the start of a rough stage (Travo), 
because of a mistake in the assembly of 


his shock absorbers, it proved impossi- 
ble to fit loose surface tyres. He then 
had to go carefully with wet weather 
racers at the rear, and loose tyres at the 
front, but he left the road and the 
Stratos was irreparably damaged. 

At that moment the situation already 
seemed to be clearcut for Darniche, 
since Verini, Ballestrieri and “Tony” 
were already out of the hunt; respec- 
tively because of a wheel breakage (this 
time not the halfshaft), brake failure, 
and failure of rear suspension. But in 
any case it was not too difficult for the 
Frenchman, for this rally was very fast 
and run almost entirely on asphalt. 

Pregliasco, on the other hand, who 
might have been able to take up the 
challenge, was lying second but pre- 
ferred to maintain his position because 
this enabled him to consolidate his 
position in the Italian championship. 
Not bad for a driver who returned to 
competitive rallying after an extremely 
serious accident. 

The failure of the others—the Stratos 
of Vudafieri, Bellosta and Genzone— 
allowed Ormezzano to come third at 
the end of the rally, and to take the 
lead over Pregliasco in the Italian 
championship, beating even the Alfetta 
GT (G2), of Pittoni and Gabrielle Zap- 
paia, the pretty, very very young Italian 
“Biche”. 

At the end it was Darniche, who only 
experienced minor problems during the 
first half-stage when a carburettor noz- 
zle became blocked, who triumphed. 
Now, his victories have ceased to cause 
any surprise. There is hope for the 
Italians with San Martino de Castrozza, 
as almost certainly Sandro Munari will 


be present.” CARLO CAVICCHI 


1, Damiche-Mahe (Stratos), 6m 10s; 2, Pregliasco-Reisoli 
(Stratos), 6m 18s; 3, Ormezzano-Tesio (Opel Kadett), 6m 38s; 
4, Pittoni-Zappia (Alfa Romeo), 6m 43s; 5, Cerrato-Cerri (Opel 
Kadett) 6m 48s; 6, Quaciari-Lavazza (Ope! Kadett), 7m 01s; 7, 
Ferrari C.-Poletti (Fiat 124 AB), 7m 04s; 8, Tarditi-Rossi (Opel 
Kadett), 7m 08s; 9, Noberasco-Peirano (Opel Kadett) 7m 13s; 
10, Bulfoni-Gardella (Ope! Kadett), 7m 15s. 


@ Regulations for the fourth (Eppynt) 
ATS Stages (Eppynt and Carmarthen 
MCs), the seventh round of the Castrol/ 
Autosport championship, have been 
available for some time. Entries secre- 
tary is Mr D. Davies, 23 The Struet, 
Brecon, Powys. Telephone Brecon 
4489. 


Regulations are now available for 
Jim Clark Memorial, organised as 
al by the Northumbrian MC which 
es place on 2nd/3rd July. Following 
imilar format to previous years, the 
t is the seventh round of the Motor/ 
Rally championship. Regs avail- 
from Graham Bellamy, 26 Woo- 

Brunton Bridge, Newcastle 
TAW. Tel: 865244. 


@ Starting from the Orange Grove in 
Bath at 9pm on Saturday night is the 
Bath Motor Club’s Bath Festival Stages 
Rally which is a round of the Esso 
Uniflo/BTRDA Gold Star Rally Cham- 
pionship. 

The event covers 250 miles, 70 of 
these on stages, before it finishes in 
Frome at 9 on Sunday morning. There 
are 17 stages in total on tarmac and 
forest roads with some in the Wareham 
complex near Swanage. 

Leading the 70 competitors away will 
be last year’s winner John Ferguson 
with John Billett in his Dolomite 
Sprint. Also in the top ten are the 
Escorts of Robin Farrington, David 
Wallis, Mike Baylis and Bill Riddle, 
who won the club’s Chieftain Rally. 


One of Ireland’s most popular rallies, 
the Donegal International Rally takes 
place this weekend and, despite its loss 
of ECR status, will hopefully live up to 
its past reputation of excellence. 

The entry has no doubt suffered a 
little as a result of its temporary col- 
lapse but with Roger Clark, a very 
popular figure in Ireland, and _ this 
year’s Galway winner, plus Billy Cole- 
man, Ireland’s own folk hero, taking 
part, there is little more that the Irish 
spectators could wish for. Billy, to- 
gether with the Chequered Flag’s Lan- 
cia Stratos, now equipped with a new 
Maglioli V6 12-valve engine, should 
prove a difficult man to beat. On his 
“home” ground, there are few besides 
Roger himself, who could beat Mr 
Coleman. 

In Galway Roger drove the familiar 
RAC-winning RS1800, and he has the 
same set-up for this event, running 
under the auspices of David Sutton. 
There are the inevitable profusion of 
Carreras in the top ten, being driven by 
such “local” exponents as Brian Nel- 
son, Dessie McCartney and Cahal Cur- 
ley. It was in his 2.8 litre version that 
Brian Nelson won last year’s event and, 
despite the tough opposition that he can 
expect from Roger and Billy, he must 
be optimistic about making it two in a 
row. 

In the past, several British competi- 
tors have been tempted over the water 
either for the experience of doing a 
tarmac event, because of Donegal’s 
Castrol status or because this is a very 
generous event in terms of prize 
money. This year, however, there do 
not seem to be that many, notable 
entries being for George Hill with his 
Vauxhall Chevette, Mike Rawson with 
his Opel Kadett, Geoff Crabtree with 
his Porsche Carrera and Jill Robinson 
with her David Sutton RS1800. 

The rally once again has a very civi- 
lised timetable with no nights out of bed 
rushing round the countryside, but 
three separate sections all taking place 
very much in the daylight. Also for the 
first time ever, this will not be a pace 
note event and with many new stages 


Leading entries 


1, Roger Clark/Jim Porter 
(RS1800); 2, Billy Coleman/ 
Austin Frazer (Lancia Stratos); 
3, Brian Nelson/Malcolm Neill 
(Porsche Carrera); 4, Dessie 
McCartney/Terry Harryman 
(Porsche Carrera); 5, Cahal 
Curley/Drexel Gillespie (Porsche 
Carrera); 6, David Lindsay/ 
David Sandford (RS1800); 7, 
Sean Campbell/ Yvonne Camp- 
bell (Porsche Carrera); 8, Derek 
Boyd/Rodney Cole (Porsche 
Carrera); 9, George Hill/Phil 


never used before (allegedly slower, 
narrower and much more tortuous) 
should provide some very interesting 
results. 

The first car leaves the start at the 
Ballyraine Hotel at 3pm on Friday 
afternoon for the first section of ten 
stages. All these stages, which total 
over 80 competitive miles, take place 
on the Fanad Peninsula and the cars are 
due back at the Letterkenny HQ at the 
Ballyraine Hotel from about 8pm. 

On Saturday the drivers will have a 
full day’s rallying from 9am to 6.30pm. 
They will be doing another 17 stages 
with most of them situated adjacent to 
the main road from Carrigart to Binlack 
just south of Bloody Foreland. 

Sunday will be the main day for 
tackling new ground with 12 stages 
being run within a six mile radius of the 
village of Convoy. The action starts at 
1pm and the first car is due back at the 
finish from 5pm. This last afternoon run 
will also give competitors who have 
retired on the two previous days an- 
other chance at competing. If they can 
get their cars in going order and re- 
scrutineered, they can then compete on 
this last stretch. 

Donegal will be very much of an 
unknown quantity this year. In the past 
its reputation has been second to none 
and living up to such a high standard 
will clearly be a hard task. With the 
energies of Derek McMahon and Co 
plus the generosity of organisations 
such as the Eire Tourist Board, there is 
no lack of enthusiasm among members 
of the club. Socially, the event prom- 
ises to be another huge success, and 
should Roger’s recently reshelled car 
falter, or the ’Flag Stratos fail, then 
there will certainly be a chance for 
messrs Nelson and McCartney. Allan 
Wilkinson, Ford’s development engi- 
neer at Boreham, will be on hand in 
Donegal to oversee some tarmac ex- 
periments; and George Hill, whose 
engine lost compression on the Scottish 
(thought to be as a result of inlet valve 
malfunction), has now had it rebuilt by 
DTV. George will be back with old 
friend Phil Short for this one event. 


Short (Vauxhall Chevette); 10, 
David Agnew/Robert Harkness 
(BMW 2002); 11, Geoff Crab- 
tree/Brian Evans (Porsche Car- 
rera); 12, Noel Smith/Ian 
Turkington (Porsche Carrera); 
13,—; 14, John McClean/Don- 
ald Grieve (Porsche Carrera); 
15, Pat Barrett/Horace Saville 
(RS1800); 16, Dessie Nutt/John 
White (Vauxhall Magnum); 17, 
Mike Rawson/— (Opel Kadett 
GT/E); 18, Bertie Fisher/Trevor 
Hughes (RS2000); 19,—; 20, Pe- 
ter Thompson/— (RS1800). 


@ Stuart Parker telephoned us from 
Scotland on Monday to ask if we would 
emphasise to would-be G4 entrants that 
under non-ECR FIA _ international 
championship regulations, Escorts etc 
which are normally entered in G4 (as 
part of the two year stay of execution 
on previously existing G2 cars) can only 
be entered in either G2 or G5 on the 
Burmah. Group Five regulations in- 
volve the use of specialised seat belts 
etc which apparently many competitors 
may not have fully realised—it’s an 
expensive group in some ways. Thus, 


cars entered in G4 on eg: the Scottish, 
must be entered in G5 for the Burmah. 
Stuart would also like to point out that 
the normal RDS system of instant in- 
surance will also not apply in the case of 
the Burmah, and entrants will thus have 
to pay direct to insurance companies 
and not via the organisers. 

@ We gather that following a deal 
believed to have involved Stuart Pegg 
in South Africa, Jill Robinson, who so 
nearly drove a Peugeot in the Total 
rally last year, will definitely be com- 
peting this year in a Colt. 
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Splendid Donington 


As a long-standing racing enthusiast with an 
historical bent I decided that the first meeting at 
Donington Park since the ‘‘great days of the 
30s”, was an occasion I must not miss so I took 
a tent and camped overnight on the Friday. 

I thought you might like, first impressions 
before they fade. 

First then, what a splendid circuit it is; I say 
this having not seen the Niirburgring, Monaco 
etc., but having seen many British circuits. I 
will qualify ‘‘splendid”’, as follows, It is scenic, 
beautiful countryside; very pretty at 8pm on a 
hot summer evening, as well. It has plenty of 
bends, interesting bends, and good views of 
most of the bends! Rustic charm only marred by 
the occasional jet airliner just clearing the roof 
of the pits! 

Is it safe? I am not a member of the safety at 
all costs brigade; but I, and a dozen other 
spectators, were shaken, not to say showered 
with stones and sand, when a 1300 Clubmans 
car piled into the concrete wall at Red Gate 
corner. ? 

Several people observed that the sand to slow 
cars was a good idea, but the sand belt should 
be wider; at that corner anyway. It was quite 
scary! 

One other thing bothered me; at the end of 
the Paddock, away from the pits area, it was 
possible to sit on the concrete barrier itself. The 
barrier being only 2-3ft high at this point. 

This made a great place to spectate; however 
if a car were to hit the barrier at this point I 
think the consequences could be nasty. 

The portable loos at the old hairpin got into 
an appalling state, ugh! A proper loo there 
soon, please. 

The PA system broke down during the 
Frazer-Nash handicap, leaving us all at sea; 
those responsible should be sent to a chain 
gang! 

The racing was as racing usually is; some 
good racing, some processions, some hairy 
moments. 

I thought the Frazer-Nashes looked in a most 
appropriate setting and the GT40s sweeping 
through the downhill section were a fine 
spectacle. 

A note for those camping overnight: ear 
plugs are recommended against the 2.30am 
Jumbo take-off; or is it a secret test area for 
Concorde? Whatever it is, it appears to be a 
nightly occurrence! Tents do not have double 
glazing; I now understand why people living 
near airports are so upset. 

I could say more, but to sum up seriously, I 
think Donington is a good circuit now; with a 
bit of finishing off it can be a great circuit. 
Brands and Silverstone had better watch out. 
The British GP at Donington? Definitely, I 
would say. 

Thanks to Tom Wheatcroft for his persever- 
ance; and for autographing my programme! 
HARROW, MIDDX P. SABEN 


Football coverage 


As a fan of both motor racing and football, the 
constant argument over the televising of motor 
racing is something in which I express great 
curiosity. As we all know, the BBC objects to 
televising our sport because they claim that the 
advertisements are at the centre of the action. 
This being the case, I should like to quote 
Gerry Francis of QPR and England from a 
weekly football magazine. Gerry was comment- 
ing on a forthcoming meeting of the FA, in 
which the question of sponsorship, involving 
advertisements on players shirts, was to be 
debated. Gerry said: “‘Television could object 
to giving free advertising, but they do this 
already with the hoardings around the pitch. If 
they really want to televise soccer—which 
invariably pulls in a massive audience—they’ll 
have to go along with the club’s best needs”’. 
The key word here is “‘really’’. We all agree that 


motor racing could pull in massive audiences if | 
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it got the air time—as much as I dislike Hunt he 
has brought the British public’s attention to our 
sport—so we can only imagine that, if sponsor- 
ship comes to football and they still get TV 
time, the Beeb “‘really’’ doesn’t want to televise 
motor racing. Perhaps the sight of cars scream- 
ing around circuits at 170 plus is too much for 
their nervous systems to stand. Apart from 
that, here we have an England captain saying 
that TV soccer coverage does currently give 
free advertising, in spite of the Beeb’s insis- 
tence that it isn’t noticeable. Perhaps we could 
enlist Gerry’s help in getting the Beeb to go 
along with the F1 teams’ “‘best needs’’. 
Dropping this maddening subject for the time 
being, I should just like to put in a word of 
support for the greatest F1 driver of our time— 
Emerson Fittipaldi. Since he left McLaren, 
Emerson has had very little publicity and lost a 
great deal of fans, so how about an interview 
with the twice World Champ, twice runner-up? 
STOKE-ON-TRENT ALAN BAILEY 


Future problems 


Although your correspondence column normal- 
ly deals with current matters in motor sport two 
future problems have crossed my mind over the 
winter months, and I wondered what you and 
the readers have to say on the subjects. 

After visiting Le Mans for the first time last 
year I was very disappointed in the limited 
commentary spoken in English which generally 
lasted for five minutes every hour—yet at the 
British GP last year Jean-Charles Laurent, the 
French commentator was keeping his country- 
men fully up to date. It seems unfair that there 
was a large representation of English speaking 
people at the Sarthe this year who were again 
disappointed by not being kept fully up to date 
with the progress of the race. 

The other thought was about the incredible 
XJ12 Jaguar fire tender located at Silverstone— 
wouldn’t it be possible to loan (or hire) this 
machine to any other circuit in this country 
holding a race meeting involving Grand Prix 
cars. OK, some readers may say it’s a ridiculous 
idea—but think about how many F1 races 
(Grands Prix in particular) have we seen 
accidents on the first lap. Take last year, for 
instance, at the British GP at Brands when 
Hunt, Laffite and Regga had their little shunt— 
it might have been worse and if it had those 
precious seconds gained by having the Jag 
around might have saved one or more lives than 
otherwise might have been lost. 

RUNCORN, CHESHIRE L. S. MILLWARD 


Formula 3 


For many years, drivers have graduated 
through the ranks to Formula 3 but, instead of 
it being a training ground for F2 or F1, it is in 
many cases a halting ground through lack of 
money. Without funds, few people can afford 
to race properly to score championship points 
and win money. This is where the problem lies. 

I have worked out a scheme which I think 
would help people become more competitive. 
The scheme is principally based on the BP F3 
championship. I would propose that people 
who have not reached a certain target of 
championship points and qualify in a good time 
should get bonus money, even if they do not 
manage to make or complete the race. 

Competitors would only qualify for this 
money if, after three rounds, say, they had 
scored no more than one championship point 
and after 6 rounds, no more than two points. 

So, after 15 rounds on October 30 at Thrux- 
ton, all those who have scored less than five 
points and qualify under a time of 1m 19s would 
win a certain amount of money, regardless of 
how well they did in the race. 


the editor is not bound to agree with readers’ opinic 


I am sure there are arguments for and against 


this idea but, in my view, this would be the best 

way of creating more competitive racing. 

SWINDON, WILTS CHARLIE WALLIS 
(aged 14) 


irresponsible dela 


It is painfully clear that any further delay i 
implementing a more substantial and compr: 
hensive form of roll-over protection in Formu. 
1 and all lesser formulae is irresponsible. Unle: 
the regulations covering this area of driv 
safety are improved, tragic losses of drivers- 
great or otherwise—are inevitable. Everyone : 
motor sport is aware of this. 

The issue remains what form should t 
adopted for roll-over and head protection | 
single-seaters? As noted in a recent Pit 
Paddock, there is a serious disadvantage to tl 
full roll-cage when applied to the single-seate 
driver rescue/escape is significantly hindered t 
the cage. Indeed, if a tube of the structu: 
should collapse over the confined cockpit of « 
F1 car, the driver would be easily trappe: 
Given the present difficulty of getting out of : 
F1 car under favourable conditions, rapid e 
cape from a burning car would hardly | 
enhanced by a full roll-cage. Recall the despe 
ate courageous efforts to extract Niki Lauda. 

True, full roll-cages in NASCAR stocke 
and USAC sprint cars have made a positi’ 
contribution to driver safety in those areas 
racing. It must be cautioned, however, that t] 
NASCAR stocker has a large cockpit wi 
ample room to accommodate a substantial ca; 
without hindering escape. Similarly, ina USA 
sprinter the driver still sits upright and the Ic 
cockpit sides allow relatively easy entry/exit. 

How is this dilemma of head protection v fi 
rescue/escape to be addressed in F1? For man 
many years, American fuel dragsters ha 
successfully incorporated ‘‘cocoon”’ roll-cag 
for driver protection. This type of tubular ca 
provides a simple, effective pocket for t 
driver’s head and upper body to sit back int 
The head is protected from the top, sides, a1 
back while entry/exit is similar to that of prese 
formula cars. The only disadvantage is a sm 
decrease in side-to-side visibility. It works. T. 
basic nature of a dragster cockpit is like that 
a formula car—narrow, confined, with drive 
head exposed. The dangers in drag raci 
parallel the dangers in F1; nitro-burning dre 
sters readily explode into flame and when th 
get sideways at 200mph plus, they have 
remarkable propensity to flip due to the narr¢ 
track of the chassis. Yet the safety record 
drag racing is very good. 

The F1CA should seriously consider ado) 
ing a similar type of cage for F1. Fire esca 
would not be hindered and when Vittorio gc 
over the top to pass, the overtaken driver wou 
be spared from sampling the latest compou 
from Goodyear with his head. 

Whatever type of roll-over structure, t 
rules must not allow enveloping the drive 
head in body work! It is bad enough not to s 
the driver’s hands at work. The spectator woi 
like to see who is driving the thing! K 
Tyrrell’s picture windows on the cockpit sic 
were appreciated. 

New regulations for roll-over protection ‘ 
overdue. Improve the safety of the cars a 
save the great circuits for racing—the ’Rii 
Spa, Clermont Ferrand. ... 


MASSACHUSETTS, USA CHRISTOS Col 


Then as now? 


In 1952 on the fourth annual Circuit c 
Munster Trial only some of the competitor 
had to complete every section of the 50( 
mile course in the South and South-West c 
Ireland as our report (Autosport June 13 
indicates: The course was tough in place: 
including as it did the Priests Leap and th 
Gap of Dunloe but was thoroughly suitabl 
for all types of sports and touring cars, whil: 
concession was made for saloons as they by 
passed the tougher parts of the course. . . 
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PETE LYONS 


AUTOSPORT’s Grand Prix reporter 
for four years, Pete Lyons was a 
very popular representative of the 
magazine and set new standards in 
GP reporting. At the end of last 
season he suddenly announced his 
decision to quit. We asked him to 
explain why. 

Monte Carlo was much in my thoughts the other 
week. There was always a certain vivid quiet about 
the mornings there, camping on the Quai with the 


transporter-circus. The clear harbour waters would 
sparkle white under the serried yachts, and the clean 


Mediterranean sun would gild the great amphitheatre | 


of hotels and gardens and palaces overhead. I used to 
like to wander along, sipping my second morning 
coffee and watching the lads prepare the cars, savour- 
ing the anticipation of the first burst of racing noise 
shattering the tranquillity. 

Funny, the six months since I gave it all up have 
gone even faster than had I stayed racing. There isa 
piquant variety about motor sport that, while it 


doesn’t slow time, it packs so much into time that you | 


feel you’ve had more of it. I’m missing that; I’ve often 
wondered if I was mad to quit. There is a certain 
sameness about my present days. But I’m cherishing 
that about them. 

It comes time for a change. You can’t go on 
hobnobbing with Greatness forever, not while you 


live essentially as an outsider, not while other sides of 
your life go neglected. If you want to know the truth I 
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was getting a little bored with motor racing, with the 
endless piquant variety, with the incessant travel and 
rootlessness, and with the Sunday nights that seemed 
to grow longer every year. The politics were getting 
me down, and the tomes of new regulations were, in 
my view, robbing the cars of their excitement. Too, 
while motor sport (in all its wild variety) is the most 
thrilling of sports to me, it is also the most frustrating, 
and after ten years one grows tired of asking the 
perennial question, ‘What broke?” 

After ten years of racing, there’s a lot to be said for 
unshattered tranquillity. 

I went to Long Beach to see just how mad I was. 
What a great weekend it was—I couldn’t have asked 
for a better Fl race. Three proven, seasoned drivers 
going at it the whole way and my man winning in the 
end. I was joking with friends afterwards that I was 
glad I'd dropped out, I'd have had to endure a couple 
or three dull, boring seasons before seeing another 
race as good! 

Seriously, there was a wistfulness about going 
along the Long Beach pit road (or pit street). Once or 
twice I actually caught myself bending over a cockpit 
to take the chassis number, before realising I didn’t 
have to do that any more. . . . Saturday evening all 
my old friends knew all about why X was fast and Y 
wasn’t and Z never would be, but I’d spent my day 
wandering around, not “beavering’’, and I couldn’t 
join the discussions. Sunday evening I did investigate 
certain factors of the race that interested me, but not 
in depth, and I neglected many lesser factors, so that I 
felt uneasy watching Jeff and Mike and Peter and 
Alan buckling down to work; had anyone asked me to 
I couldn’t have given a coherent account of the race. I 
felt out of it. 

On the other hand, I was able to attend Spanky’s 
paddock party! I had been free all day to wander to 
the more interesting corners, ignoring my usual 
position keeping tabs on pitstops. There was time to 
take the long way round obstacles, rather than battle 
through obstreperous marshals. I’d been able to stroll 
about the spectator areas, taking a reading on what 
their race-watching lot is these days (it’s not especial- 
ly good). It was a special treat to chat with certain of 
the really fine people in the F1 world at leisure, often 
about outside interests, without the nagging feeling 
that I was “wasting beavering time.” 

I got quite a lot of sleep Sunday night, too. 

At one point I was walking along at the end of a 
practice session and a fellow, I'll call him The 
Enthusiast, walking the other way hailed me. An 
AUTOsPORT reader obviously, English by his accent, 
he wondered why I’d stopped writing. I answered, 
lamely, that I supposed I'd gotten a little fed up with 
the thing lately. Was it the racing that had changed, 
he wondered, or me? Well, I’d devoted a lot of 
wondering to that myself, and I wasn’t sure. Well he, 
he informed me, he thought that F1 racing was simply 
fabulous, the most exciting phenomenon he could 
imagine, and he was trying to get out to all the GPs 
this year. 

More power to his thumb! I used to be as keen as 
that, in fact when I first went to Europe in 1961 I 
learned I was ‘‘mad keen’”’—does anybody use that 
particular bit of British slang any more? I breathed 
motor racing in those days. I travelled by thumb and 
by train, by push-bike and by motor-bike, for three 
racing seasons all around the Continent. I slept in 


barns and in bushes, because I calculated that if I 
stayed in hotels I’d have to stop sooner. I met Jack 
Brabham in Belgium, and I met Phil Hill in Sicily, 
and I first saw Denis Jenkinson in Holland, I think it 
was. I didn’t speak to him then, I was shy. Jenks was 
my hero. 

Jenks had the life! His Mille Miglia rides with 
Stirling Moss were still vivid in the memory then 
(truth to tell, they’ll always be vivid in the memory) 
and he had a way of writing about motor racing then 
that would make my breath come faster. Here was a 
man in love with something, and his love made it live 
for other people. 

I never set out to be a motoring journalist myself, 
and several years went by before I sort of fell into it. 
But once in, certain lucky breaks teamed up and one 
day I looked up and there was Jenkinson and we were 
colleagues. And you know, I was right, it was the life! 

Winter in Brazil; Spring in South Africa; Summer 
on the skirts of the Alps; Autumn amidst the flaming 
foliage of my own country, the USA. I got to ride in 
racing cars and drive them sometimes, and it was my 
job (can you believe it?) to get into the pits at 
Monaco, and I was required to talk to World 
Champions. I found myself a guest at Emerson’s 
beach at Guarujé and at Jackie’s pool above Lac 
Leman (beautiful women everywhere, both places) 
and some of the most wonderful hours of my career 
were spent at dinner with the brilliant motor racing 
people. That’s something I'll never get used to being 
without, the bright, optimistic minds of motor racing. 

Oh, and I went on rallies, fabulous fun, and 
motorcycling was always close by, and once I got into 
flying I was enabled to haunt Biggin Hill for an entire 
summer and try aerobatics in a Chipmunk and toward 
the end of that golden summer I was allowed to fly a 
Gulfstream-II jet for five minutes, from the left seat, 
and the autopilot was off too! Oh! Wow. 

Then, every ten days I stood at the roadside of 
some legendary circuit or other and watched a dozen 
or so legendary drivers do things with racing cars that 
went down as the stuff of legends. Yes, it was a good 
life. 

Too good to last. I guess that you can get too 
deeply into something, and from the inside you see 
the seams. I thought the political disputes last year 
were a disgrace, but I also thought they were inevit- 
able, because as the racing itself became ever more 
rule-bound and impure one had to vent one’s com- 
petitive instincts in another way; politics rushed in to 
fill a vacuum in the racing, I reckon. 

You see, I was raised in an environment and a time 
when the racing car was something just over the edge 
of belief. It was an awesome device that made you 
step back when it bellowed. The designers and the 
drivers were daring each other to push into the 
unknown. It’s not like that any more; the designers 
are trying to pull something workable out of the maze 
of restrictions, and the drivers are all pushing-and- 
shoving each other with what amounts to the same 
cudgel. Entertaining in its way, but. . . . 

They’re not going to the Niiburgring this year, and 
that really rankles. Year by year I was robbed of the 
Targa Florio and Spa, I was robbed of Woodcote and 
St Devote and the blood-curdling uphill Esses at 
Watkins Glen; well, dammit, I’m kind of glad I won’t 
be around to feel the loss of the "Ring. Call me a 
reactionary, a curmudgeon, an aging enthusiast fall- 
ing behind the times. It’s probably true. But I’m 
angry about the Nirburgring. 

All of that was getting between my love and my 
typewriter, and I commenced to look critically at my 
writing last year and found that the quality was going 
down. When you realise you aren’t producing some- 
thing worthwhile any longer, it’s time to turn your 
hand somewhere else. 

I do hope your motor racing goes well. I did enjoy 
Long Beach as a sort of privileged spectator, enjoyed 
it well enough to go again next year. Might even 
make it to The Glen, too. Perhaps in time, by staying 
removed from it, I might grow to think racing’s as 
great a sport as I did before I got so deeply involved. 
I'd quite like to run into my Enthusiast again in a year 
or two, and interview him about his mad-keenness 
after having gone to every GP. Maybe he'll reinfect 
me! I admit, I do miss camping on the Quai at Monte 
Carlo. : 

Meanwhile, I’m looking into certain other sides of 
life that got neglected over the past ten years. I’m 
living in a small town and attending classes at a small 


school in the very big American Southwest. I’ve got 


mountains on all sides and a collection of guns and 


| half an airplane down at the airport—maybe the 


Editor will let me do a Christmas Air-Test of it—and 
living in poverty has been good for my waistline; I’ve 
got one now. 

But mainly I’m living in one place. Bara couple of 
unfortunate lapses, nearly every night of the past six 
months has found me sleeping in the same bed! After 
ten years a nomad, that’s a delight. = 


27 


l 


sd 


’—lefector 


SPE ZIA\. KAROGGEREBAY ESSEN 


Urban Schoppe. 


Fe al 


The winning BMW of Facetti and Finotto leads the fourth placed 2002 of Mirer and Buschor through the streets. 


A familiar story 


Jaguars start on the front row but Facetti and Finotto win again—Fitzpatrick/Schenken bring one Jaguar home 
sixteenth—Bell/Rouse retire with broken gearbox—Walkinshaw/Quester retire when leading— 
Report and photography: BOB CONSTANDUROS. 


Victory in the fifth round of the European 
Touring Car championship at Brno, Czechoslo- 
vakia a week last Sunday, went to Carlo Facetti 
and Martino Finotto, driving the 1976 Luigi 
BMW of Finotto. They were the fastest survi- 
vors of the race. First of all, the two Leyland 
Jaguars led the race, but both had lengthy pit 
stops. Then Dieter Quester and Tom Walkin- 
shaw led but the BMW’s flywheel broke after 
two hours, and then Facetti and Finotto inherit- 
ed the lead to the end of the race. Their victory 
makes the incredible 53-year-old Facetti the 
most successful driver of the series, for with 
Finotto he has won at Monza, Enna and Brno, 

Second was the 1977 Luigi BMW of Jean 
Xhenceval/Pierre Dieudonne, which was delayed 
with broken suspension when in a position to 
challenge for the lead, but ultimately finished 
four laps back. 

What of the Leyland Jaguars? They gained 
pole position yet again and the other XJ12C was 
alongside after practice. John Fitzpatrick led the 
first seven laps, but joined teammate Derek Bell 
in the pits with an exploded tyre which meant a 
rebuild of the rear end. Bell was in the pits with 
a split oil pipe. After an hour, both cars 
rejoined, but Bell went out later with a broken 
gearbox as Fitzpatrick and Tim Schenken 
charged onwards. But towards the end, the car 
smoked ominously, the rise and fall of the engine 
note indicating oil on the clutch. But Fitz still got 
the car home, finally finishing sixteenth, the first 
Leyland finish and indicating some hope for the 
future. 
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ENTRY & PRACTICE 


perm iad aba ie AE Eh be St 
The ninth Grand Prix Brno was the fifth round of the 


European Touring Car Championship. The circuit 
consists of closed public roads, going through vil- 
lages, a fast sweep through the countryside, another 
through a village, a slightly slower section through the 
woods and then a very fast downhill straight. It’s lined 
with Armco throughout—which is very close to the 
track. The circuit itself rather narrow in places. In 
years past, the actual track has become rather bumpy, 
but after last year’s event, it has been ironed out 
somewhat. But in others, the old track remains 
bumpy, so that for some teams, finding the right 
suspension settings proved very difficult. “It’s a 
compromise, this circuit, when you’re setting up a 
car. It has to be for both the bumps and the smooth 
track,” said Ralph Broad. 

This race, of course, heralded the return of the 
Leyland team after missing Mugello and Enna. With 
their return came the Alpina BMW team with their 
3.2 BMW CSEs, and of course, Luigi Cimarosti 
brought along his two UFO Jeans-sponsored models, 
and Martino Finotto brought his ex-Luigi car. There 
should have been a brace of Camaros in the top class 
too, one for Reine Wisell who went so well at the 
eight-mile circuit last year, but that car didn’t appear, 
and the other Camaro’s only appearance was in the 
paddock. 

The rest of the entry was as expected. There was a 
host of BMW 2002s, just one 320i from the Eggen- 
berger team (after their second car was written off at 
Enna) and a couple of Alfa Romeo GTVs. Amerigo 
Bigliazzi didn’t bring his Autovama Alfetta as expect- 
ed, due to lack of money, and the ex-McMahon 
Escort (now owned by Ron Kluit), failed to come 
down from Holland. The 1600cc class was as competi- 
tive as ever, with the works Audi 80GT up against 
lots of Sciroccos, while the main Czechoslovakian 


G2 EUROPEAN CHAMPIONSHIP 5 


BRNO 


involvement came in the up to 1300cc class with two 
works Skodas and other hard triers. 

Practice was a long and drawn out affair. There was 
more than double the race distance available, over 
seven hours on Friday and Saturday, but for some 
teams, there was still not enough time to do every- 
thing. The Czechs were as helpful as they could be, 
and some drivers were very appreciative of the flag 
signalling throughout the circuit, although others 
were less so. 

The weather mostly remained dry, but like Spa, it’s 
the sort of circuit where it can be beautiful in one 
part, and raining in another. During practice the rain 
at times was more constant but when it stopped, the 
track would soon dry. 

After all this practice, it was a pleasure to see both 
the Leyland Jaguars on the front row. With their new 
forged driveshafts holding up well, the cars roared 
through the villages and woods of the circuit, and 
there were few problems to deal with, just little things 
like a blocked injector. The gearbox had to be 
changed on the car shared by John Fitzpatrick and 
Tim Schenken, and on both cars, they had to put ina 
longer differential because of the speed of the circuit. 
With their 3.7 diff, at 7,600rpm they were pulling 
nearly 170mph down the straight! 

Pole position went to Derek Bell and Andy Rouse 
in a time of 3m 34.69s, a speed of 183kph. That 
compares well with the time of 3m 41s set last year by 
the pole-winning Camaro of Stuart Graham and 
Reine Wisell, but was still 3s off the lap record of 
Dieter Quester in the older Group Two BMW 3.0 
CSL. Beside them, happily, sat the Fitzpatrick/Tim 
Schenken car having set a time of 3m 35.07s. It was a 
powerful demonstration, but unlike Salzburg Ring 
where the cars were also quickest, there wasn’t the 
same exuberance—everyone realised that a three and 
a half hour race is tough, and that they certainly 
hadn’t finished yet. Ralph Broad worked out that the 
car would only have to make two fuel stops which was 
good news, because that’s the same as the BMWs, but 
he wasn’t saying anything to anyone on the subject. 
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BMWs not unnaturally filled the next two rows 
behind the Jaguars. The quickest was the Alpina 3.0 
CSL of Dieter Quester/Tom Walkinshaw, returning 
to the fray after Enna. They were little troubled 
during pactice, although the car didn’t feel too happy 
on the bumps of the circuit. The time was 3m 39.38s, 
set by lap record holder Quester. Beside them was 
the 1976 Luigi BMW of Martino Finotto/Carlo Fa- 
cetti, this car having finished first so far this year at 
Enna and Monza, Facetti charging along, setting 3m 
41.98s. Their only problem was a down-on-power 
engine which had to be changed. 

The next row was a Luigi BMW double with the 
cars of Jean Xhenceval/Pierre Dieudonne and Claude 
de Wael/Eddy Joossen/Umberto Grano practising 
within one hundredth of each other on 3m 41.97s and 
3m 41.98s. The two cars were set up identically for 
the circuit, Luigi having won at Brno last year, but 
the number one car was fractionally too hard and 
needed readjusting. Joossen and De Wael had a new 
engine which saw them fractionally quicker. 

Continuing 1n pairs, next up were the two VW 
Sciroccos of Willi Bergmeister/Helmut Henzler and 
Anton Stocker/Jorg Sigrist. The first pair, in their 
Jagermeister-sponsored machine, were the quicker 
on 4m 1.28s once they had a longer final drive, but 
the Swiss pair had no problems for their 4m 4.19s. 

Two BMWs were next up on the fifth row, the 
Eggenberger 320i of Jurgen Reinke (co-driven by 
fellow German journalist Rainer Braun) being the 
quicker. They had a bit of a panic when Reinke spun 
on the oil of a blown up Skoda and his subsequent 
contact with the Armco necessitated a lengthy re- 
build. The 2002 Tii of Peter Kuhlmann and former 
Eggenberger driver Peter Ochs was beside them, two- 
hundredths slower on 4m 7.03s. Two more 2002s, 
those of Kurt Mirer/Armin Buschor and the fellow 
Swiss pair of Pallevicini and Caprez filled row six. 

Fastest of the 2001 to 3000cc class were David 
Palmer and John Markey in the Smith Kendon Travel 
Sweets Mazda RX5, despite losing a fifth gear and 
again having problems with wheels, as at Mugello. 
They shared the seventh row with the works Audi 80 
GTE of Freddy Kottulinsky/Hans Nowak, which was 
mourning the lack of gears and subsequent lack of 
speed in comparison with the Sciroccos. 

Farther back, the Alfasud Sprints were again the 
quickest in the 1300cc class, but the works Skodas 
were not far behind. Right at the back, due to lack of 
testing, was the brand new Mazda RX2, recently 
built-up by Tom Hunt which he was to drive with 
Wendy Markey. At least the two Mazdas would start. 

In the morning warm-up, Fitzpatrick had what he 
described as a “‘first’’ when a tyre went down and he 
hit the Armco on his first lap, but it wasn’t bad and 
was easily repaired. 


RACE 


Although it wasn’t sunny, race day was certainly 
warm, and the cars were soon lined up in front of the 
100,000 crowd which thronged the circuit. At the 
rolling start, Fitzpatrick pulled away hard but Quest- 
er nipped in front of Bell as they went around the first 
lap. Bell soon took Quester and after the first lap it 
was Fitz, Bell, Quester, Facetti and then the two 
Luigi BMWs, with Xhenceval leading De Wael. 

But a lap later, there was no Bell. An oil pipe to the 
top of the engine had split and it needed replacing, so 
he was in the pits. The first five cars were evenly 
spaced but behind there was a real tussle with the 
Sciroccos of Stocker and Bergmeister, then the 320i 
and the 2002s before Kottulinsky’s Audi. 

Fitzpatrick was charging ahead when, on his sev- 
enth lap, a tyre exploded on a fast part of the circuit, 
and by a miracle, Fitz kept it on the road. He 
staggered back to the pits to join Bell, whose car was 
still being worked on, but the damage to the Jaguar 
was considerable. The rear wing had been virtually 
blown away and the suspension and driveshaft need- 
ed changing. It took until the one hour mark before 
the cars came out of the pits, virtually together. 

Quester, meanwhile, was leading the field. Facetti 
was hanging on well but the two Luigi cars were a 
little farther back, and shortly after, De Wael stopped 
with ignition problems. Behind the leading bunch, 
the two Sciroccos were lapping almost in one an- 
other’s boot in a tremendous battle. Farther back, the 
two works Skodas were also leading the class much to 
the delight of the crowd, although they gave due 
regard to the following pair of Alfasud Sprints. Even 
though one of them had been delayed in a first lap 
accident, they were running together. John Markey 
had been leading his class after a good battle with a 
BMW 3.0 CSL, but before the hour mark, the car 
stuttered down the hill and the engine died. Markey 
ran back, thinking it was a plug problem, which it 
was, but it wasn’t curable. The electrode had fallen 
off, probably when he overevwved the engine. 

At the hour mark, Quester was being slowly caught 
by Facetti, the gap was narrowing from 30s. At the 
same time, the two Jaguars came out of the pits, 
virtually together, although Fitz was soon back in the 
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Above: The John Fitzpatrick Jaguar bears down on the 1300cc class winning Skoda. 


Below: Clearly seen on the Tim Schenken Jaguar is the damage caused by the tyre blow out. 


pits to ensure that the repairs were successful. The 
two Sciroccos were still running together in fine style, 
but they were a lap down on the leaders, the three 
BMWs being the only cars on the same lap. The 
BMW 320i was shadowing the Sciroccos from a 
distance while the works Audi was having a fine time 
with the two Swiss 2002 Tiis. There was really a lot 
going on and it held the crowds interest. 

The crowd was pleased to see the Jaguars out 
again, and they were roaring round as though nothing 
had happened, although Schenken, in the damaged 
car, was stopping occasionally to check the damage. 
Even so, he was very quick, and easily hauled in 
Walkinshaw who took over the Alpina car. Walkin- 
shaw was much happier with the car on race settings, 
but was maintaining his lead, Finotto had taken over 
his car, but was still keeping ahead of the Luigi car. 
And once the Sciroccos had pitted, the battle rather 
broke up, which was a shame. Kurt Mirer’s BMW 
2002 was next, but the 320i was delayed with the 
transmission trouble which has often afflicted it, this 
time the clutch was slipping. 


By this time, Bell was again experiencing difficulty: 


with his Jaguar, this time with the gearbox, and 
finally he retired it with the gears stripped, thus 
ending his longest run. After two hours, Walkinshaw 
brought the leading BMW into the pits very slowly, 
unable to get gears and with a strange noise from the 
engine. The crank was broken, and that was obvious- 
ly that. His run was over. 

Going up to the third hour then, it was Finotto 
leading with Dieudonne not far behind, although not 
in touch. The two cars were steadily drawing away 
from the Sciroccos, lap by lap, and coming up to the 
third hour, the BMWs had two laps over the little 
1600cc flyers. 

Fitzpatrick had been flying around setting some 
really quick times which approached the lap record, 
(but which were unconfirmed), and Schenken had 
been quick during his stint, too. But before the third 
hour, the Jaguar started smoking, just a little at first. 
In fact, there was a lot going on in the pits, for apart 
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from its transmission bothers, the Heyco 320i of 
Reinke and Braun also had a leaking fuel tank. The 
Audi had lost second gear and then Dieudonne came 
into the pits with the suspension bothers. They jacked 
up the car, and Dieudonne was replaced by Xhence- 
val, while mechanics diagnosed a broken link mount- 
ing which meant that the wheel was running at an 
angle. Fitz also pitted to see where the smoke was 
coming from, but being unable to find out he went 
again. 

The Scirocco battle came to a sad end during the 
final half hour when the Jagermeister car pitted with 
gear selection bothers, and after a quick stop, went 
out again, but only for a lap. When it returned, 
Henzler set off back into the race, but only drove a 
few hundred metres before the gearbox packed up 
altogether, thus handing third place overall to the 
Stocker/Siegrist pair. 

Towards the finish, it was obvious that Fitzpatrick’s 
clutch was slipping. Fitz pitted right at the end, but he 
made it round to the finish. While Facetti came home 
to his victory, Xhenceval was a lot more careful with 
his strange handing car, and dropped a lot of laps 
finally to come home three down on the leader, but 
Still intact. They were nearly caught by the Swiss 
Scirocco which was just a couple of minutes behind, 
and Mirer/Buschor were also just ahead of the works 
Audi 80GTE, before the misfiring Alfa Romeo of 
Fornera and Franz. It had been an action-packed and 
sometimes close race, and a successful one for the 
Czechs who saw their Skodas win the class. 


Grand Prix Brno 
European Touring Car Champlonship, round 5 
Brno, Czechoslovakia, June 5 
3 hours 

1, Carlo Facetti/Martino Finotto (3.2 BMW 3.0 CSL), 3h 32m 51.42s, 56 laps; 
2, Jean Xhenceval/Pierre Dieudonne (3.2 BMW 3.0 CSL), 52 laps; 
3, Anton Stocker/Jong Siegrist (1.6 VW Scirocco), 52 laps; 
4, Kurt Mirer/Armin Buschor (2.0 BMW 2002 Tii), 50 laps; 
5, Hans Nowak/Freddy Kottulinsky (1.6 Audi 80 GTE), 50 laps; 
6, Tarcisco Fornera/Rudi Franz (2.0 Alfa Romeo 2000GTV), 49 laps; 

7, Jurgen Reinke/Rainer Braun (2.0 BMW 320i), 49 laps; 8, Drago Regvart/Dag- 
mar Suster (1.6 VW Scirocco), 49 laps; 9, Heribert Werginz/Roman Loibenegger (3.0 
BMW CS), 48 laps; 10, Harald Neger/Gerd Huber (3.0 BMW CSi), 48 laps. 
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Chris Cramer drove the Griinhalle March hard and well, but could not catch the flying Martyn Griffiths. 


SHELSLEY WALSH 


Griffiths takes over 


Martyn Griffiths took his fourth victory of 
the year in the RAC Hillclimb Champion- 
ship last Sunday when he won the most 
coveted of all hillclimbing trophies, the 
Shelsley Walsh BTD Plaque. Driving the 
2.2 litre Severn Advertising March 74P, 
Griffiths was again in a class of his own, his 
time of 28.71s giving him a full half second 
advantage over the Grunhalle Lager March 
76A of Chris Cramer, with the hill record- 
holder, Alister Douglas-Osborn a slightly 
distant third in the Pilbeam R22. Having 
taken .a ‘hat-trick’ of victories at 
Harewood, Barbon and now Shelsley to go 
with the initial Loton win, Griffiths has 
now taken a clear two point lead at the head 
of the championship table from ADO, with 
David Franklin dropping back in third 
place though still maintaining a clear lead 
over Malcolm Dungworth in fourth. 


The strength of any organisation is shown by its 
ability to deal with all situations as they present 
themselves and the Midland Automobile Club came 
through last weekend with flying colours after one of 
the wettest practice days for many years. The 
problems started with a complete failure of all track 
communications on the Friday night caused by 
incessant rain, though hours of dedicated work by 
club officials throughout the night and early morning 
saw everything restored to more or less normal in 
time for practice to start on schedule. With still more 
heavy rain to cope with, the final problem was solved 
by completely re-laying the finish paddock with 
hardcore between the end of practice and the start of 
the meeting, with local contractors working through- 
out the night to finish the work! With Sunday 
dawning bright and sunny, all memories of the 
previous week’s rain were quickly forgotten and an 
excellent crowd of some seven thousand spectators 
quickly lined the hill, much to the delight of the Club 
and its sponsors—principal among whom was the 
Duport Group, whose Managing Director, Mr. Jack 
Russell and his wife presented the awards at the end 
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of the meeting. 

Despite having the smallest engine in the class, the 
Barter Imp had no difficulty in taking the up to 
1300cc Special Saloon Awards, with Charles taking 
an excellent 35.27s from Robert’s slightly more 
consistent 36.35s, whilst third place went to Roger 
Walker’s 1293cc Cooper S on 36.91s. In the class for 
unlimited special saloons, John Meredith had the 
distinction of being the day’s only record: breaker 
when he took Bob Forth’s 1428cc Cooper S up the hill 
in just 35.39s to maintain his position at the head of 
the RAC Leaders Championship. Fourth himself 
bringing the car home into third place on 37.49s 
behind Dave Depper in a similar Cooper S who 
challenged hard with a stirring 35.76s. 


Martyn Griffiths—RAC hat-trick. 


The up to 1300cc modified sports car class consisted 
of just four MG Midgets and, yet again, Duncan 
Welch had little or no difficulty in taking the award 
with a well driven climb of 38.39s. With the 1600cc 
and unlimited classes amalgamated, the second of the 
mod sports car classes saw Stuart Watts claim a good 
third place in the Lotus Elan with 36.36s from the 
Autofarm Porsche 911 of Josh Sadler and, believe it 
or not Russ Ward who is still having problems with 
his Arkley. On the first runs, Ward led the class by 
over a second, but things ‘straightened’ themselves 
out later in the afternoon, with Sadler putting in an 
impressive 35.22s to lead Ward’s improved 36.20s by 
almost a second. 

A big entry of 1600cc clubmans and sports racing 
cars gave Anthony Boshier-Jones the opportunity to 
show excellent form in his Mallock with a climb of 
32.58s to take the class from Norrie Galbraith, who 
recorded a fine 33.30s driving John Pascoe’s car. This 
had been sportingly lent to him after his own U2 had 
been damaged in a practice incident the previous day, 
enabling him to retain second place in the Leaders 
championship. Third place went to the Mallock of 
Stephen Madge in 33.42s, who had to work hard to 
stay ahead of Mrs Margaret Blankstone’s spirited 
33.54s in the ‘family’ U2. Richard Fry’s 1700cc 
Mallock U2 had a good victory in the unlimited sports 
racing class and despite a slightly off sounding engine 
took only 33.68s for his second climb to head-off the 
Martin BM8 of Simon Dominey on 34.43s. 

Fresh from his BTD Award at Prescott the pre- 
vious week, Barry Brant had another excellent day in 
the 500cc Cooper Mk10 and his 37.49s ascent was 
almost a full three seconds ahead of Rob Hilton’s 
time in his Mk5 Cooper. Tom Hart’s Chevron B9/15 
had just one completed run during the day as the 
second climb ended against the bank in the top ess, 
but even so this was easily sufficient to take the 
1100cc racing car class with 33.48s from Phil Kidsley’s 
Brabham BT28 time of 34.27s—David Gould taking 
third spot in the Terrapin 1G on 34.49s. The 1600cc 
racing car class continues to be very much the 
preserve of Peter Kaye and this time the immaculate 
red Brabham BT35X shot up the hill in just 30.85s for 
the 1000 yards, David Morris in the Mosign maxing a 
strong challenge in second place with 31.72s and Alan 
Clennell putting in a really good performance to take 
third place at 32.06s 

The class for over 1600cc racing cars presented the 
now customary confrontation between Alister Doug- 
las-Osborn’s Waring & Gillow Pilbeam R22 and 
Martyn Griffiths’s Pilbeam modified March 74P, 
ADO having to work hard to stay ahead with 29.01s 
to Griffiths’s 29.19s, whilst Mike MacDowel had an 
inspired if slightly ragged climb of 29.70s to claim 
third place. Chris Cramer and Roy Lane provided the 
only other sub-30 second climbs whilst Richard Jones 
lost his chances of qualifying the Surtees TS10 when 
he spun in the top ess. 
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By tradition, Shelsley meetings always include a 
few of the older cars and before the championship 
classes. Lionel Stretton showed off his Frazer Nash 
Mille Miglia to advantage with a rapid 42.04s, Tom 
Elton took his traditional award with the 1100cc 
Cooper Mk10 in 37.59s and Victor Gauntlett made a 
spirited climb of 42.2s in his Bentley Sports Tourer to 
take the special vintage Bentley class. 

As the RAC championship runs approached, the 
weather started to close in and the group of distin- 
guished former championship drivers standing at the 
bottom of the Esses quickly decided that the result 
would be decided on the first climbs, with Sir Nick 
Williamson and Tony Harrison both backing Martyn 
Griffiths .for the honours—shrewd chaps as things 
turned out. Peter Kaye led off the field in his 
Brabham BT35 and made an excellent job off setting 
a standard for the others to aim at with a smooth 
31.05s. David Franklin nibbled at this in his Hunts- 
man March 742, but the car seemed to be feeling all 
the undulations in the track and was hard pushed to 
make the top in 31.34s which gave him ninth place 
behind Kaye. Ken MacMaster’s Modus M4 looked 
less than settled throughout the day and his time of 
30.63s—which was good enough for seventh place— 
certainly doesn’t reflect the true capacity of the 
combination of car and driver. 

During practice in the wet conditions of the 
previous day, Richard Brown had put in several 
excellent drives with the Martin BM16, but somehow 
the edge seemed to have disappeared and Richard 
settled for a time of 31.42s which netted him just one 
point for tenth place. Rob Turnbull, on the other 
hand, had the B & W Motors Ralt RT1 really 
motoring and his passage through the Esses was a 
model of smooth controlled driving, the resulting 
30.51s climb taking fifth place. Roy Lane didn’t have 
a very good weekend with the Fenny Marine March 
and with a final choice of tyres proving wrong—but 
only by a few minutes—the resulting 30.52s slotted 
him into sixth place just a hundredth behind 
Turnbull. 

Mike MacDowel’s engine is now back in one piece 
and, although still showing an enormous tendency to 
blow smoke at all and sundry, it pushed the former 
Champion’s Ralt RT1 up the hill at a rate that looked 
almost too fast for the chassis to cope with— 
nevertheless, the top was reached safely in 29.70s and 
fourth place duly assigned. Alister Douglas-Osborn 
made a good start in the Pilbeam R22 but somewhere 
along the line the fire seemed to flicker momentarily 
and the climb didn’t look all that fast—by ADO’s 
standard that is. The clocks confirmed the impres- 
sions and the resulting time of 29.51s showed that for 
once the challenge had failed and third place was the 
answer. 

Cramer’s Grunhalle Lager March 76A has started 
to show its true potential and in Tony Griffiths’s 
words is beginning to look a winner. Certainly Chris 
was going well throughout the’ weekend and his first 
championship climb was an essay in sustained power, 
the start was excellent and the car shot through the 
lower reachs of the hill to arrive at the Esses in full 
flight, a quick dab on the brakes, a tight exit, power 
full on and across the line in a glorious burst of engine 
noise. Just 29.23s from top to bottom and a very 
popular second place. 

All of which leaves Martyn Griffiths and the 
Autocroft-prepared March 74P. There was no doubt 
in most people’s minds that he could win and as long 
as he didn’t repeat his second class run and approach 
the Esses too fast, it should be all over and done with 
bar the driving! Well, in practice, that was more or 
less what happened and another storming start 
changed into a well controlled assault on the hill. This 
time the approach to the Esse looked just right, the 
car kept a good line and fractions of a second later the 
engine was storming up the finishing straight to 
record the only 28 second climb of the day—28.71s 
and another Championship win. Almost before the 
cars had turned round to return for their second runs, 
it started to rain and from then on everything became 
academic—Martyn Griffiths becoming the first Mid- 
land Automobile Club Committee Member to win a 
championship climb at Shelsley since the days of 
Dickie Henderson and Reg Phillips in the late fifties. 


BOB COOPER 


BTD: Martyn Griffiths (2.2 March 74P), 28.71s 

Class Winners: Charles Barter, (1.0 Hartwell Imp), 35.27s; John Meredith, (1.4 
Cooper S), 35.39s; Duncan Welch, (1.3 MG Midget) 38.39s; Josh Sadler, (3.7 
Porsche 911 Carrera), 35.22s; Anthony Boshier-Jones, (1.6 Mallock U2), 32.58s; 
Richard Fry, (1.7 Mallock U2) 33,688; Barry Brant, (500 Cooper Mk10), 37.49s; Tom 
Hart (1.1 Chevron B9/15), 33.488; Peter Kaye (1.6 Brabham BT35XP), 30.85s; Alister 
Douglas-Osborn (3.0 Pilbeam R22), 29.06s; Lionel Stretton, (2.0 Frazer Nash Mille 
Miglia), 42.04s; Tom Elton, (1.1 Cooper Mk10), 37.59s; Victor Gauntlet (4.3 Bentley 
Sports Tourer (S), 42.2s. 

RAC Championship Top-Ten Run-off: 1, Martyn Griffiths, 28.71s; 2, Chris 
Cramer, (3.4 March 76A), 29.23s; 3, Alister Douglas-Osborn, 29.51s; 4, Michael 
MacDowel, (2.2 Ralt RT1), 29.70s; 5, Rob Turnbull, (2.0 Ralt RT1), 30.51s; 6, Roy 
Lane, (3.0 March 741), 30.52s; 7, Ken MacMaster, (2.2 Modus M4), 30.63s; 8. Peter 
Kaye, 31.05s; 9, David Franklin, (2.0 March 742), 31.34s; 10, Richard Brown, (2.0 
Martin BM16), 31.34s. 


RAC Hillclimb Championship positions after six rounds: 1, Griffiths, 54pts; 2, 


Douglas-Osborn, 52; 3, Franklin, 42; 4, Dungworth, 31; 5, Lane 30; 6, MacDowel, 29; 
7, Turnbull, 28; 8, Cramer, 18; 9, MacMaster, 12; 10, Richard Brown, 11. 
RAC Leaders Hiliclimb Championship positions after six rounds: 1, Meredith, 


49pts; 2=Galbraith and Johnson, 37; 4=Ward and Welch, 36; 6=Gould and Sadler, 


33; 8, Tom Hart, 30; 9= Brant and Boshier-Jones, 27. 
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Above: Martyn Griffiths’s half-second win at Shelsley put him into the lead of the RAC series. Below: Roy Lane 
trying hard at the same corner with his Fenny Marine March. 


Engine shop talk 


Things are vost towards a fascinating engine war in USAC ea: nports GORDON KIRBY. 
aN Pa 


The brand new Romlin-Lightning, designed by Roman Slobodynskyj (top), features a very flat rear end (above) 
thanks to the “‘laydown” installation of its Offenhauser four (below). 
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As historic and remarkable an achievement 
as A. J. Foyt’s fourth win at Indianapolis 
may have been it was by no means the most 
significant point to emerge from the long 
month at the Speedway. Indeed Foyt’s 
victory and Gordon Johncock’s dogged 
challenge probably served only to obscure 
the new strains of technical, political and 
commercial developments which are al- 
ready taking hold of USAC’s Champion- 
ship formula. 

Consider first of all that Foyt’s win was the first 
for a V8 at Indy in six years. Consider also that 
Cosworth V8s propelled the second- and third- 
place finishers and that each of the three fastest 
Offenhausers in the race blew up. Consider too 
the Wildcat constructor George Bignotti is well 
along with the construction of his own flat-6 
engine and that the new Drake V8, intended as 
a replacement for the 40- -year-old, four-cylinder 
Offy, is equally far along in the gestation of its 
design and construction. 

Now, consider that Porsche engineers 
Manfred Jantke and Helmut Flegl were looking 
closely and openly at the Indianapolis scene. 
Add to the brew the secret shuttling from Los 
Angeles to Gasoline Alley to Goodyear’s local, 
Indianapolis warehouse, of a brand-new, yet- 
to-be-run Romlin Lightning fitted with a lay- 
down Offenhauser and a transverse Weismann 
gearbox. Years age when the rear-engined car 
was first attacking Indianapolis, laydown Offies 
were looked upon as the last hope of the 
roadster. 

It might then be a bit premature to suggest 
that the venerable Offy is a dead issue. Certain- 
ly, however, it is clear that the volumes of 
thought and energy being expended on new 
engines, chassis and gearboxes are rattling the 
old wooden garages of Gasoline Alley with a 
kind of vigour which hasn’t been felt since the 
middle sixties. 

As much as anything this growing vitality of 
design has come about because of the recent 


.Testrictions on wing area, boost pressure and 


fuel consumption. A few years ago USAC was 
seriously considering banning any form of 
forced induction and plumping intead for a 
stock-block-only formula. To that end USAC 
joined with the SCCA in running F5000 races 
but with the growing effectiveness of the new 
USAC regulations and the fading of F5000, the 
oval racing men withdrew again into their own 
sphere. 

The first team to develop a car to suit the 
restrictive aerodynamic and fuel consumption 
rules was Vel’s Parnelli Jones who initially did 
little more than turbocharge their F1 Cosworth- 
engined car. Development work, carried out by 
the team’s designer John Barnard, soon turned 
the Parnelli-Cosworth into a fully competitive 
car and last year, driven by Al Unser, it won 
three USAC Championship rounds. 

While Unser and the Parnelli were earning 
the first oval wins for the V8 Cosworth, McLar- 
ens were developing their own F1-like, Cos- 
worth-powered USAC machine. Come the 
opening races of this year the new McLaren, 
driven by Johnny Rutherford, further empha- 
sised the worth of the Cossie by qualifying 
fastest on four successive occasions and winning 
the second race it started. 

The benefits of the Cosworth would seem to 
be essentially twofold. First it burns its fuel 
more efficiently than either the Offy or Foyt’s 
V8. That means it can produce competitive 
horsepower while using less fuel. Secondly the 
Cosworth is a particularly compact design so 
that it encourages the construction of a smaller 
car with a consequently lower centre of gravity. 
In a nutshell, then, the prerequisites for any 
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new USAC design are those of the Cosworth— 
smaller, more compact and more efficient com- 
bustion. Not an unfamiliar pursuit of racing car 
designers! 

Drake Engineering, the firm who build Of- 
fenhauser components (they do not sell com- 
‘plete engines, the teams themselves and some 
independent builders put the pieces together), 
responded to the Cosworth challenge more 
than 18 months ago. The company’s new de- 
signer, Hans Hermann, formerly with BMW, 
laid out a 90 degree V8. Unfortunately it took 
Drake some time to round up the money to 
finance the project and even now it’s difficult to 
say whether or not the engine will be ready to 
race by next season. 

Five inches shallower than the Cosworth the 
Drake V8 features an extremely flat sump and 
integral block and heads. Hermann says he 
considered a 135 degree V8 but as USAC 
prohibits the use of two or more turbo units he 
preferred to stick with a narrower 90 degree 
layout. According to both Hermann and John 
Drake, incidentally, the rumoured F1 version 
of this engine is now considered a dead horse. 

At the moment the four-cylinder Offen- 
hauser remains as the backbone of USAC. The 
basic layout of this famous engine is much like 
the Miller engine of the late twenties. Original- 
ly used in hydroplanes the Miller first appeared 
in an Indianapolis car in 1930. The following 
year Leo Goossen redesigned the engine to 
incorporate a four-valve head. Two years after 
that the Miller company was taken over by its 
shop superintendent, one Fred Offenhauser, 
and in the engine’s first appearance bearing that 
name it carried Bill Cummings to a record- 
breaking Indianapolis 500 win. Since then the 
Offy has won all but 10 Indy 500s. 

The Drake name came to the Offy in 1946 
when Dale Drake and Louis Meyer stepped 
into the retiring Offenhauser’s job. Twenty 
years after that, Drake, father of current boss 
John Drake, bought out Meyer’s stock. 


There is a variety of Offenhauser fours cur- 
rently in use. All are turbocharged as they have 
been for the past 10 years, but most differ, team 
from team, in terms of cylinder dimensions, 
valve angles and port layouts. Twenty of the 
starters in this year’s Indy 500 used an Offy 
engine and four more (Wildcats all) employed 
the DGS version which is different again so far 
as its combustion chambers are concerned. 

With the McLaren and Penske teams having 
turned to Cosworth power, the DGS/Offy and 
the works Wildcats (Johncock, Dallenbach and 
for Indy, Johnny Parsons) are now the fastest 
four-cylinder cars. The only competition from 
other Offy-powered machines comes from the 
works Jorgensen Eagle, driven by Pancho 
Carter, and Bobby Unser’s Cobre Tire Light- 
ning. The Eagle engines, built by long-time 
Gurney employee John Miller, are reputed to 
be the fastest of all Offys. Indeed Miller himself 


had a good bit to do with Bobby U, finally. 
getting some good speed out of his Lightning. . 


You cannot ignore the fact, however, that 
Carter, Unser and Johncock all retired from the 
race with major engine failures. 

Despite the obvious problem of four cylin- 
ders versus eight, the Offy is handicapped also 
by being a tall, thumper of a unit. More than 
anything the four-cylinder USAC machines lose 
out to their V8 competitors in the turns. Al 
Unser has always stressed the fact that the 
Cosworth-powered Parnelli’s big plus is in the 
way he can get it into the corners. Not only does 
this make the V8 machines quicker but also 
easier, more comfortable to drive. Interesting- 


ly, over the final 100 miles of his abortive run at | 


Indy, Gordon Johncock had a handful of large 
moments (once he got all the way out of the 
groove in the first turn) as the physical effort of 
hustling his four-cylinder Wildcat around the 
Speedway wore away at him. 

All of that brings us back to the car which 
may be the Offenhauser’s last gasp—the lay- 
down Romiin Lightning. Called the X15, the 
first example of this car was completed in the 
middle of May. Like the production Lightnings, 
the new car is financed by Lindsey Hopkins, 


designed by ex-Eagle man Roman Slobodyns- | 


kyj and built by experienced Sprint and Midget 
constructor Don Edmunds in his Autoresearch 
shop. Hopkins hopes to test the car extensively 
over the next few months and debut it at the 
California 500 in early September. 

Essentially the new Lightning is similar to the 
more conventional, upright Offy-engined ex- 
amples. The tub itself is fuller, more rounded at 
its seams which obviates the need for fibreglass 
coverings and ducting to the near-flush, side- 
mounted radiators. It is, of course, behind the 
tub, in the engine compartment where the big 
differences take effect. 

The Offy is laid over to the right so that the 
crankshaft drives through a bevel gearset into a 
pair of transverse gears running ahead of and 
below the final drive. The complete Weismann 
gearbox cum bellhousing weighs-in at approxi- 
mately 130lb, the same as a conventional Weis- 
mann four-speed. Mounted above the gearbox 
casing, some five inches lower than the conven- 
tional Lightning is the turbo compressor. Natu- 
rally the engine cover is much tidier and flatter 
following as it does the contours of the monoco- 
que’s topside and cockpit surround. If it proves 
necessary it is readily possible to reduce the 
profile of the central engine cover nacelle by 
another four or five inches. Even so the airflow 
to the wing is already.much cleaner. Otherwise 
the car’s centre of gravity has been reduced 
markedly so that as well as being faster through 
the air the X15 should handle more smoothly 
and progressively. Pete Weismann would also 
like to experiment with reversing the Offen- 
hauser’s rotational direction although designer 
Slobodynskyj doesn’t feel much measurable 
benefit would be gained from that. 

“Laying it down is the obvious thing to do 
with the Offy,” says Slobodynskyj. “I’ve want- 
ed to do it since ’72 but nobody much liked the 
idea. When I went to work for Lindsey last year 
I decided he needed a good straightforward 
race car and that’s what the first Lightning was. 
But when I started talking about laydowns he 
was enthusiastic right away.” 

So far as oiling problems with the laydown 
engine are concerned Slobodynskyj is prepared 
for those. ‘“‘We anticipate some scavenging 
problems and to that end we’ve built in four 
scavenge stages.”” Remember, however, that 
laydown Offenhausers were run 15 years ago in 
the old Indy roadsters, so that the problems 
with this kind of installation have already been 
encountered and solved. 

Despite their enthusiasm for the new Light- 
ning, neither Hopkins nor Slobodynskyj make 
any bones of the fact that they consider the new 
car an “interim” machine. Both are anxious to 
start work on a new car to accept either an 
eight- or 12-cylinder engine. Other than that 
they will not say. ... 

Currently there are few options other than 
for the Cosworth or yet-to-be-seen Drake V8. 


Fred Carrillo has worked with a stock-block 
AMC V8 for two years now and even though 
the engine is very powerful and economical it is 
just plain too heavy and bulky. Bruce Crower 
brought his own flat-8 to the Speedway this year 
but with little money to develop either the 
engine or a chassis to take advantage of its small 
dimensions, Crower has yet to see much suc- 
cess. In fact his Eagle, driven by Jerry Karl, was 
some Smph short of making this year’s Indy 


field. 


There are, however, interesting rumblings 
about the flat-12 Alfa Romeo. John Watson 
came over for the race and smiled benignly 
about the potential of a turbo 2.6-litre version 
of the F1 Alfa. Rumour also has it that Carlo 
Chiti has made serious overtures to at least one 
USAC team. 

Then, of course, there are the Porsche ru- 
mours. Helmut Flegl was busily reading the 
100-page Indianaplis factbook when we talked 
to him. “This is a very difficult, very specialised 
kind of racing,’’ he replied. “‘We don’t want to 
come in if we don’t think we can do it. 
Obviously we are looking very hard but you 
must remember that this is also unlike any other 
kind of racing because there is just one race that 
counts.” 

In the meantime the Cosworth-powered 
McLarens and Parnellis, fast as they already 
are, should be able to look forward to a long 
future. Roger Penske’s new car, ready in a few 
months, will no doubt join them. Only the likes 
of Foyt’s immense skill and Johncock’s great 
bravery are otherwise likely to keep the Cos- 
worths in check. 

The Parnelli team have already made a 
second development step with the adoption of 
their own VPJ/Weismann transverse gearbox 
and consequent reductions to the car’s already 
comparatively low centre of gravity. The first 
example of the VPJ6C Parnelli ran very few 
laps at the Speedway before it was demolished 
when Al Unser, hard into what he says was his 
first real flyer of a lap, ran over a turbo blade 
from another competitor’s exploded Offy. That 
was during the second week of practice and up 
to that point both driver and team were very 
happy with both the speed and response of their 
latest car. They hope to have a replacement 
built up by the end of this week and if all goes 
well they intend to race it at the Pocono 500 of 
June 26. 

Finally there were, among the Interested 
Visitors at the Indy 500, not just drivers James 
Hunt and John Watson, but also Mo Nunn and 
his new partner John Baldwin (who did the 
initial design work on the M24 McLaren) and 
that well-known triumvirate Eric Broadley-Carl 
Haas-Jim Hall. Enough intrigue and gossip to 
make even the most jaded Indianapolis-watch- 
ers perk up. Come this fall’s California 500 the 
pot is going to be boiling. i 


The turbocharged Ford-Cosworth-DFX—is becoming the engine to beat in USAC racing. It powered the pole 
winner at Indy last month and has already won five USAC events. 
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suppose it was on about the eighth lap of the 
tlgian GP when about half the field had 
oped me and the weather showed little or no 
mm of improving that I really began to feel like 
\idiot. It was a bit like trying to beat a field of 
Occ motor bikes on a pushbike, because I was 
obably having to work a lot harder keeping 
y car on the road, but still everybody just kept 
iling past me. 
The logic behind my gamble was that I was 
ally too far down the grid after a bad Saturday 
\alifying session to make an impression on the 
aders if I started on equal terms. My only 
ance of getting a good place was by doing 
actly the opposite to all of them and hoping 
e track would dry within a lap or two. I knew 
rfectly well that it would be a disaster or a 
illiant coup and we all know what it turned 
it to be. It was my decision entirely and I take 
the blame for it. The sad thing is that once 
e track dried out and before my gearbox 
‘tually gave up the ghost I was running at 
out the same speeds as the leaders apart from 
annar Nilsson. Had I been cautious and 
irted on wet tyres I may well have picked up 
me good points, but there is no sense in 
eculation. I gambled, lost and got egg on my 
ce. One consolation was that I finished—my 
st ever in a Belgian Grand Prix—so perhaps 
ings are looking up. 
One interesting fact is that I think I’m right in 
ying that I was the only car not to spin once 
ring the race; not-much of a comfort, I 
ppose, but when you’ve made a fool of 
urself you always look for little things like 
at to keep the morale up! 
It is only stating the obvious to say that the 
ytuses were absolutely unbeatable at Zolder. 
ario pulverised everybody in practice in rath- 
indecent fashion. When one considers that 
ry often the whole field is covered by two 
conds and he was over 1% seconds quicker 
an everybody else I think that is rather bad 
anners! It was mildly amusing to see other 
am managers and designers wandering to- 
ids the Lotus pit between practice sessions 
d looking at the cars with puzzled looks on 
vir faces! 
Once the race had sorted itself out and Mario 
d slid into poor John Watson on lap 1, 
annar dominated the race in brilliant fashion. 
ki made the best pit stop and at the right 
ne, but he simply wasn’t quick enough for 
annar who thoroughly deserved his victory. I 
ppose I should be grateful that Mario, Jody 
d Carlos-Reutemann didn’t score points, but 


then nor did I so it doesn’t make much 
difference. 

The disappointing thing was that the week 
before, in unofficial testing, I was quicker than 
everybody apart from Jody. Mario was not 
there, admittedly, and nor were the Ferraris, 
but we were quite encouraged by the results. 
We were therefore anticipating quite good 
things in qualifying but the times just would not 
come. It was unfortunate that my engine went 
during the first few minutes of the final session 
and I had to revert to the M23, but even so I 
don’t know how high up the grid I would have 
been able to go. 

To an outsider it must appear that we are 
having a really miserable time at McLarens 
after the success of the past few years. Certainly 
a lot of people are giving the team and me a 
hard time suggesting that we simply can’t get it 
together this season—that last season was a 
flash in the pan, etc. I know that the only thing 
that will convince them that this is bullshit is a 
few results. All I can say until those results 
come is that I still intend to retain my 
championship. 

This year, the morale at McLaren Racing is 
sky high and we will keep scratching away until 
we get the success we know is just round the 
corner. I have said many times before that if the 
potential is there, the difference between suc- 
cess and failure in motor racing is tiny. At the 
moment, we are on the wrong side of the line, a 
couple of breaks and we-will be back on the 
other side. 

McLarens are not having a tremendously 
happy time on the other side of the Atlantic 
either, as I witnessed first hand on my first ever 
trip to the Indianapolis 500. I flew to the states 
immediately after testing in Zolder and arrived 
at Indy on Saturday morning, the day before 
the race. I fear my writing talents may not be 
good enough to describe the atmosphere of the 
whole town of Indianapolis throughout the 
weekend. The day I arrived, for instance, there 
were about 10,000 people at the track. The 
remarkable thing about it was that nothing 
whatever was happening there for the public to 
see apart from a half-hour Driver’s Meeting. At 
lunch time, the drivers went off to the town for 
the parade which is watched by an estimated 
500,000 people. The race is attended by 
400,000, about three quarters of them seated, 
and it is apparently the largest attended one day 
sporting event in the world. The second largest 
is, wait for it, Indy Qualifying two weeks before 
when about 275,000 people turn up! The race 
itself is fascinating and I had a superb view from 
the grandstand at turn 1. I could see turns 1,-2 
and 4 and the pits from my’seat, and I was fixed 
up with a radio so I could hear discussions 
between teams and their drivers. Johnny Ruth- 
erford, the McLaren driver who was defending 
champion, was the first retirement. Having 
driven from seventeenth to ninth in ten laps his 
car jumped out of gear and the engine over- 
revved and bent the valves. It was a great pity 
because although he had a low grid position he 
had every chance of doing extremely well. It 
seems to be quite easy to pass at Indy because 
the track is fairly wide and there’s a lot of 
opportunity for slipstreaming. It is quite obvi- 
ous that driving there is a totally different 
technique from Grand Prix racing. Apart from 
slowing down or accelerating for pit stops or 
“yellows” for instance, you don’t change gear 
or use the brakes at all. The average lap speeds 
of 190mph are about as fast as a Formula 1 car 
will go flat out in a straight line! There are no 
run-off areas on the outside of the circuit, just a 
wall about 3ft 6in high. Enough said. 

A.J. Foyt was superb in the race. He took full 
advantage of the yellows and pit-stops to get 
within striking distance of Gordon Johncock 
and was a worthy winner even though he ran 
out of petrol at one stage and had to coast 
round to his pit. There was only one accident 
and although the car was written off, the driver, 
Lloyd Ruby, was unhurt. Finally, it was amaz- 


ing that when I left, a couple of hours after the 
race, I was able to drive virtually straight to the 
airport with no traffic hold-ups at all. I just 
could hardly believe that they cleared all 
400,000 people away so quickly. 

After, my first visit to Indy I am still very keen 
to drive it next year and I just hope that 
qualifying and the race do not clash with the GP 
calendar. Clay Regazzoni clearly enjoyed his 
first drive there even though his race did not 
last long because of engine problems, and next 
year I would love to join him and Mario, and 
possibly John Watson, who was another inter- 
ested spectator this year. 

After writing this column I go to Sweden for 
testing (nobody can say we are not trying) and 
then to Brussels for a Pro-Am tennis tourna- 
ment which is being run by Texaco. I'll then go 
home for a couple of days before going back to 
Sweden for the Grand Prix. I will be very 
surprised if the Lotuses don’t fly there and 
Gunnar’s success will give him a lot of confi- 
dence in front of his home crowd. Last year was 
a Tyrrell 1-2 and it would be good for Ronnie if 
he could do well in his own GP. The McLaren 
team has never really gone brilliantly there 
even though Denny Hulme won the race a few 
years ago, but we shall be trying hard. Possibly 
the next column will not be quite so gloomy. 
Facing page, top left: Midway through the Belgian GP, 
James chases team-mate Jochen Mass in the M23 
McLaren. Top right: Jochen indulges in a spin at the 
chicane behind the Zolder pits as James passes by. 
Bottom: Struggling on slicks in the wet, James is passed 
by the dice between Mass and race winner Gunnar 
Nilsson; Stuck and Reutemann follow. This page, 
below: Nilsson celebrates his victory with second man 
Niki Lauda. 


Sweden’s Gunnar Nilsson at the wheel of 
the second Lotus-built John Player Spe- 
cial 78 was the surprise winner of the 
Belgian Grand Prix at Zolder, but a very 
deserving one after a mature, intelligent 


drive in difficult conditions. Gunnar’s 
victory—his first in a Formula 1 career 
spanning 22 Grands Prix—was the third 
for Colin Chapman’s John Player Team 
Lotus equipe this season, team leader 
Mario Andretti having won at Long Beach 
and Jarama. Photo: David Winter. 
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Scotch on the rocks 


Vatanen’s steady drive to victory—Brookes’s incredible turn of speed—First Group 1 win for Wilson—DTV have 
disastrous rally—Leyland take manufacturers award—Punctures plague top runners on rough stages—Gearbox 
problems eliminate Saab and Toyota. Report: ANN BRADSHAW—Photography: HUGH BISHOP. 


**Hey, I’ve got a suggestion for your head- 
line next week. You remember that film 
last year about~ the Scottish called 
“‘Scotch—and Dry’’, well why not call it 
“Scotch on the Rocks” this year. 

This suggestion was greeted with a few 
groans from the assembled crowd who had 
been trying to forget the trials and tribula- 
tions of the past three days, during which, 
Scotland’s weather and rock-strewn terrain 
did its very utmost to upset all the well laid 
plans of myriads of competitors. With one 
accord they had rushed back to the comfort 
of the bar at the Aviemore Post House to 
drown their already sodden sorrows or 
toast their soggy victory in usual rally 
tradition. It was now nearing midnight on 
Tuesday, June 7, only a few short hours 
after Ari Vatanen had brought his Gandy 
Brakes RS1800 back into the Scottish ski- 
ing resort, without a single mark on it, to 
take a well-deserved, and widely predicted 
victory. 

Ari was one of the lucky ones as his run 
to victory was trouble-free and, in the end, 
without pressure. Very much conscious of 
the peremptory remarks about his driving 
style after his recent spate of accidents, he 
had set out to drive sensibly to conserve 
both himself and the car. He had started 
the rally in far from ideal form having 
looked rather pasty-faced and tired at Avie- 
more before the Sunday start and was still 
supporting a plaster over a cut eyelid, 
miraculously all he had to show for the 
Acropolis accident which must undoubted- 
ly have been the most disturbing of his 
career. 

Vatanen accepted the praise due to any 
victor but was first to comment ‘‘I was very 
lucky’’. Of course luck plays an important 
part in any sport but the 1977 ‘‘Highland 
battle’’ has undoubtedly given British rally 
fans a needed boost in proving that Finland 
is not the only place where rally superstars 
are born and bred. We have one of our own 
men in Russell Brookes who stormed his 
way back from 35th after taking a maxi- 
mum halfway through the first day to third 
overall at the finish. When his troubles first 
struck he had been 15 seconds ahead of Ari 
and it had looked as though, with a clear 
run, he was capable of repeating his 1976 
success. Then electrical problems sidelined 
him and dropped him out of contention. 
Some drivers crack-up under pressure and 
some revel in it. Russell literally revelled in 
this challenge and managed 29 fastest stage 
times during the event—Ari was the second 
highest scorer with 13! Russell looked all 
set for a second place, as even with his 
magnificent turn of speed, he was just too 
far behind Ari to pressurize him, when he 
made a mistake and hit a huge boulder just 


Facing page: Ari Vatanen took the Gandy Brakes 
RS1800 to a well-judged victory (top) by over four 
minutes from the Triumph TR7 of second-placed man 
Tony Pond (below). 
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three stages from home. The car was liter- 
ally battered from end-to-end as it rolled 
twice and finally came to rest on its side. 


Luckily it was a popular watching place 
and there were many eager hands to push 
the RS1800 on its now very weary way. 
Even in the depths of despair Russell had a 
smile on his face and, as Mick Jones and 
the Andrews Heat for Hire men worked 
feverishly to .replace the screen and 
straighten the bent edges, a very dazed 
Russell managed to smile sadly, and with 
grim determination allowed himself to be 
pushed through the passenger window back 
into the driving seat—hopefully to maintain 
the third place he had fought so hard for. 
Lesser men would have pussyfooted it 
round the next 14 competitive miles; but 
not Russell who set a fastest, a fourth 
fastest and a sixth fastest time. ‘‘If Russell 
had had no problems I don’t think I could 
have matched his speed’? was Ari’s com- 
ment after the rally. 


But while extolling the virtues of Russell 
one must not forget another British driver, 
who finished second in a car that is not 
renowned as being the lightest, quickest or 
most powerful in the forest. This is Tony 
Pond, who along with Brian Culcheth, has 
the sometimes difficult task of upholding 
British honour driving TR7s. Tony found 
himself utterly and hopelessly outpaced by 
the Fords, but still tried everything he 
knew about rallying, in most professional 
calm, to give Leyland an encouraging result 
in a car almost totally unchanged since the 
beginning of the year. This result, with 
Brian’s 9th overall and Pat Ryan’s 12th 
overall in the Group 1 Dolomite Sprint won 
Leyland the manufacturer’s team award 
and gave the team, whose morale must 
have been at a low ebb after the Welsh 
dramas, a much needed shot in the arm. 


Even though Pat Ryan’s Group 1 car was 
there at the finish, it was not his turn to win 
this much coveted and highly competitive 
category. A new face in the winner’s circle 
for this category emerged during the event, 
with Malcolm Wilson’s RS2000 not only 
winning the class but finishing seventh 
overall. Malcolm is still very much a ‘‘new 
boy’’ to rallying and is only 20 years old. 
His drive on the Scottish was perhaps 
surprisingly calm and calculated and while 
his usual sparring partners such as Gra- 
ham Elsmore and Jim McRae went off, and 
Pat Ryan had all sorts of problems, he 
avoided the many pitfalls along the way and 
scored a fine result which must make many 
people take notice of him from now on. 


It was with a sense of immense relief that prospective 
competitors for the 1977 Lombard-Esso Scottish 
Rally heard the glad tidings that the event was being 
taken back to Aviemore. The 1976 base of Ayr had 
proved a disaster in relation to the rally’s most 


famous “‘boast’’ of being the best social event on the 
calendar. With Ayr’s hotels widely spaced through 
the town, the now infamous post rally sojourn never 
really happened, so with a return to Aviemore it 
meant that all competitors were within staggering 
distance of HO at the Post House and, testament to 
the fact that people made the most of this were the 
crowded bars at this hotel. They remained so far into 
the wee small hours of Wednesday morning. 

The RSAC were only really let down seriously by 
one ingredient this year. That was the weather. As 
the peripatetic teams drifted into this artificial village 
on the Friday before the event, they were welcomed 
by blazing hot weather that made the surrounding 
snow capped Cairngorms look totally unreal. Every- 
one was in fine form and were up bright and early on 
the Saturday, eager to make the most of this idyllic 
setting for a week in June. But it was not to be, as 
during Friday night, dirty grey clouds had crept up on 
the Highlands and started an efficient job of blotting 
out the sun until long after the rally folk had left the 
area again to summer visitors and late skiers. 

The standard of organisation by the RSAC was 
not, however, affected by this inclement weather and 
at the end of three gruelling days the competitors’ 
only serious complaint concerned the standard of 
arrowing. Vatanen was particularly critical on this 
subject, feeling that the job must have been done by 
people who were not particularly au fait with modern 
day driving speeds, and were probably working from 
a set of typed instructions. only. He was particularly 
vociferous about straight-on arrows, often used on 
brows just before deceptive firebreaks, and hopes 
that in future years the organisers will ask an exper- 
ienced competitor to do the job and thus eradicate 
some of the more misleading directions. 

The rally itself proved to have an excellent format 
and, being concentrated in the Highlands, much road 
mileage was cut out. Although on the last morning 
there were a few stages that were “‘cleaned””—one by 
as much as 48 seconds by Russell—the inclusion of 
eight, nine and 10 mile tests at such places as Loch 
Ard, Culbin, Monaughty and Clashindarroch kept 
the majority of the competitors interested. Without 
exception, drivers are keen that organisers include 
stages of at least these lengths as only by proving the 
cars’ durability and the drivers’ stamina on such tests 
can a forest stage rally be really meaningful. 

The route was split into two sections. The first left 
Aviemore on Sunday for a two day tour to such places 
as Edzell, Perth, Aberfoyle, Dalmally, Fort Augustus 
and Inverness before returning to Aviemore. This 
loop in the southern part of the Highlands incorporat- 
ed 48 stages (although one was subsequently can- 
celled) and included about 180 stage miles. The Final 
loop took place on Tuesday with a lunch halt at 
Keith, and included just over 60 stage miles on 12 
stages. 

Although Clerk-of-the-Course, Major Tenant Reid 
had managed to find some new stages, there were 
also some that had been used more recently on other 
events and proved to be car breakers. But although 
the stages did prove very rough in parts, they did 
literally sort out the men from the boys, and Russell’s 
comment at the end was in retrospect fair assessment 
of the event. ‘This is the best Scottish rally I have 
ever done, it was very difficult and rough, but it was a 
competitor’s rally.” 


ENTRY 


There is no doubt that the Scottish attracted a mosi 
impressive entry. We have now come to expect a wide 
variety of cars in the top twenty and very welcome 
additions to the ranks were the Saab—Scania EMS 
Rallyes for Stig Blomaqvist/Hans Sylvan and Pei 
Eklund/Bjorn Cederberg. This was a welcome returr 
for the full team after an absence of seven years— 
they last entered the event in 1969 when Simc 
Lampinen won in a 96V4. The only drama for the 
team at the start was when Stig found that he did no} 
have his usual seat and, as it would have beer 
impossible for him to drive properly in the new one 
they had put in, his usual one was flown over from 
Sweden, arriving just in time for the start. 
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Billy Coleman's Fiat was one of the few cars not to suffer from punctures on the rough stages, thanks to P7s. 
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There were two Andrews Heat for Hire RS1800s 
on the event being driven by past winners Andrew 
Cowan (1962 and 1963) and Russell Brookes (1976). 
Andrew was taking his drive in an Escort as a prize 
for winning last year’s Scottish Rally Championship. 
With Ford’s spare cars still languishing on a ship on 
their way back from the Safari, Russell had come to 
the rescue and lent his own car to Andrew. It is quite 
a while since Cowan rallied a car with this much 
power in Scotland, and he was very pleased at the 
prospect. 

Hannu Mikkola’s Toyota Celica arrived with a new 
engine. In addition, Hannu, co-driver Arne Hertz, 
and the team arrived with two differentials as hand 
luggage on the plane. Following the retirement of 
both works cars on the Acropolis with crown wheel 
failures, this was one area which particularly con- 
cerned them. 

Last time Andy Dawson was rallying in Scotland on 
the Granite City at the end of April he wroté off the 
shell of his LHD RS1800 and, despite some all 
nighters since then, still has his new car unfinished. 
He was, therefore, driving the ex-John Taylor 
RS1800 that now belongs to South African, Stuart 
Pegg. Before the event he had only driven afew miles 
yp the road in the car, so was in no position to predict 
how he was going to perform. As well as having to 
hire the car, Andy and the team had to buy a van as 
their own version blew up on the way to the event. 
Added to this mishap, the theft of the rally car’s two 
front wheels the night before the event made Andy 
Dawson not a happy man. ; 

DTV/Castrol were riding on the crest of a wave 
after their Welsh win and felt confident that the 
notoriously hard event would be survived by their 
entries for Pentti Airikkala/Colin Francis and Chris 
Sclater/Martin Holmes. 

Tony Fall, who is now well and truly entrenched as 
Opel’s motor sport supremo in Germany, was on 
hand to watch over the two entries of Opel Kadett 
GTEs for Walter Rohrl/Mike Broad and Bror 
Danielsson/Ulf Sundberg. Danielsson was in a DOT 
Group 4 car and Rohr! the Euro Handler Team entry. 
Last year Danielsson had done the event in a Group 
One car, so was keenly looking forward to using the 
extra power. Both cars were fitted with crossflow 
engines, which are somewhat down on power when 
compared with the opposition. ° 

Leyland’s fortunes have risen and receded like a 
weather vane this year, but after the disappointment 
of the Welsh they were hoping at least for reliability 
from the Tony Pond/Fred Gallagher and Brian Cul- 
cheth/Johnstone Syer TR7s. It is pleasing to report 
that they did eventually find this on the event, but the 
mechanics must surely have worked harder than 
those of any other team. Their problems, especially 
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with Brian’s car, started before they ever got to 
Aviemore, but at the end of the event the TR7s and 
the G1 Dolomite Sprint of Pat Ryan/Mike Nicholson 
all made it back to Aviemore under their own steam. 

No one was being awarded any points for predict- 
ing a win by the Ari Vatanen/Peter Bryant RS1800, 
but it seemed almost feasible that the young ashen- 
faced Finn who started the event had not the stamina 
to survive. If Ari was not on top form it only showed 
in his appearance and not in his stage times; and it 
was the former that prompted fellow Finn Hannu 
Mikkola to remark: “Ari is getting old, I think’’. 
Anyway Ari was there in his usual immaculately 
prepared David Sutton car. 

The Chequered Flag were out again in their 
factory-loaned Fiat 131 Abarth for Billy Coleman/ 
Dave Richards. Having been caught out on the 
Welsh, Graham Warner had told the Italians in no 
uncertain terms what spares were required for the 
car. He was able to point proudly at a spare gearbox, 
some progressive rate springs to be fitted during the 
event, and two Pirelli vans loaded with a total of no 
less than 24 different types of tyres! He was also 
breathing a sigh of relief that the car was fitted with 
the old type driveshafts and not the ones that had 
been tried on the Acropolis with such disastrous 
effects. 

With their decision not to enter Bernard Fiorentino 
in a Group 4 Chrysler Avenger, there was only one 
Group 4 works car for Robin Eyre-Maunsell/Neil 
Wilson. At Robin’s request a Panhard rod had been 
fitted instead of the usual Watts linkage and it seems 
likely that because of this modification, the car had its 
best result for a long time. 

Leading the Group 1 brigade on the entry list was 
Scot Jim McRae with David Brown in the 
SMT/DTV/Castrol Vauxhall Magnum. Still with a 
lack of much needed power for their engines were 
Graham Elsmore/Stuart Harrold and Malcolm Wil- 
son/John Davies in their Thomas Motors and County 
Garage Group/Castrol/Bowmaker RS2000s. As usual 
before the event they were all looking nervously at 
Pat Ryan’s Dolomite Sprint that has them beaten 
“hands down” when it comes to sheer straight line 
speed. 

One driver who was out to prove to the organisers 
that he was worth more than a number 27 seeding was 
Tony Drummond. Tony, and his sponsors, Johnsons 
of Gainsboro and Esso, would have liked to see him 
up in the top ten, particularly after his recent show of 
speed on the Welsh. Tony was without his regular co- 
driver Phil Short when he arrived at Aviemore, but it 
was not long before Esso’s motor sport man, John 
Foden, had arranged for Rodney Spokes (who was 
left without a ride when Andy Dawson took over the 
Stuart Pegg car) to undertake the task. 

Having its second outing was George Hill’s Martin 
Group Chevette. In the few short days since the 
Hadrian the team had changed the axle ratios, 
lowered the back end by about half-an-inch and 
thrown the servos away. 
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One of the drivers who was particularly pleased with 
the overcast cool weather at the start of the event was 
Pentti Airikkala. “It gets very hot in my car as the 
exhaust goes under the driver’’, he explained. Little 
did Pentti realise at that early stage that that exhaust 
was going to be the cause of his spectacular retire- 
ment from the rally. 

The opening stages of the event seemed to set the 
pattern of what was going to happen over the next 
three days. The tests were very rough and, at this 
point, dusty and the victims of punctures started to 
mount up. On stage three (Glenlivet) Rohrl, Pond, 
Culcheth and Malkin all lost valuable seconds with 
punctures. For Culcheth it was just the beginning of 
such problems, as he had two on this stage and by the 
end of the event his total was up to 11. His early 
problems continued and on stage 10 (Fetteresso) the 
panhard rod bracket broke when a stone got wedged 
in it. He had to rush straight to the lunch halt at 
Edzell for an axle change before attempting stage 11 
(Drumtochty), which was the last before lunch. While 
the mechanics worked feverishly they also put in 
stiffer shockers at the back end and changed on to 
M&S tyres hoping to avoid more punctures. 

The DTV team were in early problems with 
Airikkala taking a maximum on SS7 (Mulloch Hill) 
when a screw came off the distributor. Up to that 
point he had been lying five seconds behind leader 
Brookes. 

None of these teams’ problems, however, were 
anything to what Opel were going through. Rohrl 
suffered the indignity of the first ever roll of his career 
when he fell off the road on a left hander after a fire 
break on SS4 (Gartly). He was only doing about 40 
mph at the time, but the accident bent the front and 
rear axles so badly that the car kept refusing to go 
round right handers and he could only brake in a 
straight line. He struggled on until he fell seriously 
foul of the law on a road section. On a narrow 
country road the Opel and a police car collided and 
the unfortunate outcome seems to be that the police 
are going to charge him with careless driving. Al- 
though his car was still driveable, the team decided 
that it was time to call it a day and, even though there 
were newspaper reports that he had been disqualified 
from the event, he did actually retire. The team felt 
the car was not in a safe enough condition to go on 
and, when the diff went two stages before the lunch 
halt, they decided they had had enough. If all this was 
not enough for Opel, three and a half miles into SS10 
(Fetteresso) Danielsson’s car stopped with a broken 
propshaft. Despite gallant attempts by Robin Turvey 
to get to him with new parts, Bror had to retire. 

At Edzell Brookes had pulled out a 15 second lead 
on Vatanen with a hard charging Mikkola just two 
seconds behind in third place. Mikkola had, in fact, 
spun on Drumtochty, his only comment being, ‘‘no 
excuses, I try too hard”’. 

The second Andrews car in the hands of Cowan 
was having all sorts of troubles and on stage three 
(Glenlivet) Andrew, with co-driver Hugh McNeil, 
had to push the car two and a half miles to the end 
when the crown wheel and pinion blew through the 
diff casing. The necessary work was completed with 
just 8 minutes to spare before they would have been 
OTL. On top of this he had had the throttle stick 
open on stage 1 (Inshriach 1). 

Vatanen’s only problem had been a rock coming 
through the floor of the car on a particularly rough 
stage, but a kick from Peter Bryant soon got rid of the 
unwelcome visitor. 

The Dawson/Pegg car was also having brake prob- 
lems as the adjuster had broken on the pedal box and 
Andy was experiencing a lot of lateral play. Andy was 
pretty despondent about the car at this point saying 
“‘We should not have come, we are so far out of bed it 
is ridiculous”. But he is very resourceful and man- 
aged to keep persevering despite a wrongly allocated 
back axle. 

Other problems experienced on these early stages 
were by Pond whose gearlever snapped off, Ryan 
who had overdrive problems, Eklund, Taylor and 
Mikkola who all went up the firebreak just before the 
spot Rohrl went off; Drew Gallacher who had a rock 
come through the floor of his RS1600 on SS5 (Cor- 
renie) leaving a gash a 12 inches across in the floor 
and tearing away the seat mountings, and Faulkner 
who changed his axle at Edzell. 

At Edzell Elsmore was leading the Group 1 battle 
31 seconds clear of Malcolm Wilson. However, they 
had both had problems with Elsmore planning to 
change the "head at Perth as the lobes were wearing 
on the cam; and Wilson having bent the propshaft on 
stage 11. So with 11 stages and 36 competitive miles 
of driving completed Russell Brookes looked to be in 
command of the situation. But, not for long as on 
stage 14 (Errochty) his car was seen in the middle of 
the stage with the bonnet up. The electrics had 
packed up and he had to work feverishly, first 
changing the dyno pack and then the distributor, 
before the car would go again. So suddenly Russell 
had dropped from a commanding lead to a lowly 
midfield position. 
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The sad tales of woe started to mount up with 
Elsmore losing his lead in Group 1 when his RS2000 
rolled on stage 13 (Kindrogan) on a slight right 
hander. Luckily there were quite a few spectators 
around and with the help of about 20 of them the car 
was manhandled back onto the road, although Gra- 
ham did collect a maximum in the process. The car 
looked quite a sorry sight and had to have a new 
windscreen and track control arm fitted at the Perth 
supper halt.This stage was Graham’s first experience 
of A2s. . 

Just two stages later John Taylor emulated these 
antics by rolling his car on Drummond Hill but 
managed to continue and hold onto fourth place 
overall. 

It was the picturesque Ladywell stage late on 
Sunday afternoon where Pentti Airikkala’s rally came 
to a final and exceedingly dramatic end. 

Apparently his brakes failed as he was coming 
round a corner at the beginning of the stage and the 
car went off into some brushwood. Pentti and Colin 
got out to push the undamaged car back on the road, 
but with the brushwood being so dry and the exhaust 
pipe so hot the latter ignited the former. The car was 
soon engulfed in burning bracken and as it had a 
piped fire extinguisher system in it there was nothing 
either driver could do. They just had to watch 
helplessly while their car and personal belongings 
went up in smoke, although Pentti did singe his 
eyebrows while trying to find an extinguisher. The 
only amusing anecdote told after this incident was a 
reported converation between DTV team manager 
Gerry Johnstone and Pentti in which Pentti had great 
difficulty making Gerry understand that by describing 
the car as “‘finished”’ he meant more than just retired! 

Saab were not having too happy a time with 
Eklund’s car as the fan savaged the radiator on stage 
15 and there were scenes of activity round the car at 
the Perth halt. The car was, however, fated and final 
drive problems struck soon afterwards when the 
second gearbox the car had had on the event failed. 

The Chequered Flag team were busy experiment- 
ing with the Fiat and, although Billy was not setting 
the forests alight with quick times, they were quite 
pleased with the way things were going. The tyres had 
proved a hundred per cent improvement with them 
experiencing no punctures at all. Their only main 
problem seemed to be the flimsy Cromodora wheels 
which, on Scottish moonscape, proved inadequate. 

Sunday night seemed very hard and long with the 
dull weather deteriorating to produce some awful 
conditions. The rain lashed down and on higher 
ground fell as snow so, as the cars crawled towards 
the breakfast halt at Dalmally at 6 o’clock on Monday 
morning, there were many despondent people 
around. 

During the night Vatanen and Mikkola had been 
having a frantic battle with the Toyota taking the lead 
by one second after stage 20 (Devilla). At this point 
Ryan had also taken the Group 1 lead from Malcolm 
Wilson who was seven seconds behind him. 

Leading the Scottish drivers for most of the rally 
had been Drew Gallacher and David McHarg in their 
ageing Mki RS1600. They finally went out on the 
road section between stages 30 and 31 with a blown 
diff. But their problems up to this point had included 
a gearbox change after stage five, a clutch change at 
Perth and running for five miles on Craigvinean on a 
puncture. With the demise of this pair Jim Howden 
and Ian Marwick took over the slot as leading 
Scottish crew in their RS1800 and were lying 11th at 
Dalmally. 

But when the cars arrived at Dalmally there were 
some further tales of woe. The walking wounded 
included Dawson, Wilson and Ryan. Dawson had 
stalled his engine at the start of Loch Ard 1 and lost 
40 seconds and then three stages before the Dalmally 
halt the halfshaft had gone. He seemed even more 
despondent with the car than before and admitted 
that if it had not been for Stuart Pegg he would have 
given up a long time before. Ryan had done the eight 
stages before Dalmally with only back brakes as the 
nearside front caliper had departed on Succoth Range 
and had also bent the offside track control arm. 
Wilson’s problems had been because of broken shock 
absorbers on the Glenshellish stages and he had lost 
about five seconds to Will Sparrow in the Group 1 
battle. 

Notable missing cars at Dalmally were Mikkola’s 
Celica and John Taylor and Tony Drummond’s 
RS1800s. Mikkola had had electrical problems when 
the main lead from the coil to the distributor shorted, 
but had managed to get that fixed. Then on the last 
road section into Dalmally, when Arne Hertz was 
driving, the gearbox had seized. The service crew 
managed to get to them with a new "box but they 
could not detach the offending unit and by the time 
the job was done they were 22 minutes OTL. The 
team were most upset as they had been going so well 
and also mystified as this was their first ever gearbox 
failure. They were also surprised at the roughness of 
the event as they were going through a pair of M&S 
tyres in seven miles and the underside of the car was 
very badly damaged. They were not alone. 

The RS1800s of both Taylor and Drummond had 
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gone off during the night for good when both drivers 
were lying comfortably in the top ten. 

The surviving DTV Chevette for Sclater was also 
having troubles and had to have the axle changed in 
the early hours. It had been damaged when they had 
run eight of the ten miles of Loch Ard 1 ona flat rear 
tyre. Chris had actually managed to get up as high as 
third and was pleased with the car, but finally his rally 
came to an end on stage 38 (Lennachan) on Monday 
morning with suspected valve insert problems. 

So with the demise of Mikkola, Vatanen was back 
with a comfortable lead of over four minutes and 
Blomqvist had inherited second place. Pond was 
third, Sclater fourth, Faulkner fifth, Coleman sixth, 
Dawson seventh and after a storming drive Brookes 
was eighth. “I never expected to be back up here 
after taking the maximum ”’, he said. Malcolm Wilson 
was now well over a minute in front of Will Sparrow 
for Group 1 with Ryan’s problems having dropped 
him down to fourth in this class. 

Cowan had lost touch with the leaders in his ailing 
car and finally retired with a twisted rear axle on stage 
39 (Glenloy) on Monday morning. Poor Andrew had 
had all sorts of problems including a broken alterna- 
tor belt three stages before, which had knocked the 
timing out. With the radioed help of Mick Jones 
Andrew had fixed this in the stage but had taken a 
maximum while doing so. 

The Fiat entourage were trying all sorts of things on 
the Coleman car, including different struts, dampers 
and smaller tyres, all of which unfortunately lost them 
about three minutes as they proved totally unsuitable 
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Above: Stig Blomqvist’s Saab retired on the last day while lying a strong second. Below: Russell Brookes’ battered 
RS1800 on Clashindarroch, with just one stage to go. 
1 


for the conditions. 

Two Group 1 men who went missing during 
Monday were McRae and Elsmore. McRae went off 
in a big way on stage 37 (Glen Nevis) damaging the 
front end, bending the back axle and having to be 
winched back on the road. Elsmore went five stages 
later at Inchnacardoch 1 when the halfshaft pulled out 
complete with the wheel and brake drum. He took a 
maximum on the stage and by the time the service , 
crew arrived on the scene and effected the necessary 
repairs he was OTL. Also off on the same stage as 
McRae were Nigel Rockey and Derek Tucker in their 
RS1800. They were reported to be hanging over the 
edge and collected a maximum before they could get 
going again. It was not until the end of the first part of 
the rally that Nigel realised that he had only got front 
brakes and so it was not so surprising he had gone off. 
“TI was really depressed as I thought I was over the 
hill’, said a relieved Rockey after he had discovered 
the real situation. 

It was a very tired depleted rally that arrived back 
at Aviemore on Monday night for the halt with just 62 
of the 140-odd starters remaining for the final 12 
stages on Tuesday. 

The top placings at this point were: Vatanen 199m 
16s; Blomqvist 203m 47s; Pond 205m 9s; Faulkner 
206m 17s; Brookes 206m 31s; Coleman 207m 32s; 
Dawson 209m 0s; Wilson 211m 4s; Howden 211m 
44s; Sparrow 213m 55s. 
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With second place still in his sights Russell Brookes 
was determined to make Tuesday a do or die effort 
and, as his co-driver John Brown said at the last lunch 
halt “I think he is trying to dispel the myth that Ari is 
quicker than he is. In fact I think they are ideal 
sparring partners”. 

Anyway his fight up the field was aided early on 
with the disappearance of Blomqvist’s Saab on stage 
51 (Monaughty 1). He had been reported to have a 
transmission oil leak on the first stage of the day at 
Culbin and then just two stages later his gearbox, the 
second of the event, cried enough and the crew had 
quite a long trek back to the start from the middle of 
this nine miler. 

Another victim on this stage was Paul Faulkner 
whose gear lever shot about two feet into the air 
spurting oil everywhere two miles from the end of the 
stage. When Paul and Monty got out and examined 
their car they found the propshaft lying on the road 
broken, the bellhousing split open and the clutch 
lying on the road. Monty immediately set off towards 
the end of the stage to find the service crew. They 
arrived back and installed a new propshaft, which 
lasted precisely another 500yds before it detached 
itself again. This was a very disappointing retirement 
after a fine drive which looked likely to reward the 
crew with a fifth overall placing. Still they were both, 
as usual, smiling at the end of the event. Jim Howden 
was still going well in the top ten despite also having 
problems in this stage with a fire inside the car from 
burning carpets, looked set to be first Scot home. 

On stage 50 (Newtyle) there was a large rock sitting 
by the side of the road on a left hander waiting to 
catch unsuspecting drivers. Two people to fall foul of 
this were Pat Ryan’s Dolomite and Gavin Waugh’s 
Avenger. Ryan had to change a bent steering rack 


and though the back axle was also bent he did not 
have time to change it. This gave the car some very 
peculiar handling characteristics as the axle tube was 
pulling out on right handers. “I think people watching 
me driving on the last few stages round right handers 
must have thought I was an idiot as I was literally 
having to crawl round them and then having to try to 
make up time round left handers,”’ said Pat. 

Waugh’s problem came from the nearside tie rod 
being broken on this rock and his co-driver Peter 
Handy was having to walk by the side of the car after 
the stop line, kicking the wheel to the correct angle. 

Coleman also. had problems here when the car 
refused to start at the start as the solenoid had packed 
up before the morning re-start. 

Russell arrived at the Keith lunch halt, changed the 
struts and renewed the breaking engine mountings 


It was Malcolm Wilson’s turn to win Group 1, which he 
did after a fine drive. 


before getting in the car to continue. As he tried to 
drive off he found that the clutch would not work. 
The car was literally pounced on by the service crew 
who only had a few minutes to do the job. Thankfully 
the fault was located and rectified and Russell was 
able to drive away. During the morning he had been 
storming after Pond’s TR7. Tony remarked “I just 
can’t live with Russell. I’m trying everything I know 
but there is nothing I can do to keep him at bay.”’ He 
was probably driving as hard as he has ever done— 
very hard indeed. 

Vatanen was still way ahead on 243m 3ls, as 
against Pond’s 248m 31s, despite losing 1m 30s with a 
punture on SS55 (Aultmore). Russell was just 26 
seconds behind Pond and looked set to snatch this 
back on the remaining five stages. But his immense 
speed caught him out on SS 57 (Bin 2) when he hit a 
huge rock 100 yards from the finish line on a fast left 
hander. The car rolled twice before landing on its 
side. Luckily there were many willing hands who 
tushed to his rescue and he only lost 1m 30s on the 
leaders. The car was, however, badly battered with 
both doors completely jammed and the windscreen 
shattered. Luckily there was a service halt a couple of 
miles down the road where his mechanics and Mick 
Jones worked like demons to check that nothing 
serious was broken. Miraculously the beaten and 
battered car was able to continue and, despite all this 
drama, Russell had still not lost his third place, but 
had now lost his chance of taking the second spot. He 
was visibly shaken by the accident but recovered 
enough by the end of the penultimate stage to remark 
to Mick Jones that “‘it’s handling perfectly now!” 

So it was now just up to the remaining weary crews 
to make it back to Aviemore via the last couple of 
stages at Clashindarroch and Tornashean. 

As usual at this point in a rally when Vatanen is in 
the lead, David Sutton was pacing up and down the 
road with a worried expression on his face, although 
Peter Bryant seemed more confident that they were 
not going to have a repeat of the Welsh as he was 
heard to say over the radio just befure the last stage, 
“I think there’s something wrong, we've still got all 
four wheels on the ground.” 
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Lombard-Esso Scottish Rally 
5/7 June 1977 
Motor/RAC Round, 6 ECR co-efficient 3 


1, A.Vatanen/Bryant (RS1800) 268m 16s pens; 
2, Pond/F. Gallagher (Triumph TR7) 272m 00s; 
3, R. Brookes/J. Brown (RS1800) 274m 43s; 
4, B. Coleman/D. Richards (Fiat 131 Abarth) 276m 19s; 
5, A. Dawson/S, Pegg (RS1800) 277m 02s; 
6, J. Howden/!. Marwick (RS1800) 280m 56s; 
7, M. Wilson/J. Davies (RS2000) 282m 25s; 8, W. Sparrow/R. Crellin (Chryster 
Avenger GT) 285m 27s; 9, B. Culcheth/J. Syer (Triumph TR7) 286m 30s; 10, C. 
Samson/A. Samson (RS1800) 286m 47s. 


Group One 
1, M Wilson/J. Davies (RS2000) 282m 25s; 
2, W. Sparrow/A. Crellin (Chrysler Avenger GT) 285m 27s; 
3, P. Ryan’. Nicholson (Triumph Dolomite Sprint) 289m 08s; 
4, A. Borjesson/M. Sterner (BMW 320) 291m 04s; 
5, G Waugh/P. Handy (Chrysier Avenger GT) 292m 20s; 
6, B. Blomavist/A. Landholm (Opel Kadett GT/E) 298m 05s; 
7, D. Robbins’G. Daws (RS2000) 300m 29s; 8, R. McCartney/W. Moffett (RS2000) 
909m 30s; 9, A. Lyons/l. McFarland (Chrysler Avenger) 313m 57s; 10, |. Clark/V 
Horsley (Chrysler Avenger) 322m 22s. 


(144 startors—é0 finishers) 
Rally Leaders: 
Stage 1 Mikkola, 2-13 Brookes, 14 Mikkola, 15-end Vatanen 


important Retirements: 

Stig Blomaqvist/Hans Sylvan (Saab 99EMS) differential 50 stages when 2nd 
Hannu Mikkola/Arne Hertz (Toyota Celica) gearbox 34 stages when 2nd 
Per Eklund/Bjorn Cederberg (Saab 99EMS) differential 19 

Pentti Airikkala/Colin Francis (Vauxhall Chevette) accidentftire 16 

Andy Cowan/Hugh McNeill (RS1800) rear axle 39 

Walter Rohri/Mike Broad (Opel Kadett GT/E) accident damage 11 

Chris Sclater/Martin Holmes (Vauxhall Chevette) engine 37 when 4th 
Bror Danielsson/Uif Sundberg (Ope! Kadett GT/E) torque tube 9 

Drew Gallacher/David McHarg (RS1600) rear axle 29 

Jim McRae/David Brown (Vauxhall! Magnum Coupe) accident 37 

Paul Faulkner/Monty Peters (RS1800) transmission 50 

Kyosti Hamalainen/Juhani Korhonen (AS2000) many problems 16 

John Taylor/John Jensen (RS1800) accident 26 

Tony Drummond/Rodney Spokes (RS1800) accident 31 

Don Heggie/George Dean (RS1800) accident 11 

Colin Matkin/John Billet (Triumph TR7) rear suspension 24 

Graham Elsmore/Stuart Harrold (RS2000) accident 42 

George Hill/Roger Jones (Vauxhall Chevetta) engine 34 


Rally details: Area, mid Scotland, based at Aviemore. Three days, one night halt, at 
Aviemore. 60 stages (all except one forest), all secret, 7 night, the rest day, half wet, 
the rest dry and dusty 


Special stage times: 
Brookes 

Vatanen 

Alrikkala 

Mikkola 

Coleman 

Pond 

Dawson 

Rockey (12th overall) 
Drummond 

Faulkner 

Blomqvist 

Sclater 

Taylor, John 
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RAC championship positions: (Overall) Brookes & Airikkala 29, Mikkola 27, 
Dawson 22, Taylor 21, Coleman & Faulkner 20, Pond 19, Rockey 18, Sparrow 16 etc. 
(Group 1) Sparrow & Wilson 48, Elsmore 35 etc. 

1136 total miles, 236 stage miles. 

Organiser: Major Tennant-Reid, club: RSAC. 

Previous winners: 76 Brookes, 75, 73, 68, 67, 65, 64 Roger Clark (DNS 1977), 74 
no rally, 72 Mikkola, 71 Sclater, 70 Cuicheth, 69 Lampinen, 66 Fall, 63 Cowan etc. 
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$S1 Inshriach 1 

1, Mikkola 1.12; 2, Brookes 1.13; 3, Airikkala 1.14; 4=S, Blomqvist and Vatanen 
1.15. 

$S2 inshriach 2 

1, Brookes 4.03; 2, S. Blomqvist 4.05; 3, Mikkola 4.06; 4, J. Taylor 4.09; 5, Airikkala 
4.10. 

SS3 Glenlivet 

1, Airikkala 3.43; 2, Brookes 3.44; 3, Mikkola 3.45; 4, J. Taylor 3.46; 5, Vatanen 3.47. 
SS4 Gartly 

1= Brookes, Airikkala, Vatanen, Dawson and Gallacher 3.00 

SS5 Correnie 

1= Airikkala and Vatanen 2.32; 3= Brookes and Mikkola 2.34; 5= Danielsson and 
Drummond 2.42. 

$S6 Funach 

1= Brookes and Airikkala 2.00 (cleaned); 3, Vatanen 2.02; 4, J. Taylor 2.04; 5, 
Sclater 2.06. 

SS7 Mulloch Hill 

1, Mikkola 2.02; 2= Brookes and Vatanen 2.04; 4= Sclater, J. Taylor and 
Drummond 2.07. 

$S8 Durris 1 

1, Mikkola 2.04; 2, Vatanen 2.06; 3, S. Blomqvist 2.09; 4= Brookes, Airikkala, 
Gallacher, J. Taylor, Drummond 2.10. 

$S9 Durris 2 

1, Airikkala 4.01; 2= Brookes and Vatanen 4.02; 4, Sclater 4.03; 5, Cowan 4.04. 
$S10 Fetteresso 

1, Mikkola 6.47; 2, Vatanen 6.49; 3, Airikkala 6.51; 4, Brookes 6.52; 5= J. Taylor and 
Drummond 6.53. 

$S11 Dri 

1, Brookes 7.31; 2, Mikkola 7.36; 3, Vatanen 7.39; 4, Sclater 7.41; 5, Airikkala 7.42. 
$S12 Gienisia 

At least 30 cars cleaned the stage. 

$S13 Kindrogan 

1, Alrikkala 5.05; 2, Mikkola 5.11; 3, Brookes 5.13; 4= S. Blomqvist and Cowan 5.14. 
$614 Errochty 

1, Airikkala 8.05; 2, Mikkola 8.10; 3, Vatanen 8,11; 4, J. Taylor 8.21;5= S. Blomqvist 
and Gallacher 8.23. 

$$15 Drummond Hili 

1, Airikkala 6.47; 2, Vatanen 6.52; 3, Mikkola 6.57; 4, Sclater 6.59; 5, Drummond 
7.00. 

$S16 Craigvinean 

1= Brookes and Vatanen 6.07; 3, Mikkola 6.09; 4= Sciater and Drummond 6.11. 
$S17 Ladywell 

Cancelled 

S16 Kelllour 

1, Drummond 3.24; 2= Brookes and Vatanen 3.25; 4, Mikkola 3.26; 5, Gallacher 
3.28. 

$S19 Blalradam 

1, Brookes 5.30; 2, Mikkola 5.31; 3, Vatanen 5.32; 4, S. Blomqvist 5.35; 5, Sclater 
5,42. 

$820 Devilla 

1, Brookes 3.38; 2, Mikkola 3.41; 3, Sciater 3.42; 4, S. Blomqvist 3.43; 5, Vatanen 
3.45. 

$S21 Carron 

1, Vatanen 6.43; 2, Mikkola 6.47; 3, Ryan 6.53; 4= Brookes, S. Blomqvist and 
Dawson 6.54. 

$S22 Buchanan 

1, Vatanen 2.29; 2= Sclater, J. Taylor and Drummond 2.33; 5, Brookes 2.34. 

$S23 Loch Ard! 

1, Vatanen 12.49; 2, Brookes 12.57; 3, Mikkola 13.08; 4, Pond 13.20; 5, S. Blomqvist 
13.21. 

$$24 Loch Ard 2 

1, Brookes 3.36; 2, S. Blomqvist 3.40; 3, Vatanen 3.42; 4, Coleman 3.43; 5, Mikkola 
3.44. 

$$25 Achray 

1= Mikkola and Coleman 5.14; 3= Brookes and Vatanen 5.16; 5= Pond, Sciater 
and Rockey 5.23. 

$S26 Strathyre 

1, Vatanen 4.36; 2= Brookes and Mikkola 4.37; 4, Wilson 4.40; 5, Sclater 4.42. 
$S27 Succoth Range 

1, Vatanen 3.34; 2= Pond and Wilson 3.40; 4, Sclater 3.43; 5= Brookes, Mikkola, 
Faulkner and Drummond 3.44. 

$S28 Rest and be Thankful 

1, Mikkola 1.07; 2, Coleman 1.08; 3= Brookes, Vatanen and Dawson 1.09. 

$S29 Glen Croe 

1, Brookes 1.47; 2, Mikkola 1.49; 3, Vatanen 1.50; 4= Pond, Sclater and Wilson 
1.51 


$S30 Ben Lagan 

1= Brookes and Vatanen 5.05; 3= Mikkola and Cowan 5.09; 5, Coleman 5.12. 
$S31 Island 

1, Pond 2.31; 2, Brookes 2.34; 3, Vatanen 2.38; 4= Coleman, Sclater and Faulkner 
2.39. 

$S32 West Loch Eck 

1, Brookes 7.40; 2, Vatanen 7.42; 3, S. Blomqvist 7.46; 4, Coleman 7.48; 5, Sciater 
7.50. 


$S33 Glenshellish 1 

1, Brookes 5.32; 2, Vatanen 5.43; 3, Mikkola 5.46; 4, Pond 5.47; 5, Coleman 5.48. 
$S34 Glenshellish 2 

1, Brookes 4.49; 2, Vatanen 4.57; 3, Coleman 5.04; 4, Pond 5.05; 5, Sclater 5.06. 
$S35 Glencoe 


1, Brookes 5.04; 2, Vatanen 5.13; 3, Pond 5.16; 4, Dawson 5.17; 5, Sclater 5.20. 
$837 Glen Nevis 

1, Brookes 4.11; 2, Vatanen 4.20; 3, S. Blomqvist 4.24; 4, Coleman 4.27; 5, Pond 
4.30. 

$S38 Leanachan 

1, Brookes 6.34; 2, Faulkner 6.50; 3, S. Blomqvist 6.51; 4, Coleman 6.53; 5, Pond 
6.56. 

$$39 Glen Loy 

1, Brookes 6.00; 2, Vatanen 6.12; 3, Blomqvist 6.14; 4, Faulkner 6.17; 5, Pond 6.22. 
SS40 Mandally 

1, Vatanen 1.55; 2=Brookes and Faulkner 1.56; 4, S. Blomqvist 1.58; 5= Dawson 
and Howden 1.59. 

$841 Glengarry 1 

1, Brookes 2.41; 2, Faulkner 2.47; 3=S. Blomqvist and Dawson 2.48; 5, Vatanen 
2.49. 

$S42 Glengarry 2 

1, Brookes 1.22; 2=Vatanen and Faulkner 1.23; 4, Dawson 1.24; 5=S. Blomqvist, 
Pond and Wilson 1.25. 

$843 Inchnacardoch 1 

1, Brookes 3,25; 2, Vatanen 3.33; 3=Pond and Dawson 3.35; Faulkner 3.38. 


$S44 Inchnacardoch 2 

1, Brookes 2.09; 2, Vatanen 2.12; 3=Pond and Faulkner 2.14; 5=S. Blomqvist and 
Coleman 2.15. 

$845 Port Clair 

1=Brookes and Vatanen 2.43; 3, Pond 2.46; 4, Faulkner 2.47; 5, S. Blomqvist 2.48. 
$S46 Glenurquhart 

1, Brookes 6.59; 2, Vatanen 7.01; 3, Pond 7.12; 4, Faulkner 7.13; 5, S. Blomqvist 
7.17. 

$S47 Meall Mhor 1 

1=Brookes and Vatanen 1.06; 3, Faulkner 1.07; 4=Coleman, Dawson and Rockey 
1.08 

$S48 Meall Mhor 2 

Cleaned by Brookes, S. Blomqvist, Coleman, Vatanen, Pond; Dawson, Ryan and 
Howden. 

$849 Culbin 

1, Vatanen 8.48; 2, Dawson 8.50; 3, Brookes 8.51; 4, Pond 8.56; 5, Howden 9.07. 
SS50 Newtyle 

1, Vatanen 3.44; 2, Pond 3.45; 3, Dawson 3.46; 4=Brookes and Samson 3.48, 
$S51 Monaughty 1 

Cleaned by over ten cars. 

$S52 Monaughty 2 

Cleaned by over ten cars. 

$S53 Teindiand 

1, Brookes 4.00 (cleaned); 2, Dawson 4.08; 3=Vatanen and Pond 4.18; 5, Rockey 
4.14, 

$S54 Ordiequish 

1, Brookes 6.47; 2, Pond 7.04; 3, Dawson 7.01; 4, Vatanen 7.10; 5, Rockey 7.17. 
$S55 Aultmore 

1, Brookes 7.00 (cleaned); 2, Pond 7.24; 3, Dawson 7.30; 4, Coleman 7.34; 
5=Rockey and Eyre-Maunsell 6.05. 

$S56 Bin 1 

1, Brookes 5.43; 2, Vatanen 5.57; 3=Pond and Rockey 5.59; 5=Coleman and Eyre- 
Maunsell 6.05. 

$S57 Bin 2 

1, Coleman 2.03; 2, Rockey 2.05; 3, Pond 2.06; 4=Cuicheth and Samson 2.08. 
$S58 Bin3 

1, Rockey 2.17; 2, Coleman 2.19; 3, Dawson 2.21; 4=Brookes and Pond 2.22. 
$S59 Clashindarroch 

1, Brookes 10.39; 2, Coleman 10.41; 3, Dawson 10.48; 4, Pond 10.49; 5, Howden 
10.50. 

$S60 Tornashean 

1, Vatanen 3.12; 2=Coleman and Pond 3.13; 4, Rockey 3.15; 5, Dawson 3.16. 
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The Mazda Hatchback is the right size and looks good. 


Mazda workhorse 


The Mazda Hatchback is a new car, launched 
by the vast Toyo Kogyo organisation into the 
highly competitive 1300cc market. It is obvious- 
ly a very serious attempt to produce a best- 
seller, which will entail taking away sales from 
all the big European manufacturers. The design 
philosophy is therefore worthy of examination. 

The engineer will find nothing to titivate his 
appetite, but the man, or more likely woman, 
who sees this car through the showroom win- 
dow will walk right in. It’s the right size, it looks 
good, it is lavishly equipped, and such things as 
the standard rear window wash/wipe will make 
an instant appeal. There is more legroom in the 
rear compartment than most cars of this class 
can boast, and the instantly folded seat provides 
a flat platform of considerable area for bulky 
objects. 

Also, when your friendly Mazda dealer offers 
a test drive, the first impressions will be good. 
All the controls are light, the gearchange is 
superb in the Japanese manner, and the car 
feels livelier and more responsive than many of 
its rivals. It’s a particularly easy car to handle 
that flatters the skill of the moderate driver, 
who starts by feeling nervous behind a strange 
wheel and is surprised to find how soon he 
becomes completely at home. Those, my 
friends, are the things that sell cars, and you can 
forget about understeer and oversteer and the 
polar moment of inertia. 

So, the Hatchback is probably the best-seller 
that it was always intended to be, yet technical- 
ly it breaks no new ground. The overhead- 
camshaft engine, although certainly efficient, 
has been developed from something that has 
been around for a long time. The chassis design 
is orthodox in the extreme, if not old-fashioned. 
Even a live rear axle has been retained, al- 
though it is well located, and the Japanese are 
still loath to adopt rack-and-pinion steering. 

The hatchback body has rather a high sill, 
over which the kitchen sink must be loaded. 
The floor level when the seat is folded is also 
high, as is usual with live rear axles, and in this 
case the spare wheel is carried beneath the 
platform too, as there is insufficient space 
under the bonnet. With the seat back raised, a 
neat folding shelf conceals the suitcases in the 
boot. Entry through the doors is easy and the 
driving position is comfortable, although an 
exceptionally tall man might be out of luck. The 
driver has a good all-round view and it is easy to 
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judge the whereabouts of all four corners when 
parking. 

A maximum bordering on 90mph and plenty 
of torque in the middle ranges are good features 
of the engine. Less appealing is its tendency to 
stall during the long warming-up period, and it 
becomes somewhat noisy when pressed, al- 
though this is not unusual in the 1300cc class. 
The excellence of the gearchange has already 
been mentioned but there is a pronounced 
whine on the indirect ratios, which is rather 
unexpected. The absence of wind noise is 
praiseworthy, and road noise only obtrudes on 
sandpaper-like surfaces, but there is some body 
boom. 

The handling is quite pleasant, with moder- 
ate understeer under normal conditions. Fairly 
fast cornering is an effortless proceeding and 
the rear wheels do not tend to hop over bumps; 
some roll is evident towards the limit, but it 
remains moderate during slightly less spirited 
driving. The suspension tends to fidget and the 
ride can become distinctly choppy on some 
country lanes, although a load in the back 
lessens this effect. Wet roads noticeably reduce 
the cornering power, but the handling remains 
predictable. 

While the steering is light for town driving 
and parking, it is perhaps rather low-geared for 
the rapid negotiation of winding roads. Similar- 
ly, it can feel a little imprecise on the straight, 
particularly when there are gusts of wind. The 
brakes, although light in operation, do not have 
too much servo-assistance and stand up well to 
hard driving. 

The lights are effective and still give some 
reasonable illumination when dipped. The 
heating system is of the simplest design, but 
efficient nevertheless. As should always be the 
case, the ducts for fresh-air ventilation are 
entirely separate and there is ample volume by 
ram-effect only. Unfortunately, however, it’s 
all or nothing, as the controls have no interme- 
diate graduations. 

Although some people may find the Mazda 
Hatchback too unrefined for their taste, it 
would appear that the majority of car buyers 
are not particulary critical of such things, judg- 
ing by the vehicles they choose. This is no magic 
carpet, but for sensible family transport with 
Japanese dependability there is much to be said 
| for it, if you like that sort of car. 


by John Bolste) 


Above: The front of this attractive car which is 
likely to be a winner with women. Below: The 
hatchback body has rather a high sill. 
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MAZDA HATCHBACK - 
‘a aie We a8 24 #28 32 36 


SECONDS 


Car Tested: Mazda 323 Hatchback 2-door saloon, price £2323. 

Engine: Four-cylinders 73 x 76mm (1272cc). Compression ratio 9.2 to 1 
60bhp DIN at 5500rpm. Chain-driven overhead camshaft. Twin-choke 
downdraught carburetter. 

Transmission: Single dry plate clutch. 4-speed synchromesh gearbox, 
tatios: 1.0, 1.301, 1.995, and 3.337 to 1. Hypoid rear axle, ratio 3.9 to 1. 
Chassis: Combined steel body and chassis. MacPherson independent front 
suspension with anti-roll bar. Recirculating ball steering gear. Live rear axle 
on four trailing links and Panhard rod. Servo-assisted dual-circuit disc/drum 
brakes with rear control valve. Bolt-on steel wheels, fitted 155 SR 13 tyres 
Equipment: 12-volt lighting and starting. Speedometer. Water temperature 
and fuel gauges. Heating, demisting, and ventilation system, with heated rear 
window. 2-speed windscreen wipers and washers, plus rear window 
wipe/wash. Flashing direction indicators with hazard warning. Reversing 
lights. 

Dimensions: Wheelbase 7ft 7.1in. Track 4ft 3in/4ft 3.6in. Overall length 12ft 
10.3in. Width 5ft 3.2in. Weight 15.6cwt. 

Performance: Maximum speed 89mph. Speeds in gears: third 77mph, 
second 51mph, first 30mph. Standing quarter-mile 19.5s. Acceleration: 0- 
30mph 4.0s, 0-5O0mph 9.5s, 0-60mph 14.2s, 0-70mph 20.8s 

Fuel Consumption: 27 to 36mpg 
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Geoffrey Brabham on his way to his second Formula 3 win in two days. 


Jubilee 


Geoff 


Brabham wins Donington’s first F3 race—Flux second again in another 
Ralt one-two—Report: JEREMY SHAW. 


The day after scoring a thoroughly convinc- 
ing victory in the Vandervell Products 
Formula 3 event at Silverstone, Geoffrey 
Brabham took his Esso-backed Ralt RT1 
up to the new Donington Park circuit and 
scored another superb win, followed, as he 
had been the day before, by 21-year-old 
British driver Ian Flux in his Ockley Ralt. 
The quiet but confident young Australian 
came through impressively from a first lap 
seventh position, picking off those in front 
of him steadily until, on lap 14, he feigned 
to take the outside line from Ian Flux into 
Redgate Lodge but dived neatly to the 
inside under braking and moved ahead, 
thereafter pulling away to a comfortable 
4.2s win. 

The nine-race Jubilee Day programme 


was capably organised by the BARC, 
though the unpredictable weather and an 
unacceptably high entrance fee combined 
to keep the crowds away. The pick of the 
supporting races was an excellent FF1600 
win for London-based, Tipperary-born Da- 
vid McClelland who took his Crosslé 30F to 
a narrow win from David Leslie’s Royale 
RP24 and thus extended his BARC cham- 
pionship lead over the former British Team 
kartist to ten points, while the ‘Big Broth- 
er’ FF2000 BAF round once again went the 
way of the almost invincible South African 
Rad Dougall. 


F3 


BP CHAMPIONSHIP 8 
DONINGTON 


Real F3 racing: Elgh, Warwick, Bright (right), Brabham and South. 
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The single forty-minute practice session for this, the 
eighth round of the BP F3 Championship had to be 
halted after about half an hour to retrieve three cars 
that were stuck in the sand at McLeans corner. The 
session had begun in the wet, though the revolution- 
ary new track surface which dries with almost 
uncanny speed, meant that when the session was 
restarted it was almost possible to go straight onto 
slick tyres, though John Bright was the only person to 
do so immediately. He found conditions somewhat 
slippery to begin with but then started to set some 
very quick times and, with just a few minutes 
remaining, everyone began a mad rush to the pits for 
slicks. 

It seemed for a while as if the local lad would start 
the race from pole position, with his privately entered 
Wheatcroft R18, but he spun off on his very last lap— 
the all-important one “which would have been a rea] 
flyer’, he grinned afterwards. “I'd taken Redgate 
superbly and went ‘flat’ down the hill but then it was 
still damp at the Old Hairpin and I spun!” Thus his 
time of 1m 17.4 secs was beaten by both Jan Flux and 
James King on their very last laps. 

The personable young Briton had changed to slick 
tyres just in time and was delighted with his first eve1 
pole position in Formula 3. Since his wrist-breaking 
accident at Thruxton in April, Flux has been strug: 
gling to regain his form, having not qualified ai 
Monaco and then not going awfully well at Brands 
Hatch but this Jubilee weekend was a different story 
At Silverstone he had taken a competitive seconc 
place and now here he was on the pole—“‘it feel: 
good”, he said as he waited for the off, showing nc 
signs at all of nervousness. The American James Kinj 
also gave his best display of the year so far, qualifying 
his works March 773 in the middle of the front row or 
the same time as Flux. 

Eje Elgh went out at the last possible moment or 
dry tyres to set his 1m 17.4 secs but was hampered by 
having the wrong top gear. As he explained, ‘“‘we pui 
a 26:25 in instead of a 25:26 so I was only pulling 500( 
revs at the end of the main straight, though the cai 
was handling beautifully and I like the circuit, really” 
Geoff Brabham shared the second row with the 
Swede’s Chevron and was the quickest on wet tyre: 
with a 1m 17.8 secs. 

Row 3 contained Derek Warwick’s Chevron B3i 
on 1m 18.0 secs, though “I’m just not happy’, he sai 
despairingly. ‘““There’s something wrong somewher: 
but I just can’t nail it down. I’m normally a front 
runner in the wet’. The current European F] 
champion went two seconds a lap quicker once dr, 
tyres had been fitted “but it ain’t ’arf wet in places 
*specially down the hill and round the 3-apex right 
hander” (Coppice). Stephen South sat in the middl: 
of the third row with his Team BP March 763. Thi 
had miraculously been rebuilt overnight by th 
enthusiastic Alan Docking team although ‘“‘we’ve ru: 
out of normal noses and are now running a fast circui 
nose”, which is more convex in profile. South’s tim 
of 1m 18.8 secs was equalled by Derek Daly in Dere: 
McMahon’s B38, who found his nose splitter flappin 
around on the straights giving a “terrible vibration 
before he went off onto the grass and broke it of 
altogether. He also stayed out too long on wets, an 
forfeited a grid placing nearer the front. 

Twenty-five-year-old Frenchman Patrick Gaillar 
put on another good showing in his Chevron B38 an 
his time of 19.4 secs was good enough for the inside c 
row 4, which he shared with the first of the Unipai 
Racing Team March 773s, driven by Ian Taylor. Th 
lanky Ian Grob posted the same time as Taylor (11 
19.6 secs) but was a row further back along wit 
Thorkild Thyrring’s Marlboro Chevron B38 and th 
other Unipart March of Tiff Needell. Thyrring 
practice had been somewhat shorter than most as h 
was one of those to become stuck in the sand, th 
others being South, Pati and Dieudonné, the Belgia 
having unfortunately spun into Pati’s stationary cz 
and caused considerable damage to both. 

Ian Ashley continued his development of th 
difficult Lola T570 and posted a best of 1m 20.4 sec: 
with Aryon Cornelson just 0.2 secs slower in h 
March, followed by Phillipe Colonna, a 26-year-o] 
Parisian, on 20.8 secs as was the identical B38 « 
Australian Chris Farrell. Dieudonné recorded a 21, 
secs in the Ehrlich R83 before his ‘off’ but would hav 
to start the race in the old ES5 model, while the gri 
was made up with Brett Riley’s AFMP-Starz Marcl 
which suffered a seized gearbox for the second dé 
running (22.0 secs), Mario Pati (23.6 secs), Iv 
Jones’ March 743 (24.8 secs), Richard Jones’ Dok 
mite-engined March (25.2 secs) and Wyatt Stanley 
slow March on 35.8 secs. 


ACE 


Threatening clouds had been around all afternoo) 
though fortunately the track was dry as the twenty-c: 
field completed their warming-up lap. As the startir 
lights flashed to green, Flux made the most of h 
position and took off into the lead, while Bright toc 
bravely to the outside line at Redgate and emerged 
second place followed by King and the rest. Back in’ 
sight through the Park chicane they came with Flux 
couple of lengths ahead of Bright, who had Kin 
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Daly, Elgh, Warwick, Brabham, Gaillard, South and 
Taylor all itching to get past. This looked like real 
Formula 3 racing with King slipping neatly through 
ahead of Bright into Redgate on lap 2 followed 
quickly by Daly, while at the end of that lap the brave 
Leicester driver was elbowed totally off-line into Park 
and emerged, somewhat dazed, in eighth place. King 
and Daly soon caught up with the leader, though the 
Irishman then lost the use of his clutch and had to 
drive very hard to keep in touch. 

“Double Egg”’ had nerfed Warwick on the first lap, 
bending a shock absorber mounting on the Swede’s 
car and doing no good at all to the handling of 
Derek’s Chevron but, while the latter was demoted to 
seventh behind Brabham and South, Elgh was bat- 
tling to stay ahead of the charging ‘Aussie’, although 
he was losing a little ground on the leading trio. 

There was no way however, in which the tenacious 
Elgh was going to let Brabham through without a 
fight and it took several*attempts before the Ralt 
scrambled through under braking for the chicane 
despite much banging-of-wheels and forcing-onto- 
the-grass! Once past, Brabham rapidly hauled himself 
up behind Daly, who succumbed, again after a good 
fight, to a fine brake-locking maneouvre at Park on 
lap ten—half distance. 

On the following lap, Brabham outbraked King 
into McLeans, forcing the American slightly wide, 
while Daly “had a run up the inside and I tried to 
outbrake King into Coppice.” Both cars spun and 
Elgh had to take to the grass in avoidance, which 
broke the splitter and “‘made the car impossible to 
drive.”” Stephen South moved briskly through into 
third place before Daly could get the Chevron 
pointing the right way again and these remained static 
until the end despite Derek’s tireless efforts to reduce 
the gap in his clutchless and violently oversteering 
car. 

Ahead of these two Brabham scored an excellent 
win and Flux was content to stroke home in a 
delighted second place, while behind Daly there was 
an almighty battle for the minor points-scoring places 
between Warwick and Taylor with the former just 
getting the verdict having forced his way through at 
the last corner. Tiff Needell drove creditably after 
making a poor start, but was just unable to usurp 
Gaillard’s seventh place at the end having risen from 
thirteenth and then lost his nosecone on the last lap in 
his vain attempts to get by: “I was so much quicker 
than he was though. I really wanted to get Ian!” 

British Petroleum Formula 3 Championship, round 8 
Donington Park, June 7 
20 laps, 39.15 miles 

Geoffrey Brabham (Ralt-Toyota/Novamotor RT1), 27m 05.88, 97.47mph; 
. lan Flux (Ralt-Toyota/Novamotor RT1), 24m 10.08; 
Stephen South (March-Toyota/Novamotor 763), 24m 18.6s; 
, Derek Daly (Chevron-Toyota/Novamotor B38), 24m 19.6s; 
Derek Warwick (Chevron-Toyota/Novamotor B38), 24m 25.2s; 
lan Taylor (March-Truimph/Holbay 773), 24m 25.6s; 

7, Patrick Gaillard (Chevron-Toyota/Novamotor B38), 24m 30.0s; 8, Tiff Needell 
(March-Triumph/Holbay 773), 24m 31.6s; 9, John Bright (Wheatcroft-Toyota/Nova- 


motor R18), 24m 37.8s; 10 lan Grob (Chevron-Toyota/Novamotor B38), 24m 43.6s. 
Fastest lap: Brabham, 1m 11.0s, 99.24mph. 


SUPPORTING RACES 


Mike Barnby, a clubmans champion of ten years ago, 
made the best start in the Oceanair Clubmans B- 
Sports race and led into Redgate in his Harrison- 
based Spectrum Engineering Special but, unfortu- 
nately, that is as far as his lead lasted for he went into 
the corner too fast and spun, taking off Guy 
Woodward as well. Dud Moseley emerged intact and 
in the lead from Nick Linney, Philip Matchwick and 
Robert Glass, although it didn’t take Dud long to pull 
well clear of his pursuers and score his seventh win of 
the year and maintain his unbeaten run in the 
championship. Linney suffered from overheating 
later on in the race and lost second place to Glass, 
while, with Matchwick spinning twice at the Old 
Hairpin, Steve Collier was able to take a good fourth 
place after a dice in his Haggispeed with Bob Morey’s 
ex-Ferrada U2. 

The Britax prodsaloon race featured a close duel 
between Derrick Brunt’s Manitou-LE BMW and 
Jock Robertson’s Mayfair Opel Commodore. The 
power of the Bee-em would tell on the straights but 
Jock was always able to close the gaps due to the 
superior cornering of his Opel—that is until lap nine, 
when Jock left his braking too late at Park and lost all 
chance of having a go at Brunt on the last lap. Jchn 
Lyon had qualified his Monsieur Worth Alfetta on 
the front row of the grid in the wet practice session 
but contrived to cook the clutch when practising his 
starts on the warm-up lap, so his actual race start was 
rather poor and enabled Tony Hill’s Dolomite to 
move into a lead it never lost. Gerry Marshall 
involved himself in an entertaining battle with Hill, 
John Marsden’s BMW, Adam MacMillan’s similar 
car and Lyon on his way to winning his class. 

David McClelland took the lead of the BARC 
FF1600 race from the start but it was David Leslie in 
the lead at the end of the lap from Mark Syms’ 
modified Hawke DL15 and McClelland. On lap five 
Syms and McClelland entered the chicane side-by- 
side with the latter going through into second piace 
while the former locked up his brakes and scattered 
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FF2000 winner again: Dougall leads Reynard and Sytner. 


marker cones all over the track as well as collecting 
one in his front suspension, which remained until the 
end! McClelland then closed on Leslie and began a 
furious dice for the lead. On lap nine, he braked 
almost impossibly late for the chicane and went 
through on the inside by dint of throwing the Crosslé 
sideways in front of the Royale. As Leslie said 
afterwards, ‘I had to give way or hit him’’, while on 
the last lap they came upon a back marker going 
down the hill through the Craner Curves and 
McClelland had to take to the grass in order to get 
past the slow gentleman, who refused to budge from 
the racing line. Leslie took the longer route around 
the outside but still was only a few feet behind 
McClelland as they came into Park for the last time. 
The latter knew what he wanted, though, and braked 
as late as he dared—in fact he actually locked up fora 
fraction but the Cumbrian was not close enough to 
take advantage and had to be content with second 
place. 

John Homewood made a leisurely start to the 
smaller Forward Trust Special Saloon race knowing 
that he would have little difficulty in winning as he 
pleased. Bill Barrett was grateful for a couple of laps 
glory in his immaculate Mini-Ford but could do 
nothing about the Godfrey Hill Integral Imp as it 
sailed by on lap three. Charles Bernstein was set for a 
clear 850cc win in his superb Patrick Motors Mini but 
then fell foul of a spinning Alan Wood (Imp) at the 
chicane and the Mini-man had to pull off with 
damaged front suspension leaving the class to Mike 
Kirby’s Imp, though the Leyland employee did have 
the small consolation of setting the class lap record. 

The BAF Ford 2000 grid was once again headed by 
Rad Dougall’s Kismet Garage Equipment/Dynaflex/- 
Tolemans Royale RP25 and he went on to lead the 
race from start to finish, as is his wont. Adrian 
Reynard slotted his Reynard into second place at the 
start, while South African driver-to-Europe Mrs 
Desiré Wilson caused a stir by forcing her Crosslé 33F 
into third place from Frank Sytner’s Foxwood Dulon. 
The Lady, made several errors during the race ‘I was 
taking all the wrong lines” but nonetheless drove 
quickly and forcefully, as Philip Bullman will testify, 
while she also had the honour of setting fastest lap— 
how embarrassing! The three leaders, Dougall, 
Reynard and Sytner stayed together for a couple of 
laps until Adrian selected first gear instead of third (!) 
down at the Old Hairpin and “I swapped ends and 
carried on again before I even realised what was 
happening!” He rejoined to finish third, while Sytner 
had lost ground avoiding the Reynard and had to 
settle for second place which meant relinquishing his 
championship lead to the South African. Aussie Mike 
Quinn brought his Reynard through to fourth ahead 
of Bullman, who drove a spirited race after an earlier 
disagreement over lines with Mrs Wilson, who came 
in sixth ahead of a disappointed Jeremy Rossiter 
“Adrian told me to alter the car and now it’s 
terrible”, and Geoff Friswell, who also suffered in the 
Bullman/Wilson altercation. 

A good Steel Tube Services modsports race con- 
tained a grand battle for the lead between the two 
Lotus Elans of David Mercer, a 27-year-old dentist 
from Orpington, Kent, and the vastly more exper- 
ienced Lancastrian Jon Fletcher, while Bob Jarvis’ 
rapid Davrian was very close behind until spinning 
harmlessly at the Park chicane at half distance. Also 
on lap five, Fletcher took the lead from Mercer round 
the outside of the ex-Jenvey car at Redgate but then 
lost out again under braking for the chicane. it was a 
great dice that only petered out over the last lap or so 
when the Lancastrian’s brakes began to fade. Jarvis 


never lost his third place, despite the spin, and was an 
easy class winner, while the rest of the field were 
nowhere, although Mike Fisher’s good-looking 
Carrera could have had a say had not the transmission 
“juddered”’ disconcertingly at the start, forcing later 
retirement with no drive. 

Colin Hawker blasted through from the second row 
to lead the Forward Trust 1000 Plus race in his 
DFVW from Mick Hill’s Beetle, though the latter 
only lasted two laps before the engine cried enough, 
leaving the Tolemans car in the clear. Rob Mason 
found his Bevan Stiletto taking a long time to warm 
up properly and by the time he had got fully into his 
stride the DFVW was a clear leader. However, Rob 
then really started to fly and closed on the DFVW 
until he felt a few spots of rain near the end and 
settled for second place and a clear class win from 
Tony Sugden’s Escort-BDX and Derek Walker’s 
Escort-BDE, the latter having spun at the first 
corner. Alan Humberstone took the 1300cc class in 
his low Imp, though Geoff Byman pressured him for 
most of the race in his Mini. 

A rather boring Consolation FF race provided Ian 
Shaw with an easy win in his ex-Jim Walsh Hawke 
DL12 from Paul Nightingale’s Alexis. 


Oceanair Clubmans Sports Championship round (10 laps): 1, Dud Moseley 
(Mailock U2-Davron Mk18BX), 13m 47.88; 2, Robert Glass (Mallock U2-Davron 
Mk18B), 13m 58.8s; 3, Nick Linney (MallVatanenock U2-Fewkes Mk16B), 14m 
05.8s; 4, Steve Collier (Haggispeed-Titan Mk6B), 14m 28.28; 5, Bob Morey (Maliock 
U2-Davron Mk16), 14m 28.6s; 6, Robin Henderson (Maliock U2-Minister Mk18B), 
14m 38.4s. Fastest lap: Moseley, 1m 20.6s, 87.42mph. 

Britax Production Saloon Car Championship round (10 laps)}—overall and 
2500-3000ce: 1, Derrick Brunt (3.0 BMW Si), 15m 52.0s, 74.01mph; 2, Jock 
Robertson (2.8 Opel Commodore GS/E), 15m 55.48; 3, David Taylor (3.0 BMW Si), 
16m 22.0s; 4, Graham Miles (3.0 BMW Si), 16m 33.8s. Fastest lap: Brunt, 1m 33.8s, 
75.12mph. 2000-2500cc: 1, Gerry Marshall (2.3 Vauxhall Magnum), 70.64mph; 2, 
Maicolm Prior (2.3 Vauxhall Magnum); no other finishers. Fastest lap: Marshall, 1m 
38.08, 71.90mph. 1500-2000cc: 1, Tony Hill (2.0 Triumph Dolomite Sprint), 
70.71mph; 2, John Lyon (2.0 Alfa Romeo Alfetta); 3, Ralph Halley (1.9 Opel Kadett 
GT/E). Fastest lap: Lyon, 1m 38.0s, 71.90mph. Up to 1500ce: 1, Roger Turner (1.2 
Lada 1200), 66.18mph; 2, David Kahn (1.3 Renault STS); 3, John Spiller (1.3 Hillman 
Avenger GT). Fastest lap: Turner, 1m 44.88, 67.23mph. (All establish class lap 
records) 


BARC Formula Ford 1600 Championship round (10 laps):, 1, David McClelland 
(Crossié-Minister 30F), 13m 52.6s, 84.62mph; 2, David Leslie (Royale-Scholar 
RP24), 13m 53.48; 3, Trevor Templeton (Crossié-Scholar 32F), 13m 57.28; 4, Mark 
Syms (Hawke-GGS DL15), 14m 02.2s; 5, Frank Bayes (Image-Minister FF3), 14m 
14.2s; 6, Rick Whyman (Royale-Scholar RP24), 14m 16.6s. Fastest lap: McClelland, 
1m 21.88, 86.14mph (establishes record). 

Forward Trust 1000 Special Saloon Car Championship round (10 laps)— 
overall and 851-1000cc: 1, John Homewood (1.0 Sunbeam Imp), 14m 35.8s, 
80.45mph; 2, William Barrett (1.0 BLMC Mini-Ford), 14m 56.88; 3, Basil Dagge (1.0 
Hillman Imp), 15m 19.48; 4, Phil Clarke (1.0 Chrysler Imp), 15m 25.0s. Fastest lap: 
Homewood, 1m 25.8, 82.12mph (record), Up to 850cc: 1, Mike Kirby (850 
Greetham Imp), 74.86mph; 2, Chris Roberts (840 Greetham Imp); 3, Bill Richards 
(848 BLMC Mini). Fastest lap: Charles Bernstein (850 Leyland Mini), 1m 30.4s, 
77.95mph (establishes record). 

British Alr Ferries Formula Ford 2000 Championship round (10 laps): 1, Rad 
Dougall (Royale-Titan RP25), 13m 05.2s, 89.73mph; 2, Frank Sytner (Dulon-Fewkes 
MP20), 13m 11.48; 3, Adrian Reynard (Reynard-Reynard 77SF), 13m 13.0s; 4, Mike 
Quinn (Reynard-Nelson 77SF), 13m 13.88; 5, Philip Bullman (Hawke-Rowland 
DL16), 13m 18.6s; 6, Desiré Wilson (Crossié-Titan 33F), 13m 19.8s. Fastest lap: 
Mrs Wilson, 1m 17.28, 91.27mph (establishes record). 

Steel Tube Services Modified Sports Car Championship round (10 laps)}— 
overall: 1, David Mercer (1.6 Lotus Elan), 13m 54.0s, 84.48mph; 2, Jon Fletcher (1.8 
Lotus Elan), 14m 05.88; 3, Bob Jarvis (1.1 Davrian-imp Mk7), 14m 16.2s; 4, Keith 
Ashby (1.5 MG Midget), 14m 56.4s. Over 2000cc: 1, Tony Wingrove (2.7 Porsche 
Carrera), 77.67mph; 2, Robin Cardwell (4.5 Jaguar E); no other finishers. Fastest 
lap: Wingrove, 1m 27.8s; 80.25mph. 1501-2000ce: 1, Mercer; 2, Fletcher; 3, Max 
Payne (1.6 Lotus Elan). Fastest lap: Mercer, 1m 19.6s, 88.52mph (record). 1151- 
1500cc: 1, Ashby, 78.60mph; 2, Gordon Howie (1.5 MG Midget); 3, Peter Richings 
(1.4 MG Midget). Fastest lap: Ashby, 1m 27.8s, 80.25mph. Up to 1150ce: 1, Jarvis, 
82.29mph; 2, Pat Longhurst (1.1 Davrian-imp Mk7). No other finishers. Fastest lap: 
Jarvis, 1m 23.0s, 84.89mph (record). 

Forward Trust 1000 Plus Special Saloon Car Championship round (10 laps)— 
overall: 1, Colin Hawker (3.0 DFVW), 13m 17.4s, 88.32mph; 2, Rob Mason (2.0 
Sunbeam Stiletto Imp), 13m 22.48; 3, Tony Sugden (2.0 Ford Escort), 14m 12.88; 4, 
Derek Walker (1.9 Ford Escort), 14m 26.4s. Over 2500cc: 1, Hawker. No other 
finishers. Fastest lap: Hawker and Mick Hill (5.0 VW ‘Beetle'-Chevrolet), 1m 17.8s, 
90.57mph. 1301-2500cc: 1, Mason, 87.81mph; 2, Sugden; 3, Walker. Fastest lap: 
Mason, 1m 18.2s, 90.11mph (record). 1001-1300cc: 1, Alan Humberstone (1.3 
Hillman Imp), 76.02mph; 2, Geoff Byman (1.3 GBD Mini); 3, Mick Davies (1.3 Cooper 
S). Fastest lap: Humberstone, 1m 28.4s, 79.11mph. 

Formula Ford 1600 Consolation Race (8 laps): 1, lan Shaw (Hawke-Alan Smith 
DL12), 11m 54.2s, 78.92mph; 2, Paul Nightingale (Alexis-Neil Brown 24B), 11m 
56.2s; 3, John Pead (Crossié-Flint 25F), 12m 08.2s; 4, David Wigdor (image-Minister 
FF2B), 12m 13.4s. Fastest lap: Shaw, 1m 26.0s, 81.93mph. 
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**What’s small, grew on a tree, and wins 
rallies?’’ goes the joke currently being told 
in Irish rallying circles. 

The answer, if you hadn’t guessed, is 

Dessie Nutt for, although the diminutive 
doctor from Co Derry denies any arboreal 
ancestry, claiming that he was delivered by 
a twin-cam stork, he certainly has been 
winning rallies lately and, after seven years 
of competitive motoring, the name of Nutt 
is becoming a regular fixture at the head of 
results lists in Ireland. 
Dessie Nutt, who became a doctor six months 
ago, thus ending a long and distinguished career 
as a medical student, hails from the Co Derry 
town of Limavady, where his family has, for a 
couple of generations, been firmly entrenched 
in the motor business, and cars were a part of 
his life from a very early age. 

In the beginning, cars were a source of 
relaxation to the young Dessie. At the age of 
two his mother used to drive him round and 
round the square in Limavady to get him to 
sleep and, although he has managed to cure this 
tendency to nod off when on the move in recent 
years, he still goes motoring for fun. 

In fact, Dessie’s first drives were in single 
seaters for, with a liberal supply of farming 
uncles living near home, there were plenty of 
tractors available for him to learn to drive, and 
he was quite experienced by the time he was 10 
years old! 

However, a car appeared along with his 
driving licence and, the family being BMC 
dealers, it wasn’t long before he was pedalling a 
998 Mini-Copper around the local lanes at 
considerable speeds. 

But it wasn’t until he went to Queens Univer- 
sity in 1970 that the competition bug got its 
teeth firmly into him. Queens has always had a 
flourishing motor club with the accent firmly on 
rallying, so the Cooper was soon pressed into 
service in closed navigation events. 

His first serious rally, the inter-university 
event held that year in Yorkshire, however, 
came close to ending his career before it really 
got under way. With co-driver Mickey Thomp- 
son, the hard-charging Nutt was lying third 
when a rear radius arm broke, and the resultant 
endways roll saw Dessie being thrown out, 
fortunately landing on a soft grassy bank from 
which he was able to contemplate his faithful 
Mini destroying itself among the scenery. 

Fainter hearts than his would have called it 
“quits” at that stage, but Dessie’s big ambition 
in those days was to drive a works Mini and, 
when he was given a lift home in a 998 Cooper S 
belonging to fellow-student Tim Buckler, he 
decided that it would be a step closer to what he 
really wanted. A deal was done there and then, 
involving a lot of chat and the sum of £400— 
those were the days. 

Although the smaller Coopers were not per- 
haps everybody’s favourite car for road rallies, 
Dessie’s example served him faithfully for two 
years, requiring very little fettling between 
events and winning him the Queens University 
championship in the process. 

In 1971, having inherited a sponsor—Speedy 
Cleaners, who still back him—from another 
student Rowan Bell, he did the Circuit of 
Ireland, although without any spectacular re- 
sults. The following year, the Mini did its last 
rally, the Valentine, in Scotland, which it 
finished with large and ominous cracks appear- 
ing all over the body shell. 

A Morris Marina was borrowed from his 
father to do “OO” duties on the 1973 Circuit of 
Ireland. This, the next best thing to actually 
competing, turned out to be rather more expen- 
sive when the Marina was comprehensively 
mingled with a stone wall somewhere in Tip- 
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perary. Relations with his father were a bit 
strained for a time after that, but for 1974 
Dessie was back in action with an “ultimate” 
1293 Mini—that works-type car at last. The new 
car did not prove as successful as its smaller 
engined predecessor, but it did give him a class 
second behind the flying Skoda of John Haug- 
land on the Circuit of Ireland that year. 

1975 was the year that Group 1 really took off 
in a big way, and Dessie started to look around 
for a suitable mount to replace the unreliable 
Mini. His father has a Vauxhall dealership in 
nearby Garvagh, so, not surprisingly, the family 
insisted on a Magnum. One duly appeared for 
the start of the season, and almost immediately 
proved successful. 

Dessie concentrated on the Northern Ireland 
championship that year, scoring a number of 
good placings and finishing well up the table. 
But again his best performance was on the 
Circuit of Ireland with another second in class, 
this time behind the DTV Magnum of Paul 
Faulkner, and an overall placing well inside the 
top 20. 

And so to 1976, the year in which he intended 
to do comparatively little rallying, due to the 
unwelcome presence of final exams. 

The Northern Ireland Navigation Rally series 
obligingly takes a break in the summer, which 
allowed our hero to do some studying. As 
history now relates, it proved to be most 
convenient for Dessie, who not only passed his 
finals, but also managed to win the champion- 
ship, and, not surprisingly, the Group 1 series 
as well. 

This year, the Vauxhall, which has proved to 
be very reliable, having retired in only two 
events in two years, has been in action again. 
As before, Dessie has the choice of two co- 
drivers, Derek Smyth for navigation events 
(‘“We only had one wrong slot all last year’), 
and John White for stage rallies. So far the 
success rate has been very impressive, with a 
10th overall and ist in Group 1 in Galway and a 
3rd overall plus another Group 1 win on the 
Hellfire, the opening round of the Irish Nation- 
al championship. All this has been done on a 
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Whole Nutt 


“Ten miles of tarmac are worth a 
night with a woman any time.” 


rather tired old engine with 40,000 miles under 
its belt, but for subsequent events Dessie will 
have the benefit of 180 or so DTV horses 
pushing him along. Speedy Cleaners are again 
involved on the sponsorship side of things, and 
the signs are that they are in for a successful 
season. 

For the future, Dessie is uncertain of his 
plans. He still goes to great pains to point out 
that his rallying is for fun, not glory, but a 
works drive is an ambition and one which, at 
the age of 26, he might well attain if he goes on 
winning things at his current rate. 

He is still single and intends to remain so 
until he gets tired of rallying. . . . ““Ten miles of 
tarmac are worth a night with a woman any 
time.” Rallying at his current level is time- 
consuming in the extreme and, in between life 
as a doctor in busy Altnagelvin hospital in 
Derry and preparing for events, most of Des- 
sie’s time is fully occupied anyway. . . . 


RICHARD ST JOHN YOUNG 


On his way to second in class on the ’75 Circuit of Ireland behind Paul Faulkner’s similar DTV car. 
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Mansell’s injuries 
hillclimb | worse than feared 


New Kent 


venue 


Maidstone & Mid-Kent MC are to 
promote their first hillclimb in a suc- 
cessful 40-year career which has already 
ranged from national race’ meetings to 
sprints and road rallies. 

There is an exciting new venue at 
Great Farthingloe Farm just outside 
Dover—a hill with tight bends and 
sweeping curves which is almost one 
mile long. Access should be easy as it is 
close to a main road and there is a large 
paddock and parking area with good 
spectator facilities. 

The first event will be on July 17—for 
which regs are now available from Mike 
Osborne, 38 Bannister Road, Maid- 
stone. A lot of Armco has been erected 
along the course and, in the first in- 
stance, the entry will have to be restrict- 
ed to saloons and sports cars, with a 
special class for historic sports cars. 


@Aintree CC are desperately short of 
marshals for their July 2 meeting. Any 
volunteers, particularly flags or observ- 
ers, are asked to contact Dave Blundell 
on 0704 26921 extension 27. 


It seems that poor Nigel Mansell’s in- 
juries, received in his practice accident 
at Brands Hatch on Jubilee Sunday are 
even worse than at first feared. It was 
originally thought that Nigel had 
crushed two vertebrae at the top of his 
spine, which is serious enough, but it 
now seems that his neck is actually 
broken. 

“The fifth vertebra is crushed and 
broken, though fortunately it held to- 
gether,” he reported towards the end of 
last week. He is very lucky that he was 
so expertly extracted from the crashed 
Crosslé by the ever-efficient marshals, 
which apparently saved him from more 
suffering. Nigel was due to leave hospi- 
tal last weekend to begin a long conva- 


lesence at his Solihull home, “though it 
was quite a struggle to get the doctors 
to agree to let me go!” “Give me a 
month and I should be back,” he added 
optimistically. “I’m aiming for the Brit- 
ish Grand Prix weekend.” . 

After the accident, Nigel’s father was 
also full of praise for those who had 
helped and would particularly like to 
thank the mechanics of Mike Blanchet 
and John Village who were very helpful 
in raising the damaged racing car back 
on to the trailer as well as removing the 
Minister engine so that David could 
take the motor back to his workshop 
and install a new crankshaft as a pre- 
cautionary measure, the gearbox hav- 
ing been torn off in the accident. 


Evans to retire? 


Sadly, it seems likely that Jim Evans, 
the most successful northern supersa- 
loon driver, will be retiring from racing. 
He had a very high speed accident in 
practice at Croft on May 15 after setting 
a remarkable 1m 8.2secs, 92.38mph lap 
time in the AET Skoda and gave him- 


Rallycross drivers, it seems, are frequently reluctant to answer the calls of officials 
to attend practice sessions, drivers’ briefings or that sort of thing. Motoclub 
organiser John Foden overcame the problem at Long Marston on Sunday (full 
report, page 57) with tweak of the week—a Graveley mini-tractor, a radio mike 
and off we go round the paddock. Cunning, what! 


self a highly thought-provoking shake- 
up. 

The FVC-engined, Chevron-based 
Skoda has been sold to Cliff Sayers of 
Sayers Haulage for the experienced and 
affable Norman Hodgson to drive. The 
new combination will be jointly spon- 
sored with the Nags Head Inn and 
Restaurant at Pickhill (just off the Al, 
near Thirsk and handy for those visiting 
Croft from the South), who put up the 
prize money for the recent Jubilee spe- 
cial saloon race at Croft. 

Meanwhile, Tony Taylor of AET 
Engineering, while not entirely ruling 
out further involvement with Jim Evans 
should he decide to carry on racing, is 
now backing 19-year-old Dave Farrer, 
who is already into double figures this 
year in terms of class wins with his 1300 
Ford Escort BDA.The Brampton driv- 
er will continue for the time being with 
the Escort but another AET supersa- 
loon may follow. In any case there is 
AET’s turbocharged FVA nearing 
race-readiness. .. . 


Mallock 
changes 


The ‘works’-development Mallock U2 
was out again at the weekend in the 
hands of Team Camborough/Ardmore 
boss Creighton Brown and there were 
quite a few changes since its last outing. 
One is the change from M&H tyres to 
the more normal footwear of Goo- 
dyears. As Alan Webb explains: “the 
M&Hs are good but they took rather 
too long to warm up properly. 

The other major change to the car 
was a much stiffer front roll bar which, 
says Webb again: “used to hold up the 
Mallock barn!” This stiffening of the 
front end of the car is evidently quite an 
improvement as Ray Mallock tested the 
car at Silverstone on the Friday before 
the Jubilee weekend and recorded an 
astonishing time of 55.4s, which is near- 
ly a whole second under Geoff Fris- 
well’s lap record and would be a highly 
competitive Formula 3 time. 


@ Colin Francis, secretary of the Welsh 
Road Rally Championship has a new 
business phone number: Cardiff 388531 
extension 340 or, for messsages via 
Phone Book, Cardiff 399127. His home 
number is still Llantrisant 225355. 


edited by Robin Bradford 
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Steve Roberts (above) a Hitchin 
building worker is the first winner of 
a Rolatruc Opportunity race at the 
new Brands Hatch Racing set-up. 
Roberts won an expenses paid entry 
for Sunday’s Kent Messenger 
FF1600 championship round at 
Brands when he recorded the fastest 
lap in the first of twelve competitions 
planned by Brands Hatch Racing for 
this season. Top driver of the twelve 
wins two works FF2000 races and the 
chance to drive Divina Galica’s F1. 
Surtees. 


Anglian 
action 


The BRSCC East Anglian Centre is the 
first club to take any action over the 
frequent and dangerous corner-cutting 
that has plagued Snetterton for the last 
two seasons. 

At their Spring Bank Holiday dri- 
vers’ briefing, competitors were told 
that they would be warned by means of 
a black and white flag if they were 
spotted deliberately cutting a corner; 
they were also warned that, if they 
persisted, further action would be 
taken. 

Renault 5 driver Richard Hassell was 
the first driver to be flagged and, for the 
remainder of the race, he appeared 
suitably chastened. In the Laord’s 
Taverners FF2000 race Philip Bullman, 
who finished sixth, was reported by 
incident marshals at Russell for gaining 
a place by cutting the corner and was 
duly flagged but, later in the same race, 
he was again reported from the same 
corner; having paid little attention to 
his warning. 


Davrian 
let-down 


On paper the BARC Yorkshire Cen- 
tre’s STS modsports round at Croft on 
Bank Holiday Monday should have 
featured a magnificent North v South 
Davrian battle with Bob Jarvis, and Pat 
Longhurst representing the South 
against Jimmy Adamson, John Kirk, 
Ron Kirkman, Kenny Coleman and 
Alan Ritchie. 

Alas, it all fell apart when Adamson 
went home with water running out of 
his newly-installed engine, Kirkman 
tried bank-storming in practice and Co- 
leman needed a push-start in the race 
after setting fastest practice time in 
streaming wet conditions. So, only Kirk 
appeared likely to challenge Jarvis and, 
after the red Scots car spun, Jarvis 
could concentrate on his (unsuccessful) 
pursuit of Jon Fletcher’s Elan. Another 
time? 
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Cliff- 


Moseley |hanger 


Dud Moseley, who is currently leading 
both the Oceanair and Tricentrol Car 
Group Clubmans championships, will 
be rather busy on Sunday—aiming to 
contest rounds of both championships 
at Thruxton and Silverstone. 

He will be using his usual A. H. 
Wilson (Ibstock) Mallock with help 
from Image Arts while northern stal- 
wart Don Cressey has loaned Dud his 
similar Mallock. The plan is to travel 
between the two circuits by road and 
have one car ready at each circuit. 


Sponsor 
for van 
Rooyen 


Trevor van Rooyen’s Royale RP24 ap- 
peared at Silverstone on Bank Holiday 
Monday in a new light blue colour 
scheme heralding the much-needed ar- 
rival of a proper sponsor for the South 
African driver. Survey, Design and 
Construction Limited (SDC Ltd) are a 
Bedford-based firm who are keen to see 
Trevor gain further success. He said: 
“they are helping me out for this year 
with possible thoughts of greater things 
for next year.” 


MacPherson—proper engine. 


MacPherson 
happier 


“It’s nice to have a proper engine 
behind me for a change,” said the 
talented Liverpool-born, Kent-based 
David MacPherson after his FF2000 
race at Donington Park on Jubilee day. 
David had been forced on to the grass 
at Coppice on the first lap when a 
couple of cars touched which relegated 
him to the tail of the twenty car field at 
the end of the first lap. He then began a 
tenacious drive that saw him climb up 
to tenth place after the all-too-short 
ten-lap event in his Hensley Dulon 
M20, now fitted with one of Gary 
Conklin’s new Auriga engines. 

Other satisfied customers of this new 
tuning venture are Peter Argetsinger 
and Roger Pedrick who have- FF1600 
units in their Race Care prepared 
Crosslé 32F and Hawke DL15 
respectively. 
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Veteran Formula Ford driver and 
Brands Hatch architect Cliff Davies had 
quite a hectic day at Brands Hatch last 
Sunday, competing in both the Town- 
send Thoresen and Kent Messenger 
heats. He didn’t fare too well in the 
former, having a couple of spins before 
finally planting his Hawke DL15 in the 
barriers at Graham. Hill Bend. With a 
patched up nosecone he turned up for 
the second KM heat and promptly fin- 
ished a fine fourth. Graham Hill Bend 
caught him out again in the final, but 
this time he didn’t hit anything, simply 
finishing well down. 


Aylott buys 
Brabham 


Long-time supporter of sports-racing 
machinery with the Ardua derivatives, 
RAFMSA driver Les Aylott has bought 
a Brabham BT23C in partnership with 
David Knowles. The car is reputed to 
have been driven at one time by Rolf 
Stommelen, but more recently has been 
hillclimbed by Richard Churchley. Les 
has fitted his home-brewed turbo- 
charged 1600 BDA, which is still very 
troublesome and according to Les has a 
rev-band of about 800 revs—with little 
power even then! 


GM back 
to Escorts 


Gerry Marshall didn’t have a very hap- 
py return to the BRSCC Debenhams 
Escort Challenge at Brands Hatch last 
Sunday. Driving Martin Hone’s 
BRMB/Opposite Lock Racing Sport, 
he had a variety of reasons for his fifth 
row grid position, including three cylin- 
ders running and a blown head gasket. 
The engine was apparently changed 
after practice, and the new one had to 
be run in at 30mph for the first 500 
miles which accounted for his lowly 
ninth place in the race. 


Trimmer on 
the air 


Tony Trimmer will be taking his Mel- 
chester Racing Surtees-DFV TS19 to 
the Valance Hill Climb on July 9, the 
venue at which he started his competi- 
tion career. As well as assisting with 
commentary, TT will be on hand with 
an instant camera (kindly provided by 
Kodak) to take photographs of young- 
sters in the car. All proceeds for this 
will go to charity. 


Restyled TR7 
for Valli 


Chris Meek’s girlfriend ‘Valli’ doesn’t 
seem to like her latest Prodsports ma- 
chine—at least that’s the way it seemed 
Bank Holiday weekend when she kept 
hurling her Triumph TR7 at the sce- 
nery! At Brands on the Sunday she 
spun off at least three times, while at 
Silverstone the following day she 
crashed the thing properly in practice 
and failed even to make the grid. 


Lerten ee 


How’s this for a fire engine? This silver BMW 633CSi manual coupe has been lent 
by BMW Concessionaires (GB) Ltd, to Frank Sytner’s (third left) dealership 
which has in turn lent it to Donington circuit for this season as a high-speed rescue 
vehicle. Chubb are fitting it out with fire fighting equipment at the moment and it 
will soon be in service at the picturesque new circuit. With Frank are (from left) his 
brother, Alan, Tony Stanton of BMW and Donington’s Tom Wheatcroft. 


Quick Fords 
at Brands 


Don MacLeod’s win in the Townsend 
Thoresen Formula Ford final on Sun- 
day was the fastest FF race on the short 
circuit at Brands Hatch—0.30mph bet- 
ter than David Kennedy’s record set in 
September of last year. 

Also writing themselves into the 
Brands Hatch record books last Sunday 
were Derek Speight, who broke the 
Escort lap record, and Derek Grant, 
who did likewise to the MGB record. 


Acheson's 
bad luck 


Nineteen-year-old Irishman Kenneth 
Acheson was rather unlucky at Doning- 
ton on Jubilee Day when, after he 
qualified his Crosslé 32F on the inside 
of the second row of the grid he had to 
pull off after the warm up lap with an 
inoperative clutch. His compatriot Tre- 
vor Templeton, however, had some- 
what better fortune and finished a good 
third, thoygh never close enough to 
worry the two leaders. 


Sponsorship news: road rally experts Ron Beecroft and co-driver John Millington are 
now sponsored by Salford Van Hire and Speedspares of Burnley (above) while, on the 
single-seater scene, Frank Bayes and Nick Ward are to be jointly sponsored by W. J. 
Rendell Ltd, contraceptive manufacturers, and Geerings of Chichester, retailers of 
bedding and soft furnishings—what a combination! They are doing the BARC 
championship and selected European rounds, including this Sunday’s at Zandvoort, 
when fellow Image driver Murray Dudgeon joins the team. 
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Palmer Hewardine' 's dranadic Mustang ju just won its s class. 


ADO on new Cadwell hill 


Alister Douglas-Osborn set BTD with 
the Waring & Gillow Pilbeam at the 
first Cadwell Park hill climb in two 
years, on Jubilee Day. The Sheffield & 
Hallamshire MC organised the seventh 
round of the Guyson/BARC Cham- 
pionship on a course which, although it 
cannot be considered a classic among 
hill climb venues, provided a generally 
refreshing contrast to other hills in the 
series. 

Ray Green’s NSCC-entered Mini- 
Cooper had an edge over the rest of the 
small Touring cars, but his winning 
margin was small compared with Terry 
Tattam’s in the next group, the Esso 
Uniflo Mini gaining a 4.44secs advan- 
tage over the pursuit. Despite locking 
up going into the dog-leg at Mansfield 
Palmer Hewardine’s Mustang got his 
revenge on Scammonden_ winner 
George Swinbourne’s RS2000—by just 
0.34secs—on a course which favours 
the powerful machinery. Barter, who 
broke the class record on both runs, 
had no problems keeping the shared 
Imp of John Jordan and Dave Dunford 
at bay for the 1000cc Special Saloon 
class. David Harries’ black Cheltenham 
MC-entered Mini managed to keep 
0.67secs clear of Terry Clifford’s Cots- 
wold Courier Services version for the 
1350cc division. The big special saloons 
had John Meredith and partner Bob 
Forth split by Brian Walker’s improved 
2.0 Escort 2 with Robin Yeomans’ 
formidable Mini-Ford a very close 
fourth. Meredith was trying hard but 
the Cadwell bogey was a difficult one 
for the 1428cc Mini. 

The Marque wins for Des Richard- 
son’s Midget and Ian Harper’s Elan 
were fairly unobtrusive but Josh 
Sadler’s record-breaking 55.43secs run 
was a different matter, the superb yel- 
low Porsche taking the rough exit on to 
Park Straight in a glorious powerslide. 
The modsports and limited prodsports 
“caught” a heavy shower on their sec- 
ond runs. The first runs had all been in 
the dry after wet practice but the show- 
er spoilt the second runs of the more 
powerful machinery. Despite a rather 
adventurous day which encompassed 
running out of petrol in practice, losing 
his exhaust on his first, winning, class 
run, and spinning on the second, Chris 
Seaman’s Freedom Lubricants Midget 
came out on top. Stuart Watts’s much- 
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lightened Elan broke his class record on 
his first ascent, despite feeling that he 
had taken The Link in the wrong gear— 
and came thoroughly unstuck there sec- 
ond time up. Using all the available 
road, Brian Moyse (50.36secs) finished 
on top among the clubmans machinery, 
just under a second ahead of Ian Curtis’ 
new U2 Mk18B. For once Anthony 
Boshier-Jones was right out of it, for a 
failed first climb was followed by a 
soaking wet second ascent. The Twin 
Cam U2s were out in force in the 
Sports-Racing Division, Stephen 
Madge (Cannon Assurance) setting a 
52.58secs record (but slower than 
Moyse and Curtis) and defeating John 
Pascoe’s Datamatic car and Jim Robin- 
son’s Mk18B. Nick Seymour had a two- 
car class win in the difficult Turbo 
Volnik. 

Another first run record came when 
David Gould’s effective and shrieking 
BDA-engined Terrapin shot up in 50.39 
secs, good enough for the Top Eight, 
and ahead of the shared Brabham BT28 
of Paul Squires and Phil Kidsley, and 
with Tom Hart’s modified Chevron an 
unusually lowly fourth. By far the most 
impressive all day through the Link was 
Peter Kaye’s Brabham BT35XP for he 
was able to pour on the power yards 
earlier than anyone else. The increas- 
ingly impressive Alan Clennell (GRD- 
Swindon/BDA B73) also broke S50secs 
while, despite continued fuel system 
bothers, John Barratt’s Ensign-based 
Northamptonshire Computer Bureau 
Theta finished in the frame. The entry 
in the big racing class was disappoint- 
ing—more the Waring & Gillow show! 
ADO set BTD and Malcolm Dung- 
worth took a predictable second BTD. 
Josh Sadler further reduced his record 
second time up in the championship 
runs, while Chris Seaman, Terry Tat- 
tam, and John Jordan all improved in 
the Top Ten in which Ian Curtis and 
David Harries both spun at the Link. In 
the Top Eight, Brian Moyse further 
reduced his clubmans figure to a re- 
sounding 50.26secs. Both the W & G 
men tried hard and ADO actually 
equalled his earlier time after some 
hurried tyre-swapping. Peter Kaye, 
who was actually running slightly over- 
geared, ensured that he remained third 
BTD—a 1-2-3 for “Pilbeamed”’ cars! 

CHRIS MASON 


BTD: Alister Dougias-Osborn (3.0 Pilbeam-Cosworth DFV R22), 44.88s. 


Class winners: Ray Green (1.0 Mini-Cooper), 69.40s; Terry Tattam (1.3 Mini-Cooper S), 57.82s; Palmer Hewardine (4.7 Ford 
Mustang), 56.94s; Charles Barter (1.0 Chrysler Imp), 53.528 (record); David Harries (1.3 Mini-Cooper S), 55.50s (establishes 
record); John Meredith (1.4 Mini-Cooper S), 53.088; Des Richardson (1.3 MG Midget), 61.95s; lan Harper (1.6 Lotus Elan Sprint), 
65.098; Josh Sadler (2.7 Porsche 911 Carrera), 55.43s (record); Chris Seaman (1.3 MG Midget), 57.05s; Brian Moyse (1.6 Mallock 
U2-Swindon Mk16), 50.36s (record); Stuart Watts (1.6 Lotus Elan), 55.62s (record); Stephen Madge (1.6 Mallock U2-Lotus/Ford 
4 Mk14), 52.58s ene Nick Seymour (2.0 Turbo-Voinik-Volvo), 53.45s; David Gould (1.1 Terrapin-Robinson/BDA Mk1G), 

39s (record); Peter Kaye (1.6 Brabham-Cosworth FVA BT35XP), 47.418; Dougias-Osborn. 

a GUyeOnBARC FTD Awards Top Eight run-off: 1, Dougias-Osborn, 44.888; 2, Malcolm Dungworth (5.0 Brabham-Repco 
BT35XP), 45.66s; 3, Kaye, 47.76s; 4, Moyse, 50.26s (under class record); 5, Alan Clennell (1.6 GRD-Swindon/BDA B73), 50.37s; 
6, lan Curtis (1.6 Mallock U2-Davron Mk18B), 51.22s; 7, John Barratt (1.6 Theta-Cosworth FVA 003), 51.57s; 8, Gould, 51.60s. 

Guyson/BARC Championship positions after seven rounds: 1, Charles Barter, 49.94pts; 2, John Meredith, 48.36; 3, Terry 
Tattam, 44.34; 4, Josh Sadler, 38.35; 5, Anthony Boshier-Jones, 37.54; 6, David Gould, 37.28; 7, Brian Moyse, 36.73; 8, Dave 
Dunford, 36.17; 9, Robert Barter, 35.66; 10, John Jordan, 33.52. 

Guyson/BARC FTD Awards positions after seven rounds: 1, Roy Lane, 43pts; 2, Alister Douglas-Osborn, 40; 3, Chris Cramer, 
31; 4, Malcolm Dungworth, 22; 5, Peter Kaye, 19; 6, Martyn Griffiths, 13. 
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Bad weather spoils 
Jubilee Day Croft 


Atrocious weather until mid-afternoon 
and a fairly small entry—further deplet- 
ed by non-starters—ensured that the 
BARC Yorkshire Centre’s Silver Jubi- 
lee meeting at Croft on Bank Holiday 
Monday would not be one to cherish in 
the memory. There were modified 
sports car races for the Steel Tube 
Services and the BARC Northern 
Championships and Jon Fletcher’s ven- 
erable Carter Bros. (Rochdale) Elan 
won both with Bob Jarvis’ little O 
Magazine Davrian a constant shadow 
in both wet and dry conditions. The 
Nags Head Inn and Restaurant at Pick- 
hill supported the special saloon event 
and Doug Emms (Chevrolet Camaro), 
despite his tyres going off, held on to 
win from Dave Farrer’s 1300 Escort 
BDA, now sponsored by AET 
Engineering. 

The STS round should have featured 
seven Davrians but, with the rain teem- 
ing down (all races were reduced from 
15 to 12 laps), there were many gaps on 
the meagre ten car grid. Kenny Cole- 
man’s Davrian was on pole but he 
needed a push start to get away and 
Fletcher immediately asserted himself 
with Jarvis trying to stay out of the 
Elan’s spray. The position remained 
close if static throughout. John Kirk’s 
Davrian MkS was third initially but he 
spun on lap four and later retired from 
the fray, leaving John Bury’s Arthur 
Hough Pressings/Ark Elan a safe third 
ahead of a recovering Coleman. Jona- 
than Palmer (Casbah Marcos GT) was 
very unhappy in the conditions but won 
his class in which he was the only 
starter. 

A seventeen car non-championship 
clubmans entry was again reduced to a 
mere ten and Kenny Allen’s U2 Mk17 
quickly opened up an enormous gap 
from Richard Morgan’s FF-engined 
Mk11/14. The latter lost a lot of time on 
lap six and his place was taken by Ian 
McCullough whose Mk18B had started 
from the back of the grid as the engine 
was very reluctant to fire cleanly. On 
the last lap Allen spun at Sunny but his 
lead was so great that he still won, 
albeit by only one second. Former 
grasstrack champion Paul Gibson was 
the last on the same lap, ahead of Andy 
Feather’s class-winning Mk16. 

The BARC FF1600 round was actu- 
ally graced by some sun although the 
track remained very wet. Cameron 
Binnie got ahead of the spray and for 11 


laps he looked to have the race sewn 
up. However, last time round he got 
held up by back markers and, as Mick 
Starkey’s ATS Merlyn closed, he spun 
down to second giving the race to 
Starkey after a well-controlled drive. 
Stu Lawson’s Hawke DL17 overtook 
Richard Philip’s Lola T340 on lap eight 
but Philip still took third place because 
Lawson was disqualified for persistent 
kerbing. 

The course was drying for the special 
saloons but only Dave Farrer’s little 
Escort was on slicks among the faster 
cars. The race was delayed when Ian 
Harrison’s Mini rolled several times on 
the warming-up laps, the driver being 
removed with concussion and a broken 
thumb. Doug Niven’s Border Reivers 
Escort made the running but was later 
delayed with deteriorating handling 
and, more seriously, a detached plug 
centre. Doug Emms took over but, 
unhappy on his wet tyres, only just held 
off Dave Farrer who had deposed Keith 
Bowmaker’s Escort V8 on lap ten. 
Malcolm Bell’s class-winning Imp fin- 
ished fifth behind Gerald Clark’s 1.3 
Mini. 

The second modsports affair was a 
dry version of the STS race with Fletch- 
er again holding off Jarvis’s now-smok- 
ing Davrian. This time it was John 
Kirk’s Davrian which needed a push- 
start but, after overhauling Fred Cliffe’s 
Jaguar E (repaired since Donington 
with a new air dam, but destined to 
retire with smoke and ominous metallic 
rattling coming from the engine), Kirk 
inherited third place when Coleman’s 
Davrian pitted on lap six. 

The Formule Libre curtain-closer be- 
gan well with the three 1600 BDA 
engined cars of Dave Muter (Lotus 69), 
John Walker (March 742) and Bob 
Rollo (March 73B/75B) running in line 
astern. Unfortunately, smoke emerging 
from Walker’s car presaged his retire- 
ment. Then on lap ten Muter rolled to a 
halt with a parted half-shaft flange, 
leaving the race to Rollo. A slightly 
dissatisfied Joe Applegarth fell back 
behind the Clubmans cars of Ian 
McCullough and Kenny Allen but still 
finished fourth in the pushrod engined 
Brabham. Johnny Muirhead struck a 
topical note by streaming “patriotic 
insignia” behind his U2 on his warming- 
up lap! 
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Stee! Tube Services Modified Championship round, up to 1150cc, 1151 to 1500cc, 1501 to 2000cc and over 
2000cc (12 laps): 1, Jon Fletcher (1.8 Lotus Elan), 16m 38.2s, 75.73mph; 2, Bob Jarvis (1.0 Davrian-Carter/Imp Mk7), 16m 39.28; 3, 
John Bury (1.8 Lotus Elan), 16m 55.48; 4, Kenny Coleman (1.0 Davrian-Greetham/imp Mk5), 17m 26.48. Up to 1150cc: 1, Jarvis, 
75.66mph; 2, Coleman; 3, Pat Longhurst (1.1 Davrian-Carter/imp Mk7). Fastest lap: Jarvis, 1m 21.4s, 77.40mph. 1151 to 1500cc: 
1, Eric Adams (1.4 Austin Healey Sprite), 55.77 mph; no other starters. Fastest lap: Adams, 1m 46.2s, 62.87mph. 1501 to 2000cc: 
1, Fletcher; 2, Bury; 3, Andy Grimshaw (2.0 Porsche 911S). Fastest lap: Bury, 1m 21.4s, 77.40mph. Over 2000cc: 1, Jonathan 
Palmer (3.0 Marcos-Ford GT), 60.53mph; no other starters. Fastest lap: Palmer, 1m 37.4s, 64.68mph. 

Clubmans Sports, full race and Formula Ford engines (12 laps): 1, Kenny Allen (Maliock U2-Swindon Mk17), 17m 52.0s, 
70.52mph; 2, lan McCullough (Mallock U2-Holbay Mk18B), 17m 57.6; 3, Paul Gibson (Mallock U2-Holbay Mk18B), 18m 27.88; 4, 
Andrew Feather (Mallock U2-Neil Brown Mk16), 11 laps. Full race engines: 1, Alien; 2, McCullough; 3, Gibson. Fastest lap: 
McCullough, 1m 27.8, 75.00mph. Formula Ford engines: 1, Feather, 62.88mph; 2, Ken Brown (Mallock U2-Rowland Mk16); 3, 
Richard Morgan (Mallock U2-Morgan Mk11/14). Fastest lap: Morgan, 1m 40.0s, 71.75mph. 

BARC Northern Formula Ford 1600 Cham, round (12 laps): 1, Mick Starkey (Merlyn-Scholar Mk20A), 16m 58.2s, 
74.24mph; 2, Cameron Binnie (Royale-Minister RP21), 17m 06.2s; 3, Richard Philip (Lola-Scholar T340), 17m 21.2s; 4, Peter-John 
Shand (Elden-Scholar Mk10A), 17m 36.6s; 5, Dave Manners (Hawke-Scholar DL17), 17m 39.48; 6, Graeme Frankland (Hawke- 
Scholar DL15), 17m 41.2s. Fastest lap: not given. 

Nags Head at Pickhill Jubilee and BARC Northern Championship Special Saloon Race, up to 1000cc, 1001 to 1300cc, 
1301 to 2500cc and over 2500cc (12 laps): 1, Doug Emms (6.1 Chevrolet Camaro 228), 16m 05.2s, 78.33mph; 2, David Farrer 
(1.3 Ford Escort BDA), 16m 07.88; 3 Keith Bowmaker (4.7 Ford Escort V8), 16m 16.48; 4, Gerald Clark (1.3 Mini-Cooper S), 16m 
40.0s. Up to 1000cc: 1, Malcolm Bell (1.0 Chrysler Imp), 74.77mph; 2, Colin Richardson (1.0 Chrysler Imp); no other finishers. 
Fastest lap: Bell, 1m 21.2s, 77.59mph. 1001 to 1300ce: 1, Farrer, 78.11mph; 2, Clark; 3, Kev Taylor (1.3 Mini-Cooper S). Fastest 
lap: Farrer, 1m 17.88, 80.98mph. 1301 to 2500ce: 1, Doug Niven (2.0 Ford Escort BDG), 51.67mph; no other starters. Fastest lap: 
Niven, 1m 17.2s, 81.61mph. Over 2500ce: 1, Emms; 2, Bowmaker; 3, Graham Wallwork (2.1 Ms ace Magnum turbo). Fastest lap: 
Emms, 1m 16.2, 82.68mph. 

BARC Northern Modified Sports Car Championship round, up to 1150cc, 1151 to 1500cc, 1501 to 2000cc and over 2000cc 
(12 laps): 1, Jon Fletcher (1.8 Lotus Elan), 15m 14.8s, 82.64mph; 2, Bob Jarvis (1.0 Davrian-Carter/imp Mk7), 15m 15.2s; 3, John 
Kirk (1.1 Davrian-Carter/imp Mk5), 15m 57.8s; 4, Andy Grimshaw (2.0 Porsche 911S), 11 laps. Up to 1150ce: 1, Jarvis, 82.60mph; 
2, Kirk; no other finishers. Fastest lap: Jarvis, 1m 14.0s, 85.14mph. 1151 to 1500cc: 1, Ron Harper (1.2 Triumph Spitfire), 
73.02mph; 2, Eric Adams (1.4 Austin Healey Sprite); no other starters. Fastest lap: Harper, 1m 21.2s, 77.59mph. 1501 to 2000cc: 
1, Fletcher; 2, Grimshaw; no other starters. Fastest lap: Fletcher, 1m 13.8s, 85.37mph. Over 2000cc: no finishers. Fastest lap: 
Fred Cliffe (4.4 Jaguar E), 1m 21.6s 77.21mph. 

BARC Northern Formule Libre Championship round, up to and over 1600cc (12 laps). Overall and up to 1600cc: 1, Bob 
Rollo (1.6 March-BDA 738/758), 13m 38.8s, 92.33mph; 2, lan McCullough (1.6 Mallock U2-Holbay Mk18B), 14m 20.6s; Kenny Allen 
(1.6 Maliock U2-Swindon Mk17), 14m 26.6s; 4, Joe Applegarth (1.6 Brabham-Ford BT23C), 14m 34.6s. Fastest lap: Rollo, 1m 
06.8s, 94.31mph. Over 1600ce: 1, Les Aylott (1.6 Brabham-BDA BT23C turbo), no speed given; no other finishers. Fastest lap: not 
given. 
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Easy for 
Newton 


Alan Newton was an easy winner of the 
BTD Award when Liverpool MC 
attracted a full entry of 85 competitors 
to their Sprint at Longridge on Sunday. 
Newton was the only driver to get 
under 80secs, his winning time of 
79.94secs coming on his fifst run. 

A lot of competitors had to rely on 
their first timed runs, for the TVR of 
Philip Prince deposited a lot of oil ‘‘on 
the line” when the engine blew on his 
second run. 

The club ran 21 classes, many with 
very few entries and, in only three of 
these, was their any challenge to the 
winners. George Swinbourne (Escort) 
brought off a surprise win when he 
turned in 88,36secs to beat the Mustang 
of Palmer Hewardine by 0.19secs and 
Prince, in spite of his subsequent mal- 
adies with his Tuscan, headed Malcolm 
Trewhitt (MGC) by seven tenths of a 
second. 

Anthony Taylor and Peter Riley had 
a fair old tussle in one of the single- 
seater classes, Taylor’s Ensign finishing 
just half a second up on the March 722 
of Riley. 

BTD: A. Newton (Huron) 79.948. 

Class Winners: J. Casey (Cooper), 89.838; G. Swinbourne 
(Escort), 88.96s; T. Carthy (Cooper), 92.678; B. Walker (Es- 
cort), 86.518; David Richardson (Sprite), 94.478; A. Wareing 
(Elan), 82.398; P. Prince (TVR Tuscan), 90.07s; |. Knowles 
(Sprite), 87.388; J. Bickerstaff (Ginetta), 91.078; B. Prest 
(Mallock U2), 82.948; D. Kennedy (Matlock U2), 93.038; M. 
Bartram (Joeb Special), 86.128; A. Stantforth (Terrapin), 
89.838; A. Taylor (Ensign), 81.028; J. McCartney (BRM), 
83.788; D. Robinson (McLaren M14), 82.979; G. Mason 
(Escort), 124.82s; A. Holland (Allegro), 111.978; G. Cook 
(Vitesse), 110.948. 


Gibson’s two 
second win 


A last run of 103.0secs was good 
enough to give Rob Gibson BTD at the 
Peterborough MC’s round of the 
BTRDA Autocross Championship on 
Spring Bank Holiday Sunday. Gibson, 
in his Sprite, beat the Esso backed 
Escort of Tony Merridale by almost two 
secs on a course which was smooth after 
a long lay off. 

The battle of the 850s was compre- 
hensively won by Tim Frazer who had 
three secs in hand over Philip Jackman 
and, in the 1 litre class, Mike Frere was 
equally dominant over Reg Ashmore. 
Things were a little closer in the next 
class where Derek Scarrow’s Cooper S 
beat Mike Connery (Escort), by 
1.4secs. 

In an entry of 70 competitors Merri- 
dale looked to have things sewn up until 
Gibson put in his very quick last run 
and Merridale, in turn, was a long way 
ahead of Terry Westley’s VW. 

In his only run Steve Sizer won the 
Specials class with the Macumba which 
was later sidelined when, with Alan 
Mitchell at the wheel, it caught fire. 
Fortunately there was little damage. 
Sizer easily beat Rod Turner’s Voodoo 
II and in the rally car class John 
Clinton’s Avenger was almost three 
secs quicker than Ron Johnson in an 
Elan. 


BTD: A. Gibson (Sprite), 103.0secs. 

Class winners: T. Frazer (Mini), 108.78; M. Frere (Mini), 
106.98; D. Scarrow (Cooper), 111.838; A. Robertson (Escort), 
109.38; T. Merridale (Escort), 104.98; S. Sizer (Macumba), 
106.68; J. Clinton (Avenger), 113.78. Ladies; Mrs Roseanne 
Clinton (Avenger), 122.1s. 


@ Current RAC Production Car Trial 
Champion Mike Stephens was refused 
an entry to Sunday’s Mid Surrey MC 
Grand Cup Trial. Stephens has a 
Mexico fitted with a limited slip differ- 
ential and has been running the car in 
Class IV. This was the first time he has 
been refused an entry since the car has 
been modified. 
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Conditions at Long Marston were pretty bad: here Harrold leads off the final run flanked by Angel and Reeves. 


Reeves finds fifth enough 


Trevor Reeves only finished fifth 
overall at the final round of the 
Castro/BTRDA Clubmans Rallycross 
Championship at Long Marston on 
Sunday but still collected sufficient 
points for a comfortable championship 
win. 

The new champion was impressive in 
all three runs, pushing the Dove Group 
Mini hard all day but, with his only 
possible challenger for overall hon- 


ours—the Mini of David Angel—on top 
form, it was still a tense day. 

Angel was the star of the day, but an 
event win was just not enough to enable 
him to overhaul Reeves in the cham- 
pionship chase. His BTD was comple- 
mented by success in the Graveley 
Challenge Trophy for some one-off 
runs during the day, his 1m 19s being 
good enough for the trophy plus £25. 

The leaders of each class before the 


Trevor Reeves—first Castro/BTRDA Clubmans Rallycross champion. 


Jan 03 Long Marston 


Jan 30 Brands Hatch 


Trevor Reeves 

David 

Berry Hathaw 
lathawa’ 

pcan Painton 

etc 
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So8ss Nov 14 Snetterton 
Rosso 


SS8388  Feb0é Mallory Park 


Claes 1: Rally Cars 
Bill Mawle 

Clive Holland 

Mike Hill 

etc 
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Class 2: Rallycross 
cars up to 1G00ce 
lan Thomson 

Roger Burn 

Roger Frere 

etc 


Class 3: Rallycross 


3 Nick Garner 
etc 


Class 4: Rall 

David Angel 
a 

Peter Harrold 

ey Hathaway 


cross 


e 
* All drivers count best six scores. 
+ Crump finishes second because of his one win. 


Apr 03 Long Marston 
Jun 12 Long Marston 


888318 Mer20 Snetterton 


38888 
28888 


final round were on their toes on Sun- 
day and, although Angel was the only 
championship class winner to come out 
on top against his fellows on Sunday, 
the other three—Bill Mawle, Ian 
Thomson and Richard Painton—all 
managed to keep their points margins 
just big enough. 

Mike Hill won the rally car class, with 
4m 39.9s in his very smart Sonic inter- 
coms Mini, maintaining his consistent 
form this season: he has only appeared 
four times and has scored a maximum 
20 each time out. Sunday’s victory gave 
him third overall in class, his wins 
giving him the advantage over David 
Scheldt who also scored 80. 

Winner of that class in the champion- 
ship, Bill Mawle, was consistently 
slower than Hill—his Escort not so 
happy in the awful conditions as the 
front-wheel-drive Mini—as was class 
runner-up Clive Holland. 

Roger Burn’s Sunday win in the up to 
one-litre Rallycross class with his fleet 
little Clan Crusader so nearly gave him 
the championship class win—he fin- 
ished just one point behind Ian Thom- 
son, whose Ripspeed Mini did not have 
a very good day. Trevor Smith’s Team 
Esso Uniflo Mini took second in the 
class with Phil Wilson, who drove well 
all day, in third. 

Barry Crump’s 1300 Mini held off 
Frank Morris in class three, Crump 
recording 4m 29.2s to keep Morris a 
good 20 seconds behind. 

With Angel positively flying all day, 
Terry Smith was working very hard 
with the Idem Mini in his efforts to 
keep pace, his fastest 4m 19.0s easily 
the day’s closest to Angel’s scorching 
4m 15.9s, Smith’s unusually recorded 
on his first runs. ; 

The successful Hot Rod/Rallycross 
Challenge formula was repeated toward 
the end of the meeting, spoilt only by 
the atrocious weather conditions which, 
by this time, had usurped the running of 
the meeting from John Foden’s ener- 
getic members of Motoclub._ 

New champion Reeves celebrated his 
victory with another win in this event, 
closely followed by the on-form Bill 
Rushton, after the Hot Rod contingent 
found their tyres and gearing not ideally 
suited for mud racing. 

Saturday’s invitation events, played 
out before ATV Midlands television 
cameras, were won by John Mackley 
and Bill Rushton after some very enter- 
taining dicing in dreadful conditions. 

The Car Colour Trophy for the best 
turned out rallycross car went to 
Stephen Nicholas’ Spitfire, while Man 
of the Meeting was John Clark, who got 
his Porsche into the points for the first 


time this season. 

BTD: David Angel, 4m 15.9s. 

Class winners: Mike Hill, 4m 39.98; Roger Burn, 4m 33.98; 
Barry Crump, 4m 29.28; David Angel, 4m 15.98. 
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sportscard 


Boating at Rufforth 


On the face of it last Saturday’s race 
meeting at Rufforth was a poor reward 


for the BRSCC’s Northern Centre after . 


all the work of preparing a temporary 
circuit for racing. After a fine morning 
the weather turned sour with thunder, 
lightning and hailstones accompanying 
the torrential rain, the already below 
par entry in most races being further 
reduced by the conditions. However, 
there was some good racing to cheer up 
the below average crowd. Mick Starkey 
(ATS Merlyn) put on another polished 
performance in a theoretically out- 
moded car to win the Tate FF1600 
feature, Keith Bowmaker fought off 
strong opposition to score a Troy Tyre 
special saloon victory in the Track Tune 
Escort V8; ‘Court Jester’ Chris Meek 
starred in and out of the Kismet/Dealer 
Lotus Europa—and the twelve drivers 
who finished the last two races were 
simply heroes! . 

The Skipton Finance prodsports cars 
were started ten seconds after the Rich- 
ard Sutherland modsports machinery as 
the turnout for both categories was 
dismal—13 out of a total of 30 entries. 
Overall, there was no holding John 
Bury’s Elan with Jon Fletcher’s Carter 
Bros. (Rochdale) version 37secs behind 
after a subdued race. On corrected time 
Chris Meek, who was third on the road, 
was actually fractionally ahead of 
Fletcher after overhauling John Kirk’s 
formidable Davrian. Meek was a lap 
ahead of any Skipton Finance opposi- 
tion while the Spridgets were headed by 
Andy Dawson in the Ex-Valli car, 
4.2secs clear of John McCaffrey’s 
Sprite. Meek’s drive was completed 
with the rev counter rolling round un- 
der his feet! 

The track was still very wet when the 
Formula Fords emerged with Cameron 
Binnie at the back of the grid after a 
radius rod mounting had sheared on his 
first practice lap. It was Rick Whyman 
(Weatherseal Royale RP24), going as 
never before from the front row, who 
snatched the lead from Alan Stringer 
(Greenham Crosslé 30F) and Starkey. 
Stringer went off terminally on lap 
three and the level-headed Starkey 
went ahead of Whyman two laps later. 
Meanwhile, in the drive of the day, 
Binnie was rocketing up through the 
spray and the packed field to reach 
fourth, incredibly, after two laps. 
Thereafter he closed on the leaders, 
passed Whyman, and was a mere 
1.6secs astern of Starkey at the end. 
Behind the first three much place- 
changing, and the odd spin, ended with 
Tony Barley recovering to pass John 
Simpson (an early marker-basher after 
being punted by Barley) and Phil 
Tingle. 


The track was nearly dry for the 
saloons—at least in the Start area. 
Doug Emm’s Camaro had been going 
really well in practice but it fluffed 
leaving pole position and thereafter, 
with its tyres going off, was pushed to 
keep up with Keith Bowmaker, who led 
initially, and Geoff Thompson’s ex- 
Hodgson Escort FVC. The latter driv- 
er, at last in a fully competitive car, 
moved ahead on lap three, but lost a lot 


. of ground a lap later and dropped to 


third while Bowmaker retook the lead. 
Thompson set the fastest lap as he came 
back to repass Enims three laps from 
home. Veteran Phil Barak had his 
twitchy Escort-Jaguar in fourth 
throughout and Bill Watt’s 2.3 Viva 
narrowly bettered Malcolm Bell’s class- 
winning Imp before the latter’s ignition 
cut out causing Malcolm to push the car 
vigorously over the line amid a round of 
applause! 

A positive deluge of hail and rain 
preceded the clubmans cars and once 
the ever unlucky Ray Edge spun off on 
lap five when the de Dion tube broke, 
none of the other U2s (or Peter Green’s 
lone Centaur) could match Johnny 
Muirhead despite the nose drooping 
until it touched the road—thereby 
crumpling it out of the way! Ian McCul- 
lough spun down from third, handing 
the place to John Holroyd, and finished 
behind Richard Morgan’s class-winning 
FF1600-engined car. Despite a spin, 
Malcolm Isaacs (ex-Steve Farthing 
Mk11/14) impressed in his first ever car 
race to snatch second in class from Don 
Cressy. 

A hastily arranged invitation race for 
modsports, prodsports and saloons 
took place when the conditions were 
even worse. Andy Dawson never got 
beyond the warming up lap on which 
John Kirk spun in front of him. At the 
three minute signal Chris Meek was 
actually in the commentary position! 
Then the engine refused to fire until the 
very last moment! Once under way 
Chris just boated off into the distance, 
winning by a lap. All the finishers (see 
below) deserve great praise and so does 
Phil Barak who held the unwieldy Es- 
cort-Jag in second place until the brute 
finally took charge on lap seven. The 
Libre race was just as incredible with 
Tim Knight’s FF Merlyn, which had 
been a lowly twelfth in the FF race, 
winning, despite a spin. Again, all who 
made it to the finish, including spinner 
Muirhead, are listed below. All credit 
to the sodden drivers and officials who 
carried on safely and kept faith with the 


spectators. 
CHRIS MASON 
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Richard Sutherland Trophy BRSCC Northern Modified Sports Car Championship round, up to 1150cc, 1151 to 1500cc, 
1501 to 2000cc and over 2000cc; and Skipton Finance BRSCC Northern Production Sports Car Championship round, 
classes ‘A’, ‘B’, and ‘C’ (10 laps overall): 1, John Bury (1.8 Lotus Elan), 14m 39.6, 69.57mph; 2, Jon Fletcher (1.8 Lotus Elan), 
15m 15.6; 3, Chris Meek (1.6 Lotus Europa Special), 15m 15.4s (corrected time); 4, John Kirk (1.1 Davrian-Carter/Imp Mk 5), 15m 
29.48. Modeports up to 1150ce: 1, Kirk, 65.84mph; no other starters. Fastest lap: Kirk, 1m 29.48, 68.45mph. 1151 to 1500cc: 1, 
Steven Roberts (1.3 Mini Marcos), 62.56mph; no other starters. Fastest lap: Roberts, 1m 34.6s, 64.69mph. 1501 to 2000cc: 1, 
Bury; 2, Fletcher; no other starters. Fastest lap: Bury, 1m 25.6s, 71.49mph. Over 2000cc: 1, John Oxborough (4.5 Jaguar E), 
63.49mph; no other starters. Fastest lap: Oxborough, 1m 33.0s, 65.80mph. Prodeports class ‘A’: 1, Meek, 66.85mph; 2, Walter 
Warwick (3.8 Jaguar E); no other starters. Fastest lap: Meek, 1m 29.2s, 68.60mph. Class ‘B’: 1, Eric Carr (1.6 TVR Grantura), 
54.52mph; no other starters. Fastest lap: Carr, 1m 47.6s, 56.87mph. Claes ‘C’: 1, Andy Dawson (1.5 MG Midget), 58.95mph; 2, 
John McCatfrey (1.3 Austin Healey Sprite); 3, David Dalton (1.3 MG Midget). Fastest lap: Dawson, 1m 41.0s, 60.59mph. 

Tate Trophy Formula Ford 1600 Championship round (15 laps): 1, Mick Starkey (Merlyn-Scholar Mk20A), 22m 08.2s, 
69.1 imph; 2, Cameron Binnie (Royale-Minister RP21), 22m 09.8s; 3, Rich Whyman (Royale-Scholar RP24),22m 28.88; 4, Tony 
Barley (Royale-Titan RP21), 22m 30.68; 5, John Simpson (Royale-Bartran RP21), 22m 42.0s; 6, Phil Tingle (Hawke-Scholar DL15), 
22m 48.4s. Fastest lap: Binnie, 1m 25.2s, 71.83mph. 

Troy Tyre & Auto Centres Special Saloon Championship round, up to 1000cc, 1001 to 1300ce and over 1300cc (10 leaps). 
Overall and over 1300ce: 1, Keith Bowmaker (4.7 Ford Escort V8), 14m 16.8s, 71.42mph; 2, Geoff Thompson (2.0 Ford Escort 
FVG), 14m 21.48; 3, Doug Emms, (6.1 Chevrolet Camaro 228), 14m 31.4s, 4, Phil Barak (3.9 Ford Escort-Jaguar), 15m 20.8s. 
Fastest lap: Thompson, 1m 23.6s, 73.20mph. Up to 1000ce: 1, Malcolm Ball (1.0 Chrysler Imp), 63.82mph; 2, Glyn Hall (1.0 
Chryster Imp); 3, Michael Oldroyd (848 Min!). Fastest lep: Bell, 1m 32.0s, 66.52mph. 1001 to 1300ce: 1, Richard Simms (1.3 Ford 
Escort BDA), 62.01mph; no other finishers. Fastest lap: Graham Wood (1.3 Mini Cooper S), 1m 32.68, 66.0mph. 

Northern Clubnians Champagne Championship round, fully modified and FF1600-engined (10 laps) overall: 1, Johnny 
Muirhead (Mallock U2-Holbay Mk14/16), 14m 47.48, 68.96mph; 2, John Holroyd (Malroyd-Holbay Mk18J), 15m 34.6s; 3, Richard 
Morgan (Maltock U2-Morgan Mk16), 15m 53.8s; 4, lan McCullough (Matlock U2-Holbay Mk18B), 15m 54.0s. Fully modifled: 1, 
Muirhead; 2, Holroyd; 3, McCullough. Fastest McCullough, 1m 25.4s, 71.66mph. FF1600-engined: 1, Morgan, 64.16mph; 2, 
Malcolm Isaacs (Mallock U2-Davron Mk11/14); 3, Don Cressy (Mallock U2-Holbay Mk16B) Fastest lap: Isaacs, 1m 31.4s, 
66.95mph. 

invitation race for Modified Sports, Production Sports and Special Saloon cars (10 laps): 1, Chris Meek (1.6 Lotus Europa 
Special), 16m 45.03, 60.90mph; 2, Bill Watt (2.3 Vauxhall Viva), 9 laps; 3, Malcolm Bell (1.0 Chrysler Imp), 9 laps; 4, John McCaffrey 
(1.3 Austin Healey Sprite), 9 laps; 5, John Kirk (1.1 Davrian-Carter/Imp Mk5), 9 laps; no other finishers. Fastest lap: Meek, im 
35.0s,.64.42mph. 

BRSCC Northern Formule Libre Championship round (10 laps): 1, Tim Knight (1.6 Merlyn-Scholar Mk11A/20A), 17m 08.2s, 
59.52mph; 2, Joe Applegarth (1.6 Brabham-Ford BT23C), 17m 28.2s; 3, Bob Birrel (1.6 Supernova-Daghorn BHS5), 17m 33.8s; 4, 
Jim Baird (1.9 Chevron-FVC B23), 18m 41.8s; 5, Brian Johnson (1.6 Merlyn-Minister Mk29A), 9 laps; 6, Les Aylott (1.4 Brabham- 
BDA BT23C turbo), 8 laps. Fastest lap: Johnny Muirhead (1.6 Maliock U2-Holbay Mk14/16), 1m 36.0s, 63.75mph. 
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Lennart Bohlin of Sweden holds the Karting World Cup aloft after his spectacular 
win on Spring Bank Holiday Monday at Heysham Head driving one of the New 
Star Eliminator Karts manufactured by Hesketh Racing. Lennart stamped his 
authority on the race from the very first lap where he shot into the lead gaining 
ground on all other competitors after each of the laps. 


Clinton likes | EuroFord 


new system 


A novel idea of paying prize money 
based on the number of entries in each 
class—the bigger the class the more 
prize money—worked well at the Ches- 
hunt Motoring Club’s autocross on 
Spring Bank Holiday Monday at Naves- 
tock. Very pleased with this idea was 
John Clinton who walked off with £26 
after winning the rally car class. 

Cheshunt paid £1 per starter for first 
and 75p and 50p for the places—an idea 
which could well catch on. 

BTD went to the 1293 Mini of Keith 
West who turned in 2m 8.4s to beat 
Graham Hathaway’s 1600 Escort by 1.2 
secs. West did his time on his first run 
but had to bite his nails after the second 
run when he did not get a time. 

There was nobody to touch Ian 
Thomson in the 850cc class where he 
beat Elaine Seymour by four seconds 
with Tim Frazer extremely close to 
robbing Elaine of second spot. 

The Minis of G. Stuart and S. Jen- 
nings returned identical times in the 
one litre class but Stuart was awarded 
the class as he only had 970cc under his 
bonnet compared with the 998cc of 
Jennings. Peter Simpson took the next 
class with a time which was three secs 
slower than Wests and he, in turn, was 
three secs quicker than T. Brett. 

Hathaway was untouchable in his 
class with the Escort, for Pete Robert- 
son was never able to beat either of his 
times and the star of the over 1600cc 
class was Laurie Manifold in his VW 
who was third fastest of the entry in 2m 
10.2s. 

Behind Manifold, in his 2.1-litre VW 
there was a good scrap between Mick 
Evans and Jack Phillips both in Escorts, 
the gap being a mere six tenths of a 
second. John Clinton made it a ‘spring’ 
double by winning the rally car class 
with considerable ease in his Avenger 
with duck farmer Len Wills taking sec- 
ond in his Capri three secs off the pace. 
Malcolm Langlands, competing in his 
first autocross, was third and could be a 


driver to watch. 

BTD: K. West (Mini), 2m 8.4s. 

Class winners: |. Thomson (Mini), 2m 11.2s; G. Stuart 
(Mini), 2m 20.0s; P. Simpson (Mini), 2m 11.68; G. Hathaway 
(Escort), 2m 9.48; L. Manifold (VW), 2m 10.2s; J. Clinton 
(Avenger), 2m 15.6s. 
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Bo Martinson (Royale RP24) won the 
June 6 round of the European FF1600 
Championship at Jyllandsringen and 
moved into joint leadership of the se- 
ries with Michel Bleekemolen, who 
finished well down. 

First heat was won in wet conditions 
by Soeren Aggerholm, using his brand 
new Tiga RF77 for the first time, fol- 
lowed by Martinson and Finn Milling 
(Van Diemen RF77). Ole Soerensen 
(Van Diemen RF74) won the second 
heat, also run in the wet, from Klaus 
Pedersen (Royale RP21) and Peter Ar- 
getsinger (Crosslé 32F). 

The wet conditions continued for the 
final which Martinson won from Agger- 
holm—completing a good first weekend 
with his new car—Pedersen, Milling, 
Jim Vermuelen and Ove Skou. The 
next round is on Sunday at Zandvoort, 
when the series organiser, Jim Vermue- 
len, is hoping to see even more British 
drivers. 


Ooops! 


Department of editorial gremlins: to- 
wards the end of May, these evil beings 
caused one or two mistakes: Bob Prest 
is not the sponsor of John Meredith’s 
hillclimb Mini as suggested in our 
Harewood report (May 19); the photo- 
graph of Rachel and John Goate in 
their Aston Martins at Brands Hatch in 
fact features Rachel being followed by 
Tom Lee’s DBS (May 19); finally a 
fortnight ago (June 2) we headlined our 
Scammonden report incorrectly, refer- 
ring to it as Barbon, and credited Roy 
Lane with the rlew Barbon record in a 
caption when Martyn Griffiths in fact 
established it. 


@ Norrie Galbraith from Lanark has 
moved into the lead of the Grampian 
Television-sponsored Scottish Hillclimb 
championship after the third round at 
Caithness CC’s Rumster track. Gal- 
braith has 33 points with his Mallock 
11B, just three ahead of joint second 
Jim Campbell (Brabham) and David 
Milne (Lotus Seven). Fourth round is 
this weekend at Doune. 


-~wom=awana Jun 0oeé Silverstone 
Aug 29 Sliverstone 
Sept 11 Donington 
Oct 01 Silverstone 


Nmooorad Total points 
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MacLeod at 


There was some really exciting racing at 
the mini-Formula Ford Festival organ- 
ised by the BRSCC at Brands Hatch on 
Sunday. Both the Townsend Thoresen 
and Kent Messenger had rounds in their 
series with two heats and a final for 


each, the finals being won by Don 
MacLeod and Tony Halliwell 
respectively. 


Francisco ‘Chico’ Serra’ had an im- 
pressive victory with the works Van 
Diemen in the first Townsend Thoresen 
heat from the more reliable Yves Sara- 
zin (Royale RP24), who was being 
trailed for the best part of the race by 
Bernard Devaney’s works Hawke. In 
fact it was Mike Blanchet’s Lola which 
got through on the last lap and almost 
caught Sarazin. 

The other works Van Diemen of Don 
MacLeod had an almost equally com- 
fortable victory in the second heat, the 
other places not being so hotly contest- 
ed. Trevor Van Rooyen’s Scorpion 
Royale RP24 finished 2.4secs behind 
the Scotsman, swopping places with 
David Leslie’s Royale RP24 on the 
fourth lap but never being able to pull 
away from him. 

It was a typical Formula Ford cham- 
pionship final, although Serra and Mac- 
Leod did soon pull away from the rest, 
led from the start by Van Rooyen. 
However, up at the front the young 
Brazilian had the upper hand until the 
eighth of the fifteen laps, when Mac- 
cLeod’s challenges at Paddock at last 
paid off. Chico never gave up, though, 
and he was only 0.4secs behind when 


the chequered flag came out. Leslie 
would have probably finished fifth be- 
hind Sarazin but he went off at Clear- 
ways at half distance. 

Richard Trott’s Imediaprint Multi- 
copy Royale RP24 won the first heat of 
the locally based Kent Messenger For- 
mula Ford Championship from start to 
finish. This was another relatively easy 
victory, although there was some good 
racing going on behind, notably from 
Roger Pedrick. His Hawke DL15 had a 
big spin at Surtees on the third lap, he 
kept the wheels spinning to restart 
eighth and finally finished a close fourth 
behind Kim Furner’s Royale RP21 and 
Peter Lawrence’s Royale RP3A. 


04.0s. Fastest lap: Serra, MacLeod and Sarazin, 50.68, 85. 


re Speight, 1m 00.88, 71.27mph (record). 
Kent Messenger 


Trott, Sleeman and Halliwell, 51.48, 84. 


lap: West, 1m 00.6s, 71. 
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' Tony Halliwell’s 


vn 
Chico Serra (13) and Don MacLeod (36) prove Van Diemen supremacy. 


Brands 


The second heat produced close rac- 
ing although not much overtaking. 
Fairview Estates 
Hawke DL15 and Paul Sleeman’s Vick- 
ery’s Fine Arts Crosslé scrapped for the 
lead the whole way, the Hawke taking 
the minimum 0.2secs victory. Poleman 
Leonard Greeney (Royale RP21) in- 
herited third place from Cliff Davies’ 
Centreline Machine Tool Co. Hawke 
DL15 with three laps to go. 

Halliwell and Sleeman continued 
their battle from the seventh lap on- 
wards in the final.. Most of the time 
until then, they had been split by Pe- 
drick and Trott, the latter leading for a 
couple of laps. However, they tangled 
at Druids on lap six, which left Pedrick 
a spectator and gave Trott difficulties 
with his machine, eventually dropping 
to fourth behind Kim Furner’s Harle- 
quin Wallcoverings Royale RP21, while 
Halliwell beat Sleeman by a slightly 
larger margin than the heat. 

Basil Wainwright led the BRSCC 
Debenhams Escort race from the first 
corner to the last. He didn’t lead the 
last. 200 yards however, for David Da 
Costa’s Valprint car got inside the 
BRMB/Opposite Lock car at Clearways 
and was literally pushed across the line 
by Wainwright. Derek Speight finished 
a similar 0.2secs further back in third 
place after Wayne Wainwright retired 
on the last lap. 

There was a very good leading dice in 
the Leyland Cars Mini 850 Challenge 
between John West, Chris Tyrell’s Cal- 
brook car and Graham Wenham’s 


Micktuned device. After much swop- 
ping around of places they finished in 
that order, West having pulled out a 
couple of seconds advantage, in the last 
half of the race. 

The final race to be slotted in be- 
tween all the FF events was for MGs 
and Sprites of various shapes and sizes. 
After taking Mike Chalk’s Sprite on lap 
three, Steve Everitt’s Midget looked to 
have the race sewn up, until the penulti- 
mate lap that is, for he was very badly 
held up at Clearways and lost the lead. 
Not to be outdone, though, he got 
inside Chalk at the same corner on the 
last lap to win by a quarter of a length. 


PAUL KING 
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Townsend Thoresen Formula Ford 1600 Championship, race one (10 laps): 1, Francisco Serra (Van Dlemen-Scholar RF77), 
8m 36.48, 83.91mph; 2, Yves Sarazin (Royale-Rowland RP24), 8m 44.88; 3, Mike Blanchet (Lola-Minister T440), 8m 45.03; 4, 
Bernard Devaney (Hawke-Minister DL17), 8m 45.4s. Fastest lap: Serra, 50.88, 85. 

Townsend Thoresen Formula Ford 1600 Championship, race two (10 laps): 1, Don MacLeod (V fan Diemen-Scholar RF7), 8m 
40.2s, 83.29mph; 2, Trevor Van Rooyen (Royale-Minister RP24), 8m 42.6s; 3, David Leslie et Beh RP24), 8m 43.33; 4, 
Bernard Vermilio (Merlyn-Scholar Mk 30), 8m 47.6s. Fastest lap: MacLeod, 50.6s, 85.63mph. 

Townsend Thoresen Formula Ford 1600 Championship, final (15 laps): 1, MacLeod, 12m 51.6s, 84.23mph; 2, Serra, 12m 
52.0s; 3, Van Rooyen, 12m 53.0s; 4, Sarazin, 12m 57.88; 5, Vermilio, 13m 01.6s; 6, James Weaver (Hawke-Minister DL17), 13m 


63mph. 
BRSCC Debenhams Ford Escort Challenge (10 laps): 1, David Da Costa, 10m 23.6, 69.48mph; 2, Basil Wainwright, 10m 
23.88; 3, Derek Speight, 10m 24.08; 4, Barrie Williams, 10m 28.43; 5, Geoff Evans, 10m 28.88; 6, John Morris, 10m 28.85. Fastest 


Formula Ford 1600 Championship, race one (10 laps): 1, Richard Trott (Royale-Minister RP24), 8m 51.48, 
81.54mph; 2, Kim Furner (Réyale-Scholar AP21) 8m 54.6s; 3, Peter Lawrence tieovale-riowienc RP3A), 8m 56.0s; 4, Roger Pedrick 
(Hawke-Minister DL15), 8m 56.6s. Fastest lap: Pedrick, 51.6s, 83.97mph. 

Kent Messenger Formula Ford 1600 Championship, race two (10 laps): 1, Tony Halliwell (Hawke-Minister DL15), 8m 46.8s, 
82.28mph; 2, Paul Sleeman (Crosslé-Minister 25F), 8m 47.08; 3, Leonard Greeney (Royale-Minister RP21), 8m 58.4; 4, Cliff 
Davies (Hawke-Minister DL15), 8m 56.8s. Fastest lap: 51.6s, 83.97mph. 

Kent Messenger Formula Ford 1600 Championship, fina! (15 laps): 1, Halliwell, 13m 05.48, 82.75mph; 2, Sleeman, 13m 
06.0s; 3, Furner, 13m 08.8s; 4, Trott, 13m 10.88; 5, Simon Davey (Nike-AVJ), 13m 14.6s; 6, Lawrence, 13m 15.0s. Fastest lap: 


Leyland Cars National Mini 850 Challenge (10 laps): 1, John West, 10m 16.2s, 70.32mph; 2, Chris Tyrell, 10m 18.4s; 3, 
Graham Wenham, 10m 18.8s; 4, Martin Goodall, 10m 22.28; 5, Robert Addison, 10m 23.2s; 6, Ron Cuthbert, 10m 23.4s. Fastest 


MGAs, MGBs and MG Midget/Austin Healey Sprites (10 laps): Overall: 1, Steve Everitt (1.4 MG Midget), 9m 21.28, 77.21mph; 
2, Mike Chalk (1.4 AH Sprite), 9m 21.48; 3, Derek Grant (3.5 MGB V8), 9m 49.0s; 4, Colin Charman (1.3 MG Midget), 9m 49.2s. 
MGA class: 1, Roy McCarthy (1.6 MGA), 70.04mph; 2, Vic Ellis (1.6 MGA); 3, Derek Hendey (1:6 MGA), Fastest lap: McCarthy, 
59.88, 72.46mph. MGB class: 1, Grant, 73.56mph; 2, Bob Luff (1.8 MGB); 3, Barry Sidery-Smith (1.8 MGB). Fastest lap: Grant 
57.28, 75.75mph (record). Midgets and Sprites Class: 1, Everitt, 2, Chalk; 3, Charman. Fastest lap: Chalk, 54.4s, 79.65mph. 


Mick Bird hard on the heels of Chris Lambert. 


Richards top Brit 


The French round of the European 
Rallycross Championship at the Circuit 
D’Alencon-Essay on June 5 was run in 
intermittent showers after dry morning 
practice sessions which featured some 
hairy moments for the British contin- 
gent, Mick Bird burying the nose of his 
TR7 under Ron Douglas’ Escort after 
the latter bent his steering and suspen- 
sion on a tricky series of Esses. 

Husband and wife team David and 
Viv Potter started the racing in a heat 
against Peter Vaughan, who spun on 
the second lap breaking his diff. After 
playing second fiddle for most of the 
heat, David went through on the last 
lap to become wife-beater. 

Jean Ragnotti, who won the event 
overall, won the second heat from John 
Greasley and Bertrand Lenoir. The 
next field featured British lads Colin 
Richards and Mike Bird, the latter 
spinning on a tight right hander leaving 
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Greening on 
Canning off 


With John Canning going off on his first 
run with the Mallock U2 and only 
managing 1m 36.4secs on his second 
run, Malcolm Greening went on to win 
the BTD Award in a similar car at the 
Sussex MC Sprint at Goodwood on 
Sunday by 1.4secs. 

Sixty-five competitors contested 11 
classes and there was a surprise in the 
combined Production Saloons to 
1300cc/Modified Saloons to 1 litre class 
when the standard Cooper S of Graham 
Wilmott beat the modified 850 of Don 
Hoare, by more than one second. 

Chris Clarke was way the fastest in 
the Modified Saloons to 1300cc but his 
best run of 1m 43.3secs included going 
all four wheels off and he had to settle 
for second place with 1m 50.0secs in the 
wet, which was almost 4secs slower 
than Ian Hargreaves in his Mini. The 
Lenham of Terry Brown was easily the 
fastest of the up to 2 litre mod sports in 
practice, but when he broke a drive 
shaft on his first run he handed the class 
on a plate to Guy Petherick in his 


Ginetta G4. 

BTD: M. Greening (Mallock U2), 1m 35.0s. 

Class Winners: K. Banks (Imp), 2m 1.68; G. Wilmott 
(Cooper S), 1m 52.6s; C. Spence (Escort), 1m 50.6s; C. Smith 
(Capri), 1m 51.4; |. Hargreaves (Mini), 1m 46.6s; P. Raven 
(BMW), 1m 42.48; M. Gates (TVR), 1m 37.0s; G. Dixon (Elan), 
1m 46.6s; A. Yates-Smith (Porsche Carrera), 1m 45.2s; G. 
Petherick (Ginetta G4), 1m 51.6s; J. Canning (Mallock U2), 1m 
36.4s. Ladies: Mrs B. Jellett (Mini), 1m 53.6s. 


Richards to romp away for his first heat 
win of the day. 

Viv Potter was pushed into a bank by 
Jean Claude Lagniez in her second 
heat, losing her lead in the process and, 
while pushing hard to regain it, she 
rolled at the Esses, Ragnotti dominated 
the second runs, with considerable sup- 
port from the French crowd, who also 
took a liking to Colin Richards, con- 
vincing winner of his second run. Bird 
again spun on the last lap. 

Last race of the day was an eight-car 
finale in which Ragnotti put not a foot 
wrong as he flew to a flag to flag win. 
Bruno Saby’s Alpine just took second 
after Andy Bentza had clipped a bank, 
Lenoir finished third with first Brit, 
Colin Richards, fourth. 

ALAN SALTER 
1, Jean Ragnotti (Alpine A310); 2, Andy Bentza (Lancia 
Stratos), 3, Bertrand Lenoir (Porsche); 4, Colin Richards (Ford 


Escort); 5, John Greasley (Porsche Carrera); 6, Kees Hendriks 
(Ford Escort). 


Nax©|>B Jun06 Castle Combe 
Jul 02 Alntree 
Jul 17 Brands 


BPBLS> ‘Total points 


University 
clubmen 


John Larkin and Mike Sones, both in 
Clubman GTs, dominated Sunday’s 
Birmingham University MC Autotest 
on one of the University car parks and 
after ten tests were only 1.6secs apart. 
Only 22 competitors turned out for the 
event, which was a round of the Mid- 
land Association Championship and 
Ray Webb consolidated his champion- 


ship lead. 

BTD: J. Larkin (Clubman GT) 413s. 

Class winners: M. Sones (Clubman GT), 414.68; R. Webb 
(Sprite), 440.6s; P. Jeffery (Escort), 481.18; C. Dickson (VW), 
446.48. 


BWRDC points 


Surely Divina Galica’s vital statistics 
can’t be 103-33-484? In fact they’re not, 
those being the points she currently 
holds in the three British Women 
Racing Drivers’ Club championships— 
all of which she is leading. Current 
positions are as follows: 

Goodwin Trophy: 1, Divina Galica, 33; 2, Judy Andreason, 
16; 3, Sue Tucker-Peake, 11; 4, Wendy Markey, 9; 5, Juliette . 
Slaughter, 7; 6, Viv West 6. 

Embassy Trophy: 1, Galica, 482; 2, Andreason, 21; 3, West, 
13; 4, Slaughter and Tucker-Peake, 11; 6, Markey, 9. 

ShellSport Award: Class A: 1, Galica, 103; 2, Alison Davis, 
26; 3, Tucker-Peake, 17; 4, Glenys Atkins and Gill Rindlis- 
bacher, 16; 6, Slaughter, 14. Class B: 1, Andreason, 8; 2, 
Dierdre Ward, 3; 3, West and Valli Stack, 2; 5, Markey and 
Tucker-Peake, 1. 
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Tyresome Mallory 


The BRSCC held their Bank Holiday 
Monday Mallory in mixed weather con- 
ditions. There were some good races 
but the cruellest luck of all struck local 
special saloon ace Alastair Lyall, who 
was forced to retire with two punctured 
tyres when leading Nick Whiting. 

The opening event for Formula Fords 
was led from start to finish by Martin 
Watson (Hawke DL17). Glenn Eagling 
(Van Diemen RF76) finished second 
despite a late challenge by Rod 
Macleod (Royale RP21). With four 
drivers on the same practice time (0.2s 
under the lap record), the Leyland Mini 
127SGT race which followed promised 
to be close. In the event front row man 
Steve Soper spun off on the warm up 
lap—“‘brain fade”’—and Paul Taft 
pulled away into a race-long lead. 
‘Malcolm Leggate had a lonely race to 
second place while pole position man, 
Roger Saunders, had a fine drive 
through the field, after going straight 
on at the hairpin, to finish in third 
place, retaining his joint championship 
lead with Taft. 

The Morgan three-wheelers provided 
good entertainment, in a race won by 
Stuart Harper, after a fine battle with 
Bob Angel. 

Brian Miles’ Mini won the small 
capacity special saloon race, after an 
entertaining battle with Cliff Watts 
(Imp), Malcolm Johnstone (in the ex- 
Roger Tebutt Imp) and Rob Roe 
(Mini). Second row man Peter Day 
with his unique two-cylinder Allen 
Mini, won the 850 class with ease, 
finishing sixth overall. 

Historic Sports Cars were next on the 
bill, David Ham’s Lister-Jaguar taking 


a flag to flag win and a new lap record. 
Second place man Rupert Glydon (Lola 
Mk1 Coventry Climax) had a ten sec- 
ond penalty for a jump start, demoting 
him to third behind Sidney Hoole’s 
Cooper Monaca. 

Dave Clewley was left behind on the 
grid for the MG T-Type race, but his 
drive through the field to second place 
was the main feature of an otherwise 
rather processional race. Erik Benson 
and Peter Creswell disputed third 
place, honours going to Creswell, but 
none of them could catch Gerry Brown, 
who won by 8.2 seconds. 

Alastair Lyall (1.8 Escort) was on 
pole for the Century Supreme Special 
Saloon Car Championship round, and 
he and Nick Whiting (3.4 Escort) led 
the field away. Such was the pace that 
these two were lapping the slower cars 
by half distance, Lyall taking the lead as 
they dived either side of a backmarker. 
At one stage he actually looked to be 
pulling away slightly from Whiting’s 
larger engined car, but then both Lyall’s 
rear tyres punctured and he was forced 
to retire, leaving Nick with a clear 
overall victory, and the class win to 
Tony Sugden. Peter Baldwin retired 
with falling oil pressure, leaving David 
Smith (Mini Cooper) the small class 
win. 

A three car train consisting of Martin 
Watson (Hawke DL17), Robert Coates 
(Hawke DL17) and Glenn Eagling 
(Van Diemen RF76), disputed the lead 
for the Formula Ford Jubilee Trophy. 
The race leader on the penultimate lap, 
Coates spun at the hairpin, leaving 
Watson to take the flag. 


CHRIS WALKER 
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Formula Ford Race (10 laps): 1, Martin Watson (Hawke-Bectune DL17), 11m 18.48, 71.64mph; 2, Glenn Eagting (Van Diemen 
RF76), 11m 46s; 3, Rod Macleod (Royale-Minister RP21), 11m 46.8s; 4, Mike Littlewood (Van Diemen-Bectune RF76), 11m 59s; 5, 
Martin Ochiltree (Priamos-Scholar 11), 12m 02.88; 6, Robert Coates (Hawke-Minister DL17), 2m 03.48. Fastest lap: Watson, 1m 
04.2s, 75.70mph. 

Leyland Min! 1276GT Challenge Round (15 laps): 1, Paul Taft, 15m 59.88, 75.95mph; 2, Malcolm Leggate, 16m 43.6s; 3, Roger 
Saunders, 16m 57.63; 4, Anthony Pownall, 17m 01.49; 5, J. Parton, 14 laps; 6, Robert Lodge, 14 laps. Fastest lap: Taft, 1m 02.28, 
78.13mph. 

Morgen Three-wheelers Race (10 laps): 1, Stuart Harper, 11m 25.68, 70.89mph; 2, Robert Angel, 11m 28.65; 3, Dave Hodgson, 
12m 36.48. Class winners: Harper, 70.89mph; Tony Quinn, 64.08mph; John Rowland, 53.65mph. Fastest laps: Harper, 1m 06.4s, 
73.19mph; Quinn, 1m 10.88, 68.64mph; Rowland, 1m 23.48, 58.27mph. 

Special Saloon Car Race (10 laps): Overall end Claes D: 1, Brian Miles (Morris Mini), 10m 16.2s; 2, Malcolm Johnstone 
(Sunbeam Imp), 10m 18s; 3, Cliff Watts (Hillman Imp), 10m 18.48; 4, Rob Roe (BMC Mini), 10m 20.28. Fastest lap: Miles, 57.68, 
84.37mph. Class E: Peter Day (Austin Mini), 77.07mph; 2, David Leaver (Mini-Cooper S). No other finishers. Fastest lep: Day, 
59.48, 81.82mph. 

Historic Car Race (10 laps): Overall: 1, David Ham (Lister Jaguar), 9m 26.88, 85.74mph; 2, Sidney Hoole (Cooper 
Monaco), 9m 38.63; 3, Rupert Glydon (Lola Mk 1), 9m 44.83; 4, A. Skeols (Lotus 17), 9 laps. Claes A: Ham, 85.74mph; 2, Hoole. No 
other finishers. Fastest lap: Ham, 55.88, 87.10mph. Claes B: no starters. Claes C: 1, Glydon, 84.55mph; 2, Skeels; 3, Mel Clarke 
(Porsche 3568). Fastest leap: Glydon 56s, 88.78mph. 

MG T-Types Race (10 laps): Overall and Class B: 1, Gerry Brown, 1m 31.48, 70.29mph; 2, Davo Clewly, 11m 39.63; 3, Peter 
Creswell, 11m 40a; 4, Erik Benson, 11m 42s. Fastest lap: Brown and Creswell, 1m 08.28, 71.26mph. Claes A: 1, Stuart Dean, 11m 
34.68, 62.97mph; 2, John Clark, 9 laps; 3, George Edney, 9 laps. Fastest lap: Dean, 1m 15s. 

Century Supreme Special Saloon Car Championship Round (15 laps): Overall: 1, Nick Whiting (3.4 Ford Escort), 13m 56.28, 
87.18mph; 2, Tony Dugden (2.0 Ford Escort), 14m 30.28; 3, David Smith (1.3 Mini-Cooper S), 14 laps. Claea A: Whiting, 87.18mph. 
No other finishers. Fastest lap: Whiting, 53.48, 91.01mph. Class B: 1, Sugden, 83.77mph; 2, Berard Meadows (1.6 Triumph 
Vitesse), 12 laps. Fastest lap: Alistair Lyall (2.0 Ford Escort), 54.48, 89.34mph. Claes C: 1, Dave Smith, 14 laps; 2, Alan 
Humberstone (1.3 Hillman Imp), 14 laps; 3, Mick Davies (1.3 Transpeed Cooper), 14 laps. Fastest lap: Smith, 583, 83.79mph. 

Jubilee Cup Formula Ford Raco (16 laps): 1, Martin Watson (Hawke-Bectune DL17), 13m 23s, 90.78mph; 2, Glenn Eagling 
(Van Diemen RF76), 13m 24.28; 3, Rod Macieod (Royale-Minister), 13m 27.28; 4, Robert Coates (Hawke-Minister DL17), 13m 
31.48; 5, Mike Littlewood (Van Diemen-Bectune RF76), 13m 34.28; 8, Paul Clark (Elden-Scholar Mk10), 13m 49.8s. Fastest lap: 
Watson, 51.88, 93.82mph. 


Terry 


irst at new venue 


Terry Smith took his McLaren M14D to 
a new sprint venue in North Devon on 
May 29 and took FTD with a time of 
57.9secs, 4.3secs faster then Andy Fra- 
ser’s Brabham BT35. 

The sprint organised by the North 
Devon MC was on the old RAF airfield 
at Chivenor, Nr Barnstaple; the course, 
a hard working combination of aa 
Straight, hairpins, tight corners and 
chicanes. 

In the special saloon car classes Andy 
Holloway beat all his opposition and 
the larger class with an incredible 1m 
6.7secs in his 1.0 Sunbeam Imp. Local 
man Jeff George (1.6 Escort) took the 
larger class in im 10.3secs. 

The 1.0 Clan Crusader of Gary 
Morse dominated both the sports car 
classes while Chas Courtney had a class 
win with his larger 1340 Sprite. Two 
classes of single seaters included Chris 
Bigwood’s Vixen driven by his son 
Nigel in his first ever sprint, the ex- 
Dave Harris McLaren of John and Roy 
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Taylor and the Nike/Ford BDA of 1976 
cornish Speed Champion, Tony Hart. 
Andy Fraser beat all except the FTD 
man with his Brabham BT35 in 1m 
2.2secs but only just because local men 
Chris McCavane Merlyn M10/Ford and 
Eddy Simpson Nike/Ford were both 
right behind on 1m 2.3secs each. 
Unluckiest man of the day was Alex 
Grenfell with his very quick Mallock 
U2. In practice he was almost 10secs 
faster than his nearest rival but he 
suffered a spin in each of his two time 
runs, the second only 20yds from the 
finish line. The class was shared by 
Terry Reddicliffe (APS Lotus) and 
Tony Chipp (Mallock U2) on im 
9.9secs. 
FTD: Terry Smith (5.7 McLaren M14D/Chevrolet), 57.98. 
Clase Winners: Andy Holloway (1.0 Sunbeam/Imp), im 
6.78; Jeff George (1.6 Escort), 1m 10.98; Gary Morse (1.0 Clan 
Crusader/imp), 1m 7.93; Chas Courtney (1.3 Sprite/BMC), im 
8.5s; Terry Reddicliffe (1.5 APS/Lotus Ford) and Tony Chipp 
(1.6 Mallock U2 Mk14/Ford), 1m 9.95; Andy Fraser (1.6 
Brabham BT35/Ford), 1m 2.28; John Taylor (5.0 McLaren 
M10B/Chev), 1m 5.5s; Tim Stiles (1.0 Morris Traveller/BMC), 
1m 15.38; Max Kennedy (3.5 Morgan Plus 8/Rover), 1m 13.1s. 


Greenan leads Gibson during the exciting Formula Ford 20-lapper. 


Acheson's year 


For many years Harry Acheson strove 
to win a Kirkistown Formula Ford race 
and, last year, at the end of his career 
he fulfilled that ambition. By contrast 
his 18-year-old son Kenneth has taken 
just over a season to do the same thing 
and he was the winner of a very contro- 
versial FF race at Kirkistown on June 5. 

For several laps the leader was Joe 
Greenan in his new Royale RP24 but it 
was the most tenuous of leads for 
Trevor Templeton, Mike Phillips, 
Acheson and Gary Gibson were only 
inches away all the time. It was on lap 
three that the trouble happened as this 
quintet approached the Hairpin line 
abreast. Apparently Templeton left his 
braking very late, the car half spun and 
punted Phillips into Greenan. Phillips 
retired on the spot but Templeton con- 
tinued for three more laps before call- 
ing it a day with the nose cone wrapped 
round the cockpit. Greenan continued 
well down the field with a battered 
looking Royale as people shook their 
heads and said “‘Greenan’s been at it 
again” not knowing that for a change he 
was the victim. All this left Acheson 
securely in the lead from a hard-trying 
Gary Gibson and that appeared to be 
that. But Greenan is a tenacious man 
and he set about the task with a will and 
with three laps to go has worked his 
way right up again to pass Gibson and 
was closing the gap on Acheson. But 
disaster again struck and on the ap- 
proach to Fisherman’s he got on to the 
grass—no fault of Gibson’s—and after 
demolishing a marker board was lucky 
to limp home third. 

Once again the Formula Atlantic 
race produced a good field of eleven 
well-matched cars with Patsy McGarri- 
ty’s Chevron B29 on pole on his first 
appearance at Kirkistown this year with 
John Smith next quickest in his March 
722 which won the race the previous 
time. In his usual fashion Patsy set 
about his task in style and took the lead 
at once with Smith, Harold McGarrity 
(Chevron B27) Billy Gowdy (Chevron 
B27) John Eastwood (Chevron B29) 


close on hand with Eddie Jordan’s 
Marlboro March 74B a little farther 
back. 

After a couple of laps it was the 
promising Eastwood who emerged 
from the pack to challenge McGarrity 
(P) but then he spun and after a few 
more desultory laps retired. When Har- 
old McGarrity retired after 11 laps with 
a blown head gasket and Smith spun 
twice in succession at the Hairpin the 
trace looked as good as over and we 
settled down for a dull remainder of the 
20 laps. However, about four laps from 
the end it was noticeable that Gowdy 
and Jordan had got together and were 
definitely closing the gap on Patsy. Sure 
enough, Jordan summarily disposed of 
Gowdy and on the last lap closed right 
up on McGarrity and was beaten to the 
flag by only a short head with the 
timekeepers unable to separate the 
two. It turned out that McGarrity had 
lost third gear. 

As usual the Production Saloon class 
has a large entry which was dominated 
by the Opel GS/E’s of Frank O’Rourke 
and Ray Moore. Moore led for a con- 
siderable part of the 15 laps but then 
got slower and slower with what ap- 
peared to be gear selection problems 
and O’Rourke took over. Laurence 
Davidson’s battered Capri 3000 eventu- 
ally shook off Hugh Irvine’s Dolomite 
Sprint and passed Moore in second 
place. Further back Richard “‘Uncle 
Bulgaria” Young was having a good 
race in his eight-year-old Capri, which 
has completed the Scottish Rally among 
others, and held off the fifth placed 
immaculate Capri of last year’s Cham- 
pion Russell Connell for a long time. 

The FIA Group One race was poorly 
supported and after Bertie Law’s very 
fast Magnum went off a plug on the 
warming up lap the race was fairly 
comfortably won by Brian McBride’s 
similar car from Ray Moore’s Opel. A 
very full programme was completed by 
four more races. 


ESLER CRAWFORD 


Vintage Car Handicap (7 laps): 1, Bill McDonagh (1936 Riley 1496), 11m 47.48, 55.99mph; 2, Basil McC 
} h 48, 55. 32, oy (1929 Gillow/Rile 
1087), 11m 49.88; 3, Maurice McHenry (1947 MG TC 1250), 12m 05.0s; 4, John McShannon (1954 MG TF 1250), 12m 14.60. 
wy ret bah (1934 ACJ Special), 1m 28.88, 61.92mph. 
loons (10 laps): 1, lan Woodside (1300 Midget), 11m 46.2s, 77.64mph; 2, Bob McCutcheon (1293 Mini), 
12m 33.68; 3, lan Moore (1300 Midget), 12m 19.0s; 4, van McMurray (1600 Escort) 9 laps. Fastest lap: Woodside, 1m 09.0s, 


79.69mph. 


Formula Ford (20 laps): 1, Kenneth Acheson (Crosslé 32F), 21m 42.6s, 84.42mph; 2, Gar : 
' i 68, 84. ; 2, Gary Gibson (Crossié 32F), 21m 46.8s; 3, 
Joe Greenan (Royale RP24), 2im 48.4: 4, Colin Lees (Van Diemen RF75), 22m 02.2s, Fastest lap: Greenan, 1m 04.0s, 


85.91mph, 


Production Seloons (15 laps): 1, Frank O'Rourke (Opel GSE), 19m 09.2s, 71.77mph; 2, Laurence Davidson (Cay 
' + 71. i 2, pri 3000 GT), 
19m 23.6; 3, Ray Moore (Opel GSE), 19m 32.6; 4, Hugh Irvine (Dolomite Sprint), 19m 37.6. Class winner: Alan Crooks ance 


Fastest lap: O'Rourke and Moore, im 15.0s,-73 31mph. 


Formule Atlentic (20 laps): 1, Patsy MeGarrity (Chevron 829), 19m, 09.2s, 95.69mph; 2, Eddie Jordan (March 74B), 19m 09.2s; 
3, Bill Gowdy (Chevron B27), 19m 11.6s; 4, Alo Lawler (Chevron B29), 19m 26.6s. Fastest lap: Harold McGarrity (Chevron B27), 


56.0, 98.18mph. 


FIA Group One Saloons (10 laps): 1, Brian McBride (Vauxhall Magnum), 12m 42.0s, 72.16mph; 2, Ray Moore (Ope! GSE), 12m 
46.0s; 3, Russell Connell (Capri 3000 GT), 13m 12.2s; 4, Bertie Law (Vauxhall Magnum), 13m 18.8s. Fastest lap: McBride, 1m 


14.48, 73.90mph. 


Formula Ford invitation (10 laps): 1, Amie Black (Crossié 25F), 11m 05.8s, 82 58mph; 2, Hai 
‘ ‘ i , 82. : 2, Harry Johnston (Crossié 25F), 11m 
06.0s; 3, Colin Lees (Van Diemen RF75), 11m 15.4s; 4, Nat Ferguson (Crossié 30F), 11m 15.8s. Fastest lap: Johnston, 1m 05.2s, 


84.33mph. 


Open Handicap (10 laps): 1, Brendan Loughrey (Avenger), 12m 10.2s, 68.71mph; 2, Bertie Law (Mai 
r ¥ .28, 68. (2, ignum), 12m 25.8s, 3, lan 
Woodside (Midget), 12m 38.4s; 4, Alan Crooks (Lada). 12m 44.6s. Fastest lap: Woodside, 1m 08.4s, 80.38mph. 
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Taylor-made Oulton 


Coming through the field on a drying 
track, David Taylor took the lead from 
his Manitou-LE ‘teammate, Derrick 
Brunt, on the penultimate lap to win 
the British Radio Production Saloon 
Car Championship round which was the 
feature race of Radio City’s race-day at 
Oulton Park on Bank Holiday Monday. 
The BRSCC North-Western Centre 
were as efficient as ever and the good 
crowd were well entertained as the 
weather turned from dry to wet and 
back again. 


With Mike Blanchet failing to make _ 


the grid after practising second fastest, 
Francisco Serra led heat one of the 
Townsend FF 1600 event in the Van 


Townsend Thoresen FF 1600 


Diemen RF77 from the other front row 
occupant, David Leslie (Royale RP24). 
Leslie took over the lead for a few laps 
until the Brazilian again took com- 
mand. Kenneth Acheson (Crosslé 32F) 
got the better of Pedro Nogues (Van 
Diemen 77) to finish in third place. 

Donald MacLeod upheld Van Die- 
men honours by rapidly building up a 
fine lead in the second heat while, 
behind him, Bernard Vermilio soon 
established himself in second spot. John 
Vilage, whose Royale initially held 
second place was further demoted by 
Barry Pigot but he managed to fight off 
Yves Sarazin’s similar car, these two 
eventually getting past Pigot again on 
the last lap. 


: Heat One (10 laps): 1, Francisco Serra (Van Diemen-Scholar RF77), 12m 27.68, 


79.64 mph; 2, David Leslie (Royale-Scholar RP24), 12m 29.8; 3, Kenneth Acheson (Crossié 32F), 12m 52.0s. Fastest lap: Serra, 


1m 12.68, 82.02 mph. 


Heat Two (10 laps): 1, Donaid MacLeod (Van Diemen-Scholar RF77), 11m 40.6s, 84.99 mph; 2, Bernard Vermilio (Merlyn- 
Scholar Mk30), 11m 47.8s; 3, John Village (Royale-Titan RP24), 11m 51.88. Fastest lap: MacLeod, 1m 8.0s, 87. 56 mph. 
Final (15 laps): 1, Serra, 17m 40.48, 84.22 mph; 2, Leslie, 17m 43.68; 3, MacLeod, 17m 43.6s; 4, Vermilio, 17m 45.68; 5, Village, 
17m 59.48; 6, Barry Pigot (Van Diemen-Scholar RF77), 16m 13.0s. Fastest lap: Serra, 1m 7.2s, 88.61 mph. 
hampionsh 


Hitachi Special Saloon C! 


mph; 2, Keith Wilkinson (850 Cooper S), 9 laps; 3, Tony 
Radlo Clty Production Car 


Ip round, 851-1000cc and overall (10 
24.48, 74.02 mph; 2, Bill Barrett (1.0 Mini-Ford), 13m 40.0s; 3, George Hard (1.0 re et 14m 11.48; 4, Peter Jurgens (1.0 Austin 
Ford), 14m 11.68. Fastest lap: Homewood, 1m 18.2s, 76.14 mph. Up to 850cc: 1, 


laps): 1, John Homewood (1.0 Sunbeam Imp), 13m 
‘A40- 
Brendan Chappel (850 Mini), 14m 21.68, 69.10 
(850 Mini), 9 laps. Fastest lap: Chappel, 1m 24.6s, 70.38 mph. 


Cruddington (850 
Championship round (15 laps): 1, David Taylor (3.0 BMW 3.0 Si), 20m 51.6s, 71.36 mph; 


Saloon 
2, Derrick Brunt (3.0 BMW 3.0 Si), 20m 52.0s; 3, Jock Robertson (2.8 Opel Commodore GS E), 20m 58.68; 4, Stuart McCrudden 
(Sag hebetldlerretat 21m 9.88. Fastest lap: Brunt, 1m 19.48, 74.99 mph. 
Cara National Mini 850 Challenge Race (10 laps): 1, Martin Goodall, 13m 59.8s, 70.90 mph; 2, Chris Tyrrell, 14m 0.48; 
3, John West, 14m 7.48; 4, Robert Addison, 14m 7.8s; 5, Graham Wenham, 14m 8.48; 6, Russell Grady, 14m 9.0s. Fastest lap: 


Goodall and Tyrrell, 1m 22.28, 72.44 mph. 
Invitation Saloon 


Car Race, 851-1000cc and overall: 1, John Homewood (1.0 Sunbeam Imp), 12m 16.28, 80.88 mph; 2, Peter 


Jurgens (1.0 Austin A40-Ford), 12m 51.28; 3, George Hard (1.0 Mini), 13m 28.6; 4, lain McCallum (1.0 Cooper S), 9 laps. Fastest 
lap: Homewood, 1m 11.88, 82.93 mph. 1001-3000ce: 1, Mike Smith (3.0 Ford Capri), 12m 30.2 (9 laps), 71.43 mph; 2, David Yates 


(2.0 Mazda RX3), 9 laps; 3, Graham Geideard (2.3 Vauxhall Magnum), 9 


laps. Fastest lap: Smith, 1m 22.0s, 72.69 mph. Up to 


850cc: 1, Graham Wenham (850 Micktuned Mini), 12m 41.6s, 71.30 mph (9 laps); 2, Keith Wilkinson (850 Cooper S), 9 laps; 3, Tony 
Jerams (850 Hartwell Imp), 9 laps. Fastest lap: Wenham, 1m 22.48, 72.26 mph. 
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Sun shines on Larkin 


Dudsbury CC promoted their sunshine 
Autotest on Monday, June 6 with spon- 
sorship from Duckhams Oils, counting, 
for the first time towards the ACSMC 
Autotest championship. At Hurn Air- 
port, Christchurch, Clerk of the Course 
Richard Acres set out 11 tests, the first 
9 to be run twice. 

Bath MC member Mike Halliday set 
the pace for most of the day until he 
wrong tested his 1275 Sprite towards 
the end of the event, handing FTD to 
John Larkin in his Team Esso Uniflo 
1275 Mini GT, John also partnered 
John Calton from Harrow, and Mike 
Halliday to the team Award, John Cal- 
ton in turn managed to take his Ford 


MODIFIED SPORTS 
CAR CHAMPIONSHIP 
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Mexico to a class win in Class C/D, 
these classes along with F/G being 
amalgamated due to a shortage of en- 
tries, Class F/G being won by Mike 
Halliday. 

In Class A Pete Maslem, from Bath, 
took the award in his 1000cc Mini, 
while Class B was awarded to Blackpal- 
frey member D. Cook in his 1098cc 
version. Peter Coombes took Class E in 
his 1500cc Cortina. Class F/G also saw 
Colin Pook, a Dudsbury member take 
the Novice Award, due to the high level 
of competition, despite his award win- 
ning past in local events. Paul Prescott 
showed his improving skill by taking the 
first Dudsbury award. 
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In the 15-lap final, it was MacLeod 
who led at the end of lap one but next 
time round it was Serra in the red car 
who appeared out of Deer Leap first. 
While Serra built up a cushion over the 
following three cars, the leader of this 
group, MacLeod was coming under 
strong pressure from David Leslie with 
Vermilio right behind ready to take 
over if the opportunity arose. As they 
began to lap the tailenders, the leading 
quartet closed up again but Serra soon 
re-established his lead and Leslie at last 
slipped past MacLeod. The Van Die- 
men stayed inches behind the Royale 
for the remainder of the distance and 
although they shared the same race 
time, Leslie just got the verdict at the 
flag. 

John Homewood had little apparent 
difficulty winning the Hitachi Special 
Saloon qualifier in his Godrey Hill 
Sunbeam Imp after Geoff Farmer had 
to withdraw his Imp from its front row 
position when a gasket failed. Bill Bar- 
rett, second fastest in practice in his 
Lenton Service Station Mini-Ford, held 
second place throughout ahead of a 
very entertaining scrap between 
George Hard’s Mini and the A40-Ford 
of young Peter Jurgens. At the finish, 
Jurgens was just 0.2secs down on Hard. 
David Enderby non-started his 850 
Mini due to a broken valve spring so 
Brendan Chappel, whose Rock Oil- 
Howley Racing Mini was comfortably 
the fastest 850 in practice, had very 
little opposition in winning the class. 

The Mayfair Opel Commodore GSE 
of Jock Robertson powered into the 
lead of the Radio City prodsaloon 
round followed, on the very wet track, 
by Derrick Brunt (BMW 3.0 Si), the 
Commodores of Alan Minshaw and 
Stuart McCrudden and the second 
Manitou-LE BMW of David Taylor. 
Minshaw moved ahead of Brunt on lap 
four as they went towards Old Hall but 
four laps later it was all over for the 
Manchester Liners/Demon Tweeks car 
as the propshaft let go. The track was 
considerably drier and Robertson was 
beginning to fall back, Brunt going by 
him on lap nine followed a lap later by 
Taylor who had displaced McCrudden 
on the previous tour. The two BMWs 
drew away and Taylor, whose car was 
finding the dry track more to its liking, 
took the lead from Brunt on lap 14, 
holding a narrow advantage over his 
teammate to the flag. The other two 
Manitou-LE BMWs, Jim Marsden and 
Graham Miles, both had spins early in 
the race but recovered to take sixth and 
seventh places behind Mike Smith’s 
Century Oils Capri. 

The Mini 850 Challenge race re- 
solved itself into a two-car contest at 
the head of the field with Martin Goo- 
dall’s Marvellous Mini eventually get- 
ting the upper hand over the Calbrook 
Mini of Chris Tyrrell. During their 
struggle for supremacy, Goodall and 
Tyrrell drew away from third place man 
John West who, in turn, headed off a 
four-car group consisting of Bob Ad- 
dison, Graham Wenham, Russell 
Grady and Tony Styles. 

Geoff Farmer shared the front row of 
the Invitation Saloon Race with 
Homewood’s Imp (pole) and Brendan 
Chappel’s 850 Mini. Chappel made a 
superb start, moving across the track to 
lead the field into Old Hall followed by 
the two Imps. Homewood and Farmer 
were soon past the little Mini, however, 
and after two laps, they were estab- 
lished at the front as Chappel pulled off 
at Old Hall with a mysteriously dead 
engine. Farmer set about reducing the 
gap between himself and Homewood, 
only to get a little too sideways at 
cascades on lap five, brushing the 
armco and retiring on the spot. This left 
second spot to Peter Jurgens, the A40 
having no difficulty on the now dry 
track in holding off George Hard’s 5- 
port Mini. Mike Smith’s Capri won the 
3-litre “production” class while Gra- 
ham Wenham led home the 850s. 


PETER McFADYEN 


No token 
victory 


A superb run in the wet of 36.74secs 
gave Midlander John Ravenscroft 
maximum points in the Top Ten Run 
off at the RAC Sprint Championship 
Round organised by the Shenstone & 
District MC at Curborough on Sunday. 

Ravenscroft, in his Token, beat the 
redoubtable Dave Harris by a mere 
four hundredths of a second in the 
pouring rain, but Harris had consola- 
tion by setting BTD during the dry class 
runs with a time of 31.18secs. 

Simon Riley took his Brabham BT33 
through to third place in the run off and 
he has now leap-frogged over David 
Render into second place in the 
championship though a long way be- 
hind Harris. Alan Humphries (March 
772) was a fine fourth on his first 
appearance in the Top Ten and he was 
a second ahead of Peter Fisk (March 
702). 

The only major surprise in the class 
runs was a rare defeat for the Capri of 
Colin Wild, who went down by almost ° 
half a second to Dick Howell in his 
Morgan +8. Glyn Williams (Lotus Eu- 
ropa) and David Brich (Morgan 4/4) 
had a fine scrap in the prodsports class, 


Williams just getting the verdict. 

BTD: D. Harris (McRae), 31.18s. 

Class Winners: D. Maddox (RS2000), 42.50s; G. Williams 
(Europa), 41.87s; D. Howell ( n +8), 40.048; M. Junod 
(Alfa Romeo GTV), 42.248; W. Hollins (Mini), 41.358; J. Bluff 
(Cooper S), 40.10s; H. Shepherd (Jaguar E), 39.958; M. 
Overton (Marcos), 37.338; A. Rew (Sabre 6), 38.79s; A. Hines 
(Maliock U2), 33.848; A. Humphries (March 772), 34.478; J. 
Ravenscroft (Token), 31.578. 

RAC Top. Ten: 1, Ravenscroft, 36.748; 2, Harris, 36.788; 3, 
Riley 37.97s; 4, Humphries, 40.26s; 5, Fisk, 41.278. 

RAC Champlonship: 1, Harris, 66pts; 2, Riley, 38pts; 3, 
Render, 31pts; 4, Ravenscroft, 30pts. 


Double 
Dutnall 


Although Barry Dutnall completed a 
notable Jubilee weekend double by 
winning the Hastings autocross at Nin- 
field on June 6, his 1400 Mini was hard 
pressed for BTD by the 1 litre Mini of 
Paul Bristow. 

Dutnall, winner of the previous day’s 
Rochester MC autocross, was fastest of 
56 competitors in poor conditions with 
rain making times very slow but Bris- 
tow was only four tenths slower. Minis 
dominated the event and the best battle 
was in the small capacity class where 
Terry Burns and Paul Grant returned 
identical times, Burns getting the ver- 
dict on aggregate. Michael Crookes, 
sharing with Dutnall again, won the 
Battle for the big engined class from 16 
other entries having four tenths of a 
second only over John Hall. 

BTD: B. Dutnall (Mini 1400), 1m 31.0s. 

Class winners: T. Burns (Mini), 1m 35.28; N. Pescod 

(Anglia), 1m 36.08; D. Smith (Sprite), 1m 50.48; D. Lewis (Imp), 
1m 46.08; P. Bristow (Mini), 1m 31.48; M. Collins (Escort), 1m 
95.88; M. Crookes (Mini), 1m 33.6s; |. Porteous (Scorpion), 1m 
38.28; H. Appleby (Escort), 1m 41.6s; R. Morgan (Escort), 1m 
35.68. 
@ Aberystwyth MC’s event was the 
only qualifier round in the road rally 
series between April and July and 
caused havoc in both the Driver and 
Navigator categories. Graham Parker 
of Pontypridd is a precarious leading 
driver, one point ahead of Dennis Poll- 
ington (North Wales). Whilst Dave 
Pugh (60 & Worcs) and Roland Young 
are hanging on to equal third, Teify 
Valley’s Gwyndaf Evans has leap- 
frogged Theo Bengry (Herefordshire) 
and Bill Gwynne (N. Oxon) by winning 
the Cambrian News. Points are: 

Drivers: Graham Parker 52, Dennis Poolington 51, David 
Pugh and Roland Young 46, Gwyndaf Evans 43, Theo Bengry 
42, Bill Gwynne 41. 

Navigators: Peter Forrester 56, Alun Thomas 52, Dave 
Thomas 50, Bill Pardoe and Paul Watkins 45, Martin Thomas 
43, Howard Moore 41. 
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Lyall’s luck holds 
out at Mallory 


Alistair Lyall’s luck held on Sunday 
when he won the Century Supreme 
special saloon round at the BRSCC 
organised Mallory Park meeting. Cliff 
Watts finished first in the Hitachi round 
but, following a protest was excluded 
from the results; David Benton found 
second place in the Renault 5 race 
behind Neil McGrath good enough to 
move him into the lead of the series 
while other championship rounds were 
won by Chris Meek and Richard 
Groombridge. 

Pole man Cliff Watts (Imp) led the 
Hitachi special saloon round from start 
to finish, despite the efforts of John 
Homewood, who held a close second 
place throughout, the Imps separated 
by only 0.2secs at the finish. Following 
the race, however, Homewood success- 
fully protested that Watts was baulking 
him, resulting in Cliff being excluded 
from the results and, to add insult to 
injury, fined £20; an unpopular decision 
to say the least. In the smaller class 
Peter Day (Allen Mini) had a similarly 
close battle with David Enderby’s Mini, 
but had to give him best. 

The first of the Formula Ford 
thrashes followed, in which Paul Smith 
(Royale RP24) simply drove off into 
the distance. Eventual second place 
man Robert Coates (Hawke DL17) was 
lying third, in the early stages, grad- 
ually fighting his way past Glenn Ea- 
gling (Van Diemen), and taking fastest 
lap in the process. Christopher Wil- 
liams (Tiga) pulled clear of the fifth 
place battle, leaving Gareth Lloyd (Du- 
lon MP15) to nose ahead of Sean Walk- 
er’s Tiga for fifth place. 

Another session of Renault 5 panel 
bashing was next on the programme, 
with Neil McGrath making a demon 
start from pole, never to be headed, 
despite the very close attention of 
David Benton in the early stages. These 
two opened out a lead over third place 
man, Charles Sawyer-Hoare, and the 
hotly contested fourth place battle be- 
tween Doug Bassett, Richard Hassell 
and Juliette Slaughter, the lady eventu- 
ally gaining the honours. Benton’s sec- 
ond place was good enough to give him 
the championship lead with 74 points. 

Vernon Davies (U2Mk18) looked set 
to win the round of the SKF Steel 
Sports Championship, taking an early 
lead ahead of Alan Webb (U2Mk18b), 
Richard de la Rue (U2Mk16) and Rich- 
ard Groombridge (Hustler SS4A), 
these latter two having a good dice for 
third place until de la Rue dropped out 
with gearbox problems. At half dis- 


tance, Davies spun at the Esses whilst 
overtaking a backmarker, allowing 
Alan Webb to take a turn at leading, 
until he was demoted to second by the 
hard charging Groombridge, who kept 
the lead to the flag. Rob Cochran in the 
Ashfield (née Bladon), had a lonely 
race to third place, being caught in the 
latter stages by the fourth place battle 
between the Martins, Mansell and 
White, in their Mallocks, the former 
gaining the upper hand. 

The “Certina Watch” prodsports 
race took place on a soaking wet track 
and was another Chris Meek benefit, 
“Cee Mee” winning by 24.6secs with 
Bill Wykeham taking a lonely second 
place. Rod Gretton, (Century Oils 
TVR) headed the third place battle, 
with Rob Wells’ Morgan just taking 
fourth place from Colin Blower’s simi- 
lar car. David Beams (Ginetta G15A) 
and John McCaffrey’s Sprite took class 
wins. 

The rain was really coming down for 
the second of the Formula Ford 
thrashes, but Tony Broster (Dulon 
MP17) managed to keep it on the island 
for a flag to flag win. Barry Pigot (Van 
Diemen RF77), held second place early 
on until he spun, allowing eighteen year 
old Tom Wood (Royale RP21) to move 
up a place until he went straight on at 
the hairpin, leaving David Toye 
(Royale RP21) to hold second place at 
the flag. Rick Whyman (Royale RP24) 
took third place, while Dave Hoban 
(Beat Ray F/74) got the better of Robin 
Dollar (Hawke DL17) for fourth. 

The Libre event was notable for a fine 
wet weather drive by Ray Mallock 
(U2Mk18B), who led from flag to flag, 
Martin Watson coming a distant second 
in his GRD372, followed home by Kim 
Mather (March 752B), these being the 
only unlapped runners. Pole man, Alo 
Lawler (Lola T462) had a diabolical 
race, retiring after two laps, “‘because 
it’s too wet to risk the car’’. 

Nick Whiting had a rear wheel come 
off in practice for the Century Supreme 
Race, so Alastair Lyall (Escort BDA), 
simply outdrove the rest of the opposi- 
tion to take a fine win in atrocious 
conditions, 9.2secs ahead of second 
place man Peter Baldwin (Mini). Tony 
Strawson found the Capri’s power a bit 
of a handful in the conditions, and 
gradually slipped down to fourth place 
behind the Mini of David Smith. Pole 
man, Rob Mason (Imp) just managed 
to wrest fifth place from Steve Phillips 
(Escort) as they took the flag. 


CHRIS WALKER 


result 


Hitach! Special Saloon Car Championship round (10 laps): Overall: 1, John Homewood (1.0 Sunbeam Imp), 9m 04.68; 2, 
Alan Smith (1.0 Hillman Imp), 9m 16.2s; 3, Bill Barrett (1.0 Mini), 9m 16.88; 4, David Enderby (850 Mini), 9m 24.2s. Class A: 1, 


Homewood, no 


Speed given; 2, Smith; 3, Barrett. Fastest lap: Homewood, 53.28, 91.35mph. Class B: 1, Enderby, 86.14mph; 2, 


Peter day (850 Mini); 3, John Heathcock (850 Mini). Fastest lap: Day, 54.8s, 88. y 
Formula Ford Race 1 (10 laps): 1, Paul Smith (Royale-Rowland RP24), 8m 41.2s, 93.25mph; 2, Robert Coates (Hawke-Minister 
DL17), 8m 46.48; 3, Glen Eagling (Van Diemen-RES RF76), 8m 47.0s; 4, Christopher Williams (Tiga-Oselli FF), 8m 51.6s; 5, Gareth 


Rad’s Snetterton—just 


Rad Dougall once again underlined his 
determination to succeed when he 
headed home the FF2000 field at Snet- 
terton on Bank Holiday Monday. No- 
one could dispute that the Kismet 
Garage Equipment Royale RP25 fin- 
ished first but the South African’s rivals 
could, and did, protest although this 
was later rejected. 

Bill Shepherd gave a confident dis- 
play to win the first heat of the Dunlop 
Star of Tomorrow FF1600 round, with 
his Crossle 30F, on a very wet track and 
he professed modestly to dislike racing 
in the rain! Willy Ribbs, the champion- 
ship leader, was 16secs behind but in 
turn he was well ahead of the other 
spaced out runners. Equally convincing 
winner of the second qualifier was 
Graeme Peake, the young Australian 
timing his start to perfection with the 
Royale RP24 to be a long way ahead by 
the first corner and when reaching the 
chequered flag his winning margin was 
greater than Shepherd’s. 

The processional Renault 5 Elf Chal- 
lenge round was enlivened by David 
Benton’s fight back. Benton, who head- 
ed the sparse field on the opening lap 
nearly spun at Sear next time round and 
dropped to a distant fourth but rapidly 
regained the lost ground on the now 
drying track, to retake the lead on the 
penultimate lap and win with his Talbot 
Garage Co entry. Richard Hassell, who 
inherited the lead from Benton, was 
shown a black and white diagonal flag 
as a warning for persistent corner cut- 
ting and, suitably subdued, offered no 
resistance to the recovering Benton, 
although he was awarded fastest lap! 

Twelve non qualifiers for the feature 
FF2000 race contested a consolation 15- 
lapper including some fast drivers from 
the first practice who had pitted early in 
the session to adjust their cars and 
found the track wet when they re- 
turned. Trapped like that were Richard 
Piper (Sark CRO1), Frank Bradley 
(Centre Hotels Elden) and Richard 
Wills (MRE 77SF) and the race ap- 
peared to be between these three. 
When Piper spun at the first corner and 
collected Bradley the only problem re- 
maining for Wills was to conserve his 
expensive “wet” tyres on a rapidly 
drying track. As early as the third lap 
he was seeking out the damp surface 
with one eye constantly on second man 
Ken Eady (R H Motors (Coachworks) 
Ltd Dulon MP20). Two drivers started 
on slicks but made no impression until 
the closing stages when Rick Gorne 
(Elden) finished fifth, with a broken 
shock absorber, and Tim Wallwork 
(Reynard SF77) set fastest lap. 

On a dry track the Mini 1000s pro- 
vided the best race of the day. Andy 
Devine and Paul Gaymer circulated 
with never more than two lengths 
between them, and frequently side by 
side, until Phil Spurling joined in two 
laps from the end. On the penultimate 
lap Spurling got to the front and 


David Benton (9) leads the RS field. 


Gaymer fell back after being held up by 
back markers, yet at the finish a de- 
lighted Andy Devine, driving with 
Strapped up cracked ribs, was just a 
metre ahead of Spurling with Gaymer 
just 1sec farther back. 

It was drizzling again as the grid for 
the Lord’s Taverners assembled and a 
delayed start board was shown. Drivers 
decided to sit it out waiting for the 
weather to show its hand but the organ- 
isers at last precipitated the start by 
showing the five minute board. The 
front rows, in the main, chose slicks; 
those near the back with less to lose 
gambled on wets and, with the sun 
shining brightly but rain sweeping over 
half the circuit, the race eventually 
began. For Oscar Notz it lasted less 
than 100 metres before his Crossle 31F, 
from its position on the outside of the 
front row, slid across the track out of 
control and hit the barrier on the inside 
of the circuit. At the end of the lap 
Adrian Reynard led with Rad Dougall 
second, up from a supposedly 22nd grid 
spot, with David MacPherson (Ken 
Hensley Dulon MP20) and Wil Arif 
(Brookside Garden Centre Reynard 
SP77) and Jeremy Rossiter (Spax 
Shockabsorbers Reynard) right behind. 
Dougall displaced Reynard on lap six 
and from then on was never headed. 
Rossiter passed his team mate and 
chased the leader hard but spun away 
his chances on lap thirteen. MacPher- 
son also passed Reynard but the young 
designer was back in second at the close 
with MacPherson and Rossiter close 
behind. 

When the Dunlop “Star of Tomor- 
row” final was stopped after the 
opening lap to clear some first corner 
carnage the meeting was already run- 
ning almost 90 minutes late. From the 
restart four cars battled for the lead; the 
Scorpion Race: Hire cars of Ribbs and 
Peake against the Winfield Racing 
School’s Shepherd and Plunkett. Un- 
fortunately, Plunkett spoilt it all with a 
wild manoeuvre on lap four that elimi- 
nated Peake, Shepherd and himself 
from the race. Ribbs, who was just 
ahead of the trouble, was left to cruise 
to a comfortable victory. 


ANDY LEEDER 


Lloyd (Dulon-Rowland MP15), 8m 58.2s; 6, Sean Walker (Tiga), 8m 58.2s. Fastest lap: Coates, 51.00s, 95.30mph. 

Renault 5 Elf Challenge round (10 laps): 1, Neil McGrath, 11m 01.4s, 73.48mph; 2, David Benton, 11m 04.48; 3, Charles 
Sawyer-Hoare, 11m 10.4s; 4, Juliette Slaughter, 11m 11.8s; 5, Doug Bassett, 11m 12.4s; 6, Richard Hassell, 11m 13.2s. Fastest 
lap: McGrath, 1m 04.6s, 75.23mph. 

SKF Steel Club Sports Championship round (20 laps): 1, Richard Groombridge (Holiowbar Huster Abbott SS4A), 16m 03.6s, 
100.87mph; 2, Alan Webb (Mallock U2 Morgan Mk18B), 16m 07.2s; 3, Rob Cochran (Ashfield BRL7), 16m 26.88; 4, Martin Mansell 
(Maliock U2 Abbott Mk18B), 16m 29.4s; 5, Martin White (Mallock U2 Longman Mk18), 16m 35.6s; 6, Chris Greville-Smith (Phantom 
Swindon P76), 16m 36.00s. Fastest lap: Groombridge, 46.68, 104.29mph. 

Certina Swiss Watch Championship round (10 laps): Overall and Class A: 1, Chris Meek (1.6 Lotus Europa Special), 10m 
33.48, 76.73mph; 2, Bill Wykeham (3.5 Morgan +8), 10m 58s; 3, Rod Gretton (3.0 TVR 3000M), 11m 05.0s; 4, R. Wells (3.5 Morgan 
+8), 11m 06.6s. Fastest lap: Meek, 1m 01.6s, 78.90mph. Class B: 1, David Beams (1.0 Ginetta G15A), 11m 24.6s, 70.99mph; 2, 
Chris Alford (1.6 TVR 1600M); 3, Ricky Podmore (1.8 MGB). Fastest lap: Beams, 1m 06.8s, 72.75mph. Class C: 1, John McCaffrey 
(1275 Austin Healey Sprite); 2, Howard Johnson (1275 Austin Healey Sprite); 3, Bob Wheatley (1275 MG Midget). Fastest lap: 
McCaffrey, 1m 08.4s, 71.05mph. 

Formula Ford Race 2 (10 laps): 1, Tony Broster (Dulon MP17N), 12m 02.2s, 67.29mph; 2, David Toye (Royale-Minister RP21), 
12m 08.0s; 3, Rick Whyman (Royale-Scholar RP24), 12m 23.6s; 4, Dave Hoban (Bert Ray-Neil Brown F/74), 12m 50.00s; 5, Robin 
Dollar (Ashtune-Hawke-Scholar DL17), 12m 57.4s; 6, David Wheeler (Royale-Harris RP21), 12m 58.4s. Fastest lap: Tom Wood 
(Royale-Scholar RP21), 1m 08.4s, 71.05mph. 

BRSCC Midiand Centre Formule Libre Championship round (15 leps): 1, Ray Mallock (Mallock U2 Mk18B), 15m 43.4s, 
77.27mph, 2, Martin Watson (GRD Beetune B72), 15m 49.0s; 3, Kim Mather (March Richardson 7528), 16m 22.68; 4, Martin Mansel 
(Matlock U2 Abbott Mk18B), 14 laps; 5, Rick Gorne (Crossié), 14 laps; 6, Roger Andreason (Andreason Racing Druid 377), 14 laps. 
Fastest lap: Watson, 1m 01.00s, 79.67mph 

Century Supreme Special Saloon Car Championship round (10 laps): Overall, 1, Alastair Lyall (1.8 Ford Escort), 10m 10.6s, 
79.59mph; 2, Peter Baldwin (1.3 Mini), 10m 19.88; 3, David Smith (1.3 Mini), 10m 27.4s; 4, Tony Strawson (8.1 Ford Capri), 10m 
52.6s. Class A: 1, Strawson 74.47mph; 2, Brian Evans (6.0 Chevrolet Camaro, 11m 28.6s; no other starters. Fastest lap: Strawson, 
1m 01.88, 78.64mph. Class B: 1, Lyall, 79.59mph; 2, Rob Mason (2.0 Bevan Stiletto); 3, Steve Phillips (1.6 Ford Escort). Fastest 
lap: Lyall §9.2s, 82 09mph. Class C: 1, Baldwin, 78.41mph; 2, Smith; 3, Alan Hunt (1.3 Mini). Fastest lap: Baldwin, 1m 00.0s, 
81.00mph. 


62 


YES 11] f 5 secre 


BRSCC “Star of Tomorrow” Formula Ford 1600 championship round, heat one (10 laps): 1. Bill Shepherd (Crossié6-C.E.S. 
30F), 16m 20.08s, 70.36mph; 2, Willy Ribbs (Scorpion Royale Scholar RP21), 16m 36.08s; 3, Terry Blanchet (Lotus 61M Ford 
Minister), 16m 54.0s; 4, Gilman Camolesi de Sousa (Royale-Minister RP24), 17m 19.0s; 5, David Minty (Van Diemen-Minister 
RF74/5), 17m 25.088; 6, Andy Ackerley (Hawke-Auriga DL11), 17m 56.08s. Fastest lap: Blanchet, 1m 34.6s, 72.95mph. 

BRSCC “Star of Tomorrow” Formula Ford 1600 championship raund, heat two (10 laps): 1, Graeme Peake (Scorpion 
Royale-Scholar RP24), 15m 32.8s 73.98mph; 2, Jeremy Plumkett (Crossié Rowland 30F), 15m 53s; 3, Martin Longmore (Hawke- 
Rowland DL11), 16m 02s; 4, Mike MacKenzie (Hawke WRA Ford DL11), 16m 18.02s; 5, George Burda (Royale-Alan Smith RP21), 
16m 37.04s; 6, Leon Walger (Crossié-Minister 30F), 16m 39.08s. Fastest lap: Peake, 1m 30.2s, 76.51mph. 

BRSCC Renault 5 Elf Challenge race (10 laps): 1, David Benton, 17m 17.08s, 66.50mph; 2, Richard Hassell, 17m 18s; 3, Charles 
Sawyer-Hoare, 17m 27.02s; 4, John Trevelyan, 17m 33s; 5, Colin Green, 17m 40.08s; 6, David Kahn, 17m 44.08s. Fastest lap: 
Hassell, 1m 40.08s, 68.46mph. Est lap record. 

BRSCC Formula Ford 2000 race for non-qualifiers (15 laps): 1, Richard Wills (MRE Racing Services 
(Engines) Ltd 77SF), 19m 57.48, 86.45mph; 2, Ken Eady (Dulon-Nelson MP20), 19m 58.2s; 3, Tom Hudson (Reynard Ford), 20m 
14.68; 4, Derek Rose (Hawke-Nelson DL16), 20m 17.2s; 5, Rick Gorne (Elden-Neil Brown Mk18), 20m 35.8s; 6, Chris Finnegan 
(Tiga-Scholar RN77), 20m 39.6s. Fastest lap: Timothy Wallwork (Reynard-Neil Brown SF77), 1m 16.2s, 90.57mph. 

Cars National Mini 1000 Challenge race (10 laps): 1, Andy Devine, 14m 33s, 79.05mph; 2, Phil Spurling, 14m 33s; 3, 
Paul Gaymer, 14m 34.06s; 4, Geoff Robson, 14m 52.2s; 5, Peter Richman, 14m 54s; 6, G. T. Shepherd, 14m 54.4s. Fastest lap: 
Spurling, 1m 24.4s, 81.77mph. 

Lord's Taverners Formula Ford 2000 Championship rounds (20 laps): 1, Rad Dougall (Royale Titan RP25), 27m 18.2s; 2, 

Adrian Reynard (Spax Reynard Piper), 27m 20s; 3, David MacPherson (Dulon MP20), 27m 20.8s; 4, Jeremy Rossiter (Spax 
Reynard Piper), 27m 22s; 5, lan Briggs (Reynard Rowland), 27m 59.4s; 6, Philip Bullman (Hawke Rowland DL16), 28m 22.2s. 
Fastest lap: Dougall, 1m 17.2s, 89.39mph. 
BRSCC Dunlop “Star of Tomorrow” Formula Ford 1600 Championship round, final (15 laps): 1, Willy Ribbs (Scorpion Royale 
Scholar RP21), 19m 32.8s, 88.27mph; 2, Terry Blanchet (Lotus 61M Ford Minister), 19m 56.2s; 3, Camolesi de Sousa (Royale- 
Minister RP24), 20m 12s; 4, Martin Longman (Hawke-Rowland DL1 1), 20m 13.6s; 5, David Minty (Van Diemen-Minister RF74/75), 
20m 37.2s; 6, Dave Hoban (Bert Ray Ford 'n’ Brown) 20m 39s. Fastest lap: Ribbs and Graham Peake (Scorpion Royale-Scholar 
RP21), 1m 16.8s, 89.86mph. 
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Smith with new car 


the Escort opposition being that of 
Dick Keen making a rare appearance in 
the southern half of the Midlands. He, 
in turn, defeated the redoubtable 
George Warren who had left his big 
Escort at home and shared the 1300 
version with son Ian. 

Only five cars bothered to contest the 
1300-1650cc class and Midlander Mike 
Hill disposed of the opposition quite 
easily with his Clubman though John 
Mackley was not that far adrift with his 
Cooper S. 

Hagley member Paul Parbutt, de- 
spite having to hold the gear lever in 
Place part of the time won the Specials 
class with the 
second over Bob Light’s Aquarius. 

The Mike Hill Clubman reappeared 
in the hands of Alan Faulkner to finish 
second in the rally car class to 1500cc, 
nearly two secs down on Malcolm Ox- 
borrow’s Cooper S with Phil Darby- 
shire in close attendance. 

With Ron Aiken’s 2-litre Escort well 
ahead of the over 1500cc competition 
the RS2000 of Phil Shaw edged home in 
second although five secs off the pace. 

BTD: T. Smith (Mini-Ford), 66.58. 

Class winners: P. Wilson (Mini), 72.6s; R. Burn (Clan 
Crusader), 69.28; F. Morris (Mini), 70.78; M. Hill (Clubman), 
69.88; T. Westley (VW), 69.18; P. Parbutt (Wilton). 72.38; M. 
Oxborrow (Cooper S), 72.28; R. Aiken (Escort), 76.18. 

@ Peter Forrester of Potteries & New- 
castle MC, whose fortunes were once 
inseparable from those of “‘Doughy” 
Roe, now leads the Welsh Navigators’ 
Championship. In spite of his wins with 
North Wales CC’s Roland Young at the 
start of the season, it was his sixth 
overall with the unknown Chris Hicken 
on the Cambrian News rally on June 5 
that put him ahead on 56. 


A mixture of heavy rain and brilliant 
sunshine made the first runs something 
of a lottery—at the end it was a rally car 
which held BTD—when Hagley & Dist 
LCC gathered 107 competitors for the 
first Midland area round of this year’s 
BTRDA Autocross Championship at 
Dormston, near Droitwich on Spring 
Bank Holiday Monday. 

The weather, which had favoured the 
rally car class in the first runs, remained 
kind for the majority of the second runs 
and most drivers were able to show 
their true potential and BTD went to 
the new Mini-Ford of Terry Smith who 
did 66.5s and also won the highly com- 
petitive over 1650cc class. 

When Smith set his BTD the likes of 
Tony Merridale, with the big Escort, 
and Rob Gibson, with his ultra rapid 
Sprite, had yet to take the field to 
challenge him, but both blotted their 
copybooks with spins and demoted 
themselves, leaving the smoking Terry 
Westley’s VW to take second some 2.6 
secs adrift of Smith. 

In the small Mini class Phil Wilson 
gained the narrowest class win of the 
day when he pipped Ian Rawle, up 
from the south, by just one tenth of a 
second in a fine scrap while young Tony 
Webb, a comparative newcomer, did 
extremely well for third. 

Providing he did not spin there was 
nobody going to hold a candle to Roger 
Burn’s Clan in the up to one litre class 
and he duly obliged with a neat 69.2 
secs for third BTD to wallop the oppo- 
sition to the tune of six seconds. 

A delighted Frank Morris got it all 
together to win the next class, from 
1001-1300cc with his Mini, the best of 
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Venue 


Donegal, Ireland 
Anderstorp, 

Mugello, Italy 

Enna, italy 
Clermont-Ferrand, France 
Zandvoort, Holland 
Michigan, USA 
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| ternational events 


Jun 18 Oulton Park, nr Tarporley, Cheshire 

dun 18/19 | Doune, nr Callender 

dun 18/19 Blackbushe, nr Camberley, Surrey 

Jun 18/19 | Bath, Somerset 

dun 19 Jim Russell Garage, Downham Market (MR143/61130274) 

dun 19 Madley, Hereford 

dun 19 Castell Farm, Rhiwias 

Jun 19 Tony Drummond's Test Track, High Eggborough 
(MR105/571219) 

dun 19 Thruxton, nr Andover, Hants 

Jun 19 Silverstone, nr Towcester, Northants 

dun 19 Cadwell Park, nr Louth, Lincs 

Jun 19 Brands Hatch, nr Dartford, Kent 

dun 19 Lydden Hill, nr Canterbury, Kent 

Jun 19 Wroughton, nr Swindon 

dun 19 Curborough, nr Lichfield, Staffs 

Jun 19 Harewood, nr York 

Jun 19 Uanrithyd, nr 

dun 19 Stone, nr Dartford, Kent 

Jun 19 Headshaw Farm, Selkirk 

Jun 19 Knebworth Park, nr Stevenage, Herts 

Jun 19 
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OULTON PARK 


Vintage Sports Car enthusiasts will not 
want to be missing from Oulton Park on 
Saturday when the VSCC put on their 
Richard Seaman Trophies Historic Car 
Race meeting. 3 

Spectators are promised a full day’s 
entertainment with practice starting at 
9am and racing at the unusually early 
time of 1.15pm. As well as races for all 
the main Vintage categories, there will 
be a Concours d’Elegance which will 
include a 1911 Rolls-Royce Silver 
Ghost. Entries for the races include 
ERA, Maserati, Alfa Romeo and Fra- 
zer Nash models. 


THRUXTON 


Formula 3 single-seaters and Touring 
Cars provide the main entertainment 
for spectators at Thruxton on Sunday at 
the BARC’s Oceanair Raceday with 
the club promising one of the best all- 
round motor racing days of the year at 
the circuit. 

Both the formulae have provided 
good racing at the Hampshire circuit 
before this season and it seems likely 
that they will do so again on Sunday 
with their full grids. 

Also on the eight race programme 
are events for special saloons, mod- 
sports, Formula Fords and Mini 1000s; 
these are all championship rounds so 
the competitors will be wanting cham- 
pionship points as well as good 
placings. 

First race, which is a Forward Trust 
special saloon event, starts at 2pm, 
after practice which will be from 9am. 


SILVERSTONE 


The Lord’s Taverners Formula Ford 
2000 competitors will be at Silverstone 
in full force on Sunday to provide the 
main entertainment for the BRDC’s 
eight race programme. Lending his 
name to this race will be TV personality 
Willie Rushton. 

Variety will be the keynote of this 
meeting with rounds of the British Ra- 
dio prodsaloon, Townsend Thoresen 
Formula Ford and Tricentrol Car 
Group Clubmans Sports Car champion- 
ships also on the list of races. 

Mixing it with the modern day ma- 
chinery will be a full field of historic 
sports cars contending the BAT Build- 
ers Championship Race. Included in 


this race will be a Ford GT40, a 6-litre 
McLaren Elva and a Lola-Chevrolet 
T70. Over 150 entries have been re- 
ceived for the meeting and the fun will 
start with practice from 11.50 and the 
first race at 3pm. 


BRANDS HATCH 


The Rochester Motor Club will be 
playing host at Brands Hatch on Sun- 
day when a Formule Libre race for the 
Radio Medway Formule Libre Trophy 
will be the main attraction of their eight 
race meeting. 

Also at the Kent circuit will be the 
sports cars competing in the Soda- 
Stream British Sports 2000 Champion- 
ship. This meeting has proved very 
popular with competitors and the club 
has received full entries for their For- 
mula Ford, Mini 7, Mini 1000 and 
Formula 1300 races. Pratice starts at 
9.30am and racing at 2.30pm. 


CADWELL PARK 


Eight seems to be a magic number as 
five of the weekend’s race meetings 
have this number of races on their 
programme, the Nottingham Sports 
Cars Club’s meeting at Cadwell Park on 
Sunday being no exception. 

With the first race at 1.30pm the 
afternoon’s agenda includes events for 
Formula Fords, Classic Saloons, 
MGAs, Monopostos, special saloons, 
clubmans and Libre cars. 


LYDDEN 


The BARC will be down at Lydden on 
Sunday to put on an eight race meeting 
which starts at 2.30pm. Races are in- 
cluded for Formula Fords, special sa- 
loons, modsports, MGAs, 750 Formula 
and Formule Libre cars and practice will 
start at 12.30pm. 


HAREWOOD 


The BARC have a rather different 
approach for their hillclimb meeting at 
Harewood on Sunday. This is a day out 
for those who admire the competition 
cars of earlier days and a chance for 
competitors who have not won an 
award in recent years to have a go. The 
meeting is entitled the ShellSport Vin- 
tage, Historic and Novices Harewood 
meeting. All the action will start at 
2.15pm after morning practice. 


Events 
Donegal Rally 
Swedish Grand Prix—World championship for Drivers & Manfacturers round 8 
European F2 championship 

Sports 


FF, F Super Vee, F Vee, G1-5 
Motor State 400 (NASCAR) 


Detalis 

Vintage & Historic Racing 
RAC National Hiliclimb Championship 

British & international 2CV Cross Championship 
Festival Stages Rally—BTRDA Gold Star Championship 


BP F3, Special saloons, Mod Sports, Mini 1000, Touring Cars, FF1600, 
Clubmans 
MCD FF2000, FF1600, Production Saloons, Clubmans Sports, Historic 


Sports 

FF1600, Classic Saloons, MGA’s, Monoposto, Special Saloons, F Libref- 
Clubmans, Modsports/Historic G1 

F Libre, Sports 2000, FF 1600, Mini 7, Mini 1000, F1300 

FF1600, Special Saloons, F Libre, MGA’s, 750's, Modsports 


Graham Hill Trophy Sprint 


BTRDA/RAC Nat Clubmans Autocross Championship 
ASEMC/AEMC/BORDAR Autocross Championships 
Journal NE ANECCC Autocross Championship 
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Road-grabbing Formula 70 
can handle all the horsepower 
your car’s bred to deliver. 


Formula 70 radials. 

Wider, lower, power-profiled 
radials from Dunlop. 

Race and rally-bred for 
performance. 

And precision engineered to 
make the most of all your car has 
been built, bred or modded to 
deliver. 

Formula 70 muscle comes in 
an ever increasing range of sizes 
and your specialist Formula 70 
Centre can advise you on all the 
fitment facts and figures for 


your car. 


For the address of the Centre 
nearest you, call the telephone 
operator and ask for Freefone 409; 


The Graunchy Grippe! 


